PERS! RECEIVERS! 


Thanks for loading and unloading box 
cars promptly during this critical period! 
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ts i is our business! 





PRUE A 


Are you shipping freight overseas? 
Then why not do as other leading companies are doing? Get in touch with the 
American Express Foreign Freight Service. 
More and more leading companies are simplifying carload shipping problems and 
reducing their costs by turning the whole job over to American Express Foreign Freight 
Service. American Express takes over such shipping details as: 


% Your cargo space bookings % Your documenting from point of origin 
% Your customs clearances % Your Marine Insurance placement 
% Your warehousing %* Your consular invoicing 


% Your collection against Letters of Credit 


AIR CARGO SPACE BOOKINGS AND DOCUMENTATION 
Experience and world-wide facilities for complete shipping follow-through are the reasons 


behind the importance and dependability of American Express Foreign Freight Service to 
exporters and importers. Call Traffic Division at any of the following offices. 


AMERICAN EXPRESS 


Foreign Freight Service 


65 Broadway—New York 6 and International Air Terminal Building, La Guardia Field 
CHICAGO—180 No. Michigan Ave. BOSTON—177 Milk Street MONTREAL—Sun Life Building 
SAN FRANCISCO—253 Post Street NEW ORLEANS—1 Canal Street TORONTO—19 Melinda Street 
and offices in leading foreign cities 
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A Job for Industry 


The total receipts of the federal government in 

®@ the two first years of President Lincoln’s admin- 

istration were $93,498,000. In 1861, when President 

Lincoln first took office, the national debt was $90,- 
582,000. 


We found those figures in a compilation recently 
distributed by Dun & Bradstreet, Inc., an interesting 
document, indeed. It shows, for instance, that the an- 
nual income of the federal government did not reach a 
billion dollars until the first year of President Wilson’s 
second administration, and that it did not rise to five 
billions until 1919, the year after the close of World 
War I. It reached its peak in 1945, when it was over 46 
billions. 

As to the debt, it was first recorded in 1790, at 
$75,880,000, or $19.32 per capita. In 1833 it had almost 
disappeared, amounting only to $33,000, or something 
less than a quarter of a cent per capita. In 1947, the 
national debt stands at $260,400,000,000, or $1821.45 
per capita. Following the War Between the States, the 
national debt was less than three billions, which was 
gradually reduced until, in 1892 is stood at less than 
a billion. Thereafter it hovered near that level until 
the first World War, in which it rose to over 25 billions. 
In 1930, the first year of the Hoover administration, it 
was a little over 16 billions, and when President Roose- 
velt took over, in 1933, it stood at 221% billions, or 
$179.21 per capita. It has, thus, risen more than tenfold 
in amount and per capita in the last fifteen years. 

We’ve let ourselves be carried away a little by 


| these startling figures. What we started to point out 
_ was that the total of the federal government’s income 








in the first two Lincoln years, and the total federal debt 
at the outbreak of the Civil War, were each less by 
some millions of dollars than the amount paid out last 
year by the railroads for loss and damage to freight in 
transit. 

It has been said frequently that lost and damaged 
freight is no longer a transportation problem, but has 
become, rather, a serious economic problem to which 
the entire business of the country ought to be paying 
attention these days. When considered in this light, the 
actual money paid out by the railroads is only one 
factor to be considered—and there are those who insist 
that it isn’t the largest factor. Nevertheless, railroad 
claim payments are important, if only as an index to 
the mounting danger. 
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They are important, for instance, in showing that 
the 1946 loss and damage record was worse than ‘the 
1945 record. The actual figures for rail claim payments 
in 1946 totalled $94,380,672, for members of the Freight 
Claim Division of the Association of American Rail- 
roads. In 1945, comparable payments were $78,791,370. 
The increase in the year, therefore, was $5,589,302, or 
7.1 percent. 


There were, of course, equally important pay- 
ments, if less in total, by the highway carriers, the post 
office, the water lines and the airlines. The total can 
only be a rough estimate, but conservatively, it must be 
at least $120,000,000 for the year. When we compare 
that with annual federal income and national debt, we 
really do not have to go very far back in history to find 
the parallel. ; 


— PEOPLE most intimately concerned with this 
terrible loss are not indifferent to it. The Perfect 
Shipping Month campaigns, which have been waged for 
eleven successive years, indicate their determination to 
do what they can about it. No one can deny that they 
have done much and that what they have done has been 
effective. The tragedy lies in the fact that, despite their 
united and determined efforts, the toll has mounted to 
a point where it has more than wiped out the reductions 
attained by all their efforts in earlier years. 


It begins to be apparent that the continued work 
of the people in transportation—both shippers and car- 
riers—is not enough to eliminate this waste. It appears 
certain that that will only be accomplished when indus- 
try as a whole—and by industry we mean everyone in 
it, from the humblest employe to the most important 
executive—takes a hand in the matter. 

In a way, it is a matter for wonderment why there 
has not been, up to now, more general excitement about 
the loss of and damage to goods in transportation. Our 
annual claim payments are now running well over a 
quarter as high as our annual fire losses, yet nothing 
is done about them by industry in general, or by govern- 
mental agencies, although fire losses are responsible 
for huge fire prevention and fire fighting forces and 
tremendous investments in equipment. The message of 
fire prevention week isn’t confined to the relatively 
small group intimately concerned with fire losses—that 
is the insurance companies who pay the claims, the 
prevention organizations who seek to eliminate fire 
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FOR TRUCKS 


One simple _ lever-control 

operates the Fruehauf End- 

gate. Stops automatically 

at ground or truck-bed 

level. The truck engine pro- 

vides smooth hydraulic 
power. 


DELIVERY COSTS GO DOWN 


FOR TRAILERS 
On Trailer installations the 
Endgate can be operated 
from the Van floor or from 
the “elevator” itself. 
Power can be supplied by 
tractor engine or small 
gasoline motor mounted 
below the Trailer floor. 
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SLEVATING ‘aNDGATE 
LIFT YOUR LOADS ! 


When you install a Fruehauf Elevating Endgate 
on your truck or Trailer, you can certainly in- 
crease delivery efficiency tremendously. The Frue- 
hauf Endgate (the tailgate elevator) uses untiring 
hydraulic power to lift or lower loads up to 1 
ton. Think how much faster goods can be moved 
with this “mechanical helper” on the job. Your 
trucks will make more trips and the Endgate ex- 
tends truck beds to carry extra loads as well. 


One driver and this “mechanical helper” need not 
wait for unloading assistance. The Endgate safely 
lifts or lowers loads up to a ton in just 10 seconds. 
Your driver delivers more goods with less fatigue, 
when this “Elevator” is on the job. Costly acci- 
dents to men and loads are reduced to a minimum. 
An Endgate is a big money-saver all ways. 


World's Largest Builders of Truck-Trailers 


DETROIT 32 


10 Factories — 66 Factory Service Branches 


- ELEVATING 
ENOGATE 


TRAILERS 
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hazards, and the fire departments, who fight fire. .That 
message is spread on billboards, is preached in churches, 
is carried into offices and schools throughout the land. 


Of the millions, however, who hear those messages 
and conform their actions, more or less, to them, by far 
the larger part have never heard of the continuing an- 
nual catastrophe of lost and damaged freight. Most of 
them wouldn’t know what you were talking about if 
you mentioned it to them; not one in a thousand would 
guess the annual damage payment to be more than, 
perhaps, ten million dollars. 


AN ANYTHING be done about it? We think so, if 
the goal is set high enough. The insurance compa- 
nies are the prime financiers of fire prevention propa- 
ganda. They know that prevention of fires reduces their 
payments for fire damages. In a like way, perhaps, the 
transportation companies might be persuaded that a 
considerable reduction in annual claim payments might 
be worth a much larger investment than they now 
make in claim prevention. We know, for instance, that 
insurance companies who cover those losses for truck 
lines have become pretty excited about them in recent 
years. 


It would be difficult to estimate how much the rail- 
roads now invest in claim prevention. Most railroads, 
for instance, have claim prevention officers and the 
freight claim organizations of various associations of 
transportation agencies also spend some money in the 
effort. But we know of no nationwide campaign, how- 
ever, carried on with so modest an expenditure as the 
Perfect Shipping campaign. If the sum so spent were 
generally known it would amaze those who are actively 
engaged in the campaign. 

It is, of course, inaccurate to talk about money so 
used as being “spent.” It is being invested—invested in 
the reduction of the claim bill which must perforce go 
down at a much more rapid rate as the country is made 
aware of the immensity of the problem. On that basis, 
it would seem that an investment by the railroads of, 
say, one percent of the bill would be modest. As a mat- 
ter of fact, the investment is not one percent—not even 
one-tenth ‘of one percent. It is actually nearer one one- 
hundredth of one percent. 


All of these considerations are based merely on the 
money paid out for freight claims. The efforts for fire 
prevention enlist the talents and services of many who 
know that the tragedy of fire loss is represented only 
in small part by the payments made by insurance com- 
panies. Just so ought the industry of the country, and 
its various governments, realize that the claim pay- 
ments of the transportation companies do little more 
than symbolize the harm done to our economy through 
lost and damaged freight. 

It is time therefore, that those who have been 
deeply concerned with freight loss and damage preven- 
tion for twenty-five years and more, stood up bravely 
and said to American industry: ‘Here, this is your 
job, too!” 
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Retirement Board January Operations 


Operations in January were highlighted by the recertifica- 
tion of 41,600 employe and survivor annuities under the pro- 
visions of the Crosser amendments which became effective on 
January 1, 1947, and by a very sharp rise in the number of 
new and effective applications for employe annuities, the Rail- 
road Retirement Board reported. Benefit payments for the 
month amounted to $13,841,000, an increase of $580,000 over the 
preceding month. Employe-annuity payments increased by $514,- 
000, pension payments declined by $16,000, while death pay- 
ments (chiefly lump-sum death benefits) rose to $82,000. On 
January 31, 189,497 annuitants and pensioners were on the 
monthly benefit rolls, receiving an aggregate monthly amount of 
$12,586,000. 

New employe-annuity applications rose sharply in January, 
when 5,500 were received, compared with 3,400 in December. 
More than three-fifths of the new applications were for disa- 
bility annuities. The number of effective applications in January 
was 6,626, more than two °~d °-hau tmes the average 
monthly number in the preceding six months. Employe annu- 
ities were awarded in 1,331 cases, while 164 other cases were 
closed without certification. Some 1,331 annuities were certified 
in January. Annuities terminated by death in January num- 
bered 993, the average monthly amount in force rising from 
$67.90 on December 31 to $71.03 on January 31. The death of 
153 pensioners were reported, reducing the number on the rolls 
to 14,554, the average pension in force being $59.51. Twenty- 
two new survivor annuities and 30 new death-benefit annuities 
were certified during the month, the monthly benefits averaging 
$32.30 and $36.72, respectively. Lump-sum benefits, averaging 
prem were certified in January to the survivors of 947 em- 
ployes. 

The board reported that unemployment among railroad 
workers in January exceeded, for the second successive month, 
the level in any other month since the railroad unemployment 
insurance act went into effect. Claims filed in the month cover- 
ing unemployment in 211,701 two-week registration periods 
numbered about one-eighth more than in December, while the 
$5,677,000 certified in benefits was about one-fifth above the 
ajmount paid out in that month. There was a decline of about 
19,000 in Class I railroad *employment from mid-December 
to mid-January. An estimated 95,300 railroad workers received 
payments in January for unemployment in the current benefit 
year, 10,900 more than in the preceding month. About 23,400 
of them received such payments for the first time. There were 
12,300 persons who received in January the final amounts neces- 
sary to exhaust their benefit rights. This group had experienced 
continuous unemployment since at least early in July, 1946. 
The net number of payments was 195,218, an increase of 25 per 
cent over the December figure. Unemployed workers filed 
28.744 applications for certificate of benefit rights. 

Job openings available to unemployed railroad workers 
declined for the fourth successive month, totaling 3,374, or 1,965 
fewer than on December 31. Of the total of 2,572 placements 
in January, all but 51 were on railroad jobs. 


Pullman Conductors Ask Protection 
in Pullman Acquisition Case 


The Order of Railway Conductors of America has filed a 
motion for inclusion of conditions protective of Pullman em- 
ployes in No. 29592, Proposed Pooling of Railroad Earnings 
a in Operation of the Pullman Co. Under Railroad Own- 
ership. 

The Pullman conductors were represented at argument in 
the proceeding, and they ask that, if the transaction by which 
a group of railroads propose to take over the Pullman Co. 
sleeping-car operations under court approval, the order of 
the Commission incorporated as a condition the provisions of 
the 1936 “Washington Job Agreement,’ which set up protec- 
tive conditions for employes affected by coordination as defined 
in the agreement (see Traffic World, April 5, p. 1090). 

The motion refers to what it said was a stipulation of 
record in the proceeding, as follows: 


The Pullman Co. under its railroad ownership will faithfully per- 
form and keep its obligations and commitments to labor under out- 
standing agreements and practices and according to the law of the land. 


AIRLINES AND TELEPHONE STRIKE 


“The scheduled airlines of the United States have made 
adjustments to insure the functioning of their communications 
systems during the telephone strike,” said the Air Transport 
Association April 7. “They include plans to fill in with various 
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other means of communication where the transmission of tele- 
phone messages is interrupted. 

“The airlines will depend upon the use of the automatic 
telephone for local city use. Most of the airlines handle reser- 
vations through long line and private wire facilities. These 
include leased wires, teletype and telemeter systems which will 
aid in keeping connections open between major offices 
throughout the country. Radio facilities also may be used to 
some extent. 

“Many reservations can be made through more extensive 
use of both telegraph and air mail. 

“It was pointed out by Air Transport Association officials 
that business firms and the general public can keep up com- 
munications to a great extent during the telephone shutdown 
by using the reduced-rate air mail which is overnight to most 
points in the country. Of all means of general communication 
available, the air mail letter more nearly parallels long dis- 
tance telephone messages.” 


O’NEILL MEMBER OF LABOR BOARD 


Francis A. O’Neill, Jr., of New York City, whose nomina- 
tion to be a member of the National Mediation Board which 
administers the railway labor act was confirmed by the Senate, 
has taken the oath of office. He will serve for the term ending 
February 1, 1950. 


A. U. Rail Transportation Institute 


Concludes with Graduation Dinner 


The second Rail Transportation Institute, conducted by the 
American University, Washington, D. C., in cooperation with 
the Association of American Railroads, completed its month- 
long course of study the evening of April 2 with graduation 
exercises at a dinner given for the graduates and guests. 

Robert V. Fletcher, chairman of the university’s board of 
American Railroads spoke interestingly and informally about 
the American railroads and what they mean to America. 

The class president, R. E. McGuire, assistant superintend- 
ent, Scioto division, Norfolk & Western Railway, introduced 
the valedictorian, Lawrence W. Brown, district freight agent, 
Baltimore & Ohio Railroad, Washington, D. C., who spoke for 
the class, and Thomas Burke, mechanical supervisor, Rock 
Island: Railroad, St. Paul, Minn., president of the Rail Trans- 
portation Institute Alumni Association, welcomed the new mem- 
bers to the association. Professor L. M. Homberger presented 
the class to Dr. Paul F. Douglass, president of the university, 
who awarded the certificates for completion of the course. 


The one month course was designed to give junior railroad 
executives, representing all railroad departments, a comprehen- 
sive understanding of the problems of other modes of trans- 
portation. In addition to the coordinating course given by Dr. 
Homberger, professor of transportation, other subjects were 
presented by outstanding experts from the Association of Ameri- 
can Railroads, transportation agencies, manufacturing concerns, 
and government agencies. Field trips were made to the Union 
Station, Potomac Yard, Baltimore & Ohio Mont Clare Shop, 
Southern Railway Diesel Shop, Baltimore Harbor, Washington 
National Airport, and the Baltimore & Ohio Freight Yards. 
The students attended one of the House interstate and foreign 
commerce committee hearings and an argument before the 
Interstate Commerce Commission. The names of the graduates 
follow: 


G. W. Blaser, general agent, New York Central, Dumont, N. J.; 
Lawrence W. Brown, district freight agent, Baltimore & Ohio, Wash- 
ington, D. C.; Curtis D. Buford, inspector freight transportation, New 
York Central, Shaker Heights, O.; Joseph C. Clark, Natrona, Pa.; 
Daniel W. Connelly, traffic manager, Bureau of Ordinance, Navy De- 
partment, Washington, D. C.; Robert M. Coultas, transportation divi- 
sion, General Electric Co., Erie, Pa.; Claude E. Davis, train dispatcher, 
Pere Marquette, Mt. Morris, Mich.; Alphonse D. Denis, traffic agent, 
Illinois Central, Arlington, Va.; John D, Denney, Jr., freight clerk, 
Reading, Columbia, Pa.; Leonard Thomas Dlugosz, demurrage man, 
Buffalo Creek, Lackawanna, N. Y.; Leonard M. Famestad, demurrage 
man, Boston & Albany, Sherborn, Mass.; Vance H. Freygang, assist- 
ant train master, Baltimore & Ohio, Garrett, Ind.; Thomas A. Grove, 
assistant trainmaster, Pere Marquette, Detroit, Mich.; A. W. Heim- 
burger, passenger representative, Baltimore & Ohio, Arlington, Va.; 
Einar Holst, secretary to traffic manager, Norwegian State Railroad, 
Oslo, Norway; Grant W. Jessup, federal transportation specialist, War 
Department (retired), Olney, Tex.; W. Clyde Keller, chief crew dis- 
patcher, New York Central, Syracuse, N. Y.; Robert R. Malinoski, yard 
brakeman, Erie, New York, N. Y.; R. E. McGuire, assistant super- 
intendent, Scioto division, Norfolk & Western, Portsmouth, O.; Gordon 
Wright Nean, commercial and purchasing agent, Chattahoochee Valley, 
West Point, Ga.; John P. Ozanich, telegrapher agent, Great Northern, 
Buhl, Minn.; John J. Ohorodnik, transportation inspector, Pere Mar- 
quette, Detroit, Mich.; Richard J. Peters, accountant, Baltimore & Ohio, 
Baltimore, Md.; Thomas J. Prendergast, locomotive engineer, New 
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York Central, Erie, Pa.; Manley W. Tobey, assistant chief rate clerk, 
Norfolk & Western, Salem, Va.; Stanley E. Travis, military transporta- 
tion specialist, National Guard Bureau, War Department, Washington, 
D. C., and Alvan G. Walker, Jr., special apprentice, motive power 
department, Norfolk & Western, Roanoke, Va. 


The Air Transportation Institute of the university will 
begin April 22 and will be conducted along the lines of the 
Rail Transportation Institute. 


Sims Predicts Upward Trend in | 
Post-War Travel 


The volume of travel will be definitely upward, and prob- 
ably sharply so, as compared with the pre-war years, Harold 
M. Sims, director of public relations, Western Association of 
Railway Executives, told the Travelers Aid Society of Chicago 
at its April 8 meeting in the Knickerbocker Hotel. Asserting 
that every development in travel facilities has addd tremen- 
dously to the total travel volume, Mr. Sims said that this will 
be the case with the airplane. Other factors working for an 
increase in travel, he said, include the following: The recent 
war which permitted millions to travel extensively and thus 
gave them the urge to travel again; the war-time migration of 
people to far-flung war jobs; the incrase in leisure time and 
paid vacations; an dthe improvement in travel equipment and 
service. 

“While many improvements in airline equipment and serv- 
ice can be expected in the years ahead, the railroads probably 
will maintain a comfortable margin of superiority over airline 
travel in all respects excepting speed,” said the speaker. 

There are many costs incident to airline transportation 
which are not today reflected in the charges they make for their 
services, asserted Mr. Sims. “They must look forward to the 
day when public support for subsidies to private ventures will 
be withdrawn. When that day comes, the economy of travel by 
train will become even more apparent than it is today. Mean- 
while, new trains and faster schedules are being planned by 
the railroads. Within the next year or two, practically all of 
the principal cities of the country will be linked by one or more 
fast streamlined trains of modern lightweight construction.” 

There are numerous possibilities for increasing travel vol- 
ume, concluded Mr. Sims. The railroads might seek to compete 
with the private automobile by furnishing a low-priced trans- 
portation service utilizing some of the trains now being replaced 
with modern equipment. ‘Many people who use their automo- 
biles to travel long distances tolerate the long highway trip 
so that they can enjoy the use of their cars at their destinations. 
. . . Maybe we shall see a day when we can drive our automo- 
bile down to the railroad station, turn it over to an attendant, 
take the train, and reclaim our car as we leave the depot at our 
destination—at a cost that might not be very much more than 
the cost of driving the car over the highway.” 

The best evidence of the confidence that railroads have in 
the future of travel is the millions of dollars they are putting 
into new passenber trains, said he. 


WHEELER NOW A PRACTITIONER 


Burton Kendall Wheeler, former U. S. senator from Mon- 
tana and chairman of the Senate interstate commerce commit- 
tee, who is now practicing law in Washington, D. C., has been 
admitted to practice before the Commission. Others admitted 
to practice before that body are: 


Eaton Acams, Chicago, Ill.; Bert Beasley, Indianapolis, Ind.; Neil 
Brans, Dallas, Texas; James A. Breslin, Lyndhurst, N. J.; Edmund J. 
Carberry, Jr., Providence, R. I.; Joseph Roscoe Carpenter, Frankfort, 
Ky.; Michael Catalano, Buffalo, N. Y.; Joseph J. Doran, Albany, N. Y.; 
Frank Bruce Edwards, Mexico, Mo.; James Clarence Evans, Nashville, 
Tenn.; Francis C. Flynn, St. Louis, Mo.; Samuel Marshall Gold, Wash- 
ington, D. C.; L. Marion Gressette, St. Matthews, S. C.; Theodore R. 
Griffith, West Chester, Pa.; Robert L. Irwin, Washington, D. C.; Elwood 
Hamilton Jones, Hazleton, Pa.; Jerome Katz, Bluefield, W. Va.; LeRoy 
Katz, Bluefield, W. Va.; Alvin Paul Kitchin, Wadesboro, N. C.; Nickell 
Kramer, Lewisburg, W. Va.; Alvin Huey Lane, Dallas, Texas; Harry 
S. La Poff, Paterson, N. J.; Frederic M. Miller, Des Moines, Ia.; Wil- 
liam S. Mitchell, Winston-Salem, N. C.; Malcolm L. Monroe, New 
Orleans, La.; Robert C. Morrow, Washington, D. C.; Phil K. Oldham, 
Muskogee, Okla.; Wallace Hamilton Savage, Dallas, Texas; M. Quinn 
Shaughnessy, Washington, D. C.; Clarence L. Shaver, Somerset, Pa.; 
N. Clarence Smith, Tazewell, Va.; Edward August Waldmann, Wash- 
ington, D. C.; John E. Walsh, Jr., Philadelphia, Pa.; John S. Walter, 
Sheboygan, Wis.; and Malcolm K. Whyte, Milwaukee, Wis. 


WESTERN RAILWAY CLUB 


Joseph F. Holland, vice-president of the Manufacturers’ 
Bank & Trust Co., of St. Louis, Mo., will be the evening’s 


speaker at the April 21 meeting of the Western Railway Club, 
in the Hotel Sherman. 
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New Haven Fare Increases 


The Commission has authorized the New Haven Railroad to 
increase basic interstate passenger fares from 2.2 to 2.5 cents a 
mile in coaches and from 3.3 cents to 3.5 cents a mile in parlor 
and sleeping cars, to increase minimum fares from 10 cents to 
15 cents, and to increase those fares between stations on its 
lines and stations on connecting lines sufficient to reflect the 
proposed increases between stations on its lines. The authority 
was granted by a report and order in No. 29678, Increased 
Passenger Fares—New Haven Railroad, and fourth section or- 
der No. 15716, granting such fourth section relief as was neces- 
sary, Subject to conditions as to expiration. The increased fares 
may be established on not less than five days’ notice. 

The instant report and order also modified the Commis- 
sion’s order of 1936 in No. 26550, Passenger Fares and Sur- 
charges, 214 I. C. C. 174. 

The report, written by Commissioner Rogers, said the in- 
creases would be moderate in relation to wage and price 
oa since the pre-war years. (See Traffic World, Jan. 11, 
D. 


“Excess” Carload Rule Not Ambiguous 
Says I. C. C. Division 


Finding Rule 24 of the Consolidated Freight Classification 
No. 16, relating to “freight in excess of full carloads,” not shown 
to be in violation of section 6 of the interstate commerce act, 
as alleged, the Commission, division 2, has issued a report and 
order dismissing the complaint directed against 13 rail lines, 
parties to the western classification, in No. 29396, Malleable Iron 
Range Co. vs. Atchison, Topeka & Santa Fe Railway Co. et al. 
Commissioner Splawn dissented. 

Complainant assailed provision of the rule on the ground 
that they were ambiguous. 

The report observed that the rule, though not now in effect 
by reason of suspension under service order No. 68, was de- 
signed to provide a basis for freight charges on a shipment 
which could not be loaded in or on a single car, and said the 
following provision thereof were pertinent to the issues raised 
in this proceeding: 


Section 1. When carload freight, the authorized minimum weight 
for which is 30,009 pounds or more, is received in excess of the quan- 
tity that can be loaded in or on one car, the following shall apply: .. . 

Each car, except car carrying excess, must be loaded as heavily as 
loading conditions will permit, and each car so loaded charged at actual 
or authorized estimated weight, subject to established minimum car- 
load weight, and at carload rate or rating applicable. . 

Section 2. The excess over quantity that can be loaded in or on one 
car shall be charged: If loaded in one closed car, at actual or authorized 
ce weight, and at carload rate or rating applicable on entire 
shipment. .. .. 


It was the complainant’s contention, said the report, that 
the expression “each car,” as used in the last paragraph of sec- 
tion 1 of the rule, might be interpreted as referring to the “one 
car” specified in the first sentence of the rule, while the excess, 
unknown and unlimited under the wording of the rule, might 
require the use of one or more “excess” cars; and that this 
excess, by the wording of the same paragraph, was exempt 
from the minimum weight application. 

The report pointed out that complainant manufactured 
light and heavy ranges, and might load both types in the same 
car, and said, under those circumstances, it claimed that diffi- 
culties had been encountered in interpreting the rule. It said 
complainant pointed out that many years ago a commodity rate 
usually applied to one commodity only, but now when various 
commodities were included in one item in a tariff and there was 
some disarrangement of the merchandise when loading the cars, 
a car might be loaded full but still be less in weight than the 
required minimum. To illustrate circumstances where ship- 
pers might be penalized, the complainant asserted that the first 
car might be loaded up to 15,000 pounds over the prescribed 
Minimum weight, the second might be loaded full but still be 
Short 5,000 to 10,000 pounds of the minimum, and the third car 
Would carry the excess. In that case, the carrier, under the 
Provisions of the rule, would be required to apply the published 


minimum on the second car even though the difference in weight 
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of the commodity loaded and the published minimum were more 
than balanced by the lading shipped in the first car, said the 
report, adding that “it should be remembered in this connec- 
tion that the shipper controls the loading of carload traffic.” 

It was the defendants’ position, that, said the report, in the 
application of rule 24, as many cars as necessary might be used, 
but there could be only one follow-lot car, which was the car 
carrying the excess; that the rule required all cars to be loaded 
as heavily as loading conditions would permit; that the charges 
must be determined on basis of the actual weight of the con- 
tents but, except as to the follow-lot, not less than the mini- 
mum weight; and that the charges on the follow-lot must also 
be colleced on the basis of the carload rate although the weight 
might be substantially less than the carload minimum. In other 
words, it added, the first car must be loaded full, subject to the 
carload minimum; each succeeding car, except the last one 
used, must be fully loaded and be subject to the minimum; and 
the last car might carry the follow-lot shipment, irrespective of 
the weight thereof. 

The report said the principle of the rule had been in effect 
for at least 58 years and although there had been some changes 
in the wording thereof, these had not affected situations such as 
those hereunder discussion. It added, in part: 


Throughout the years the carriers have insisted that all cars, other - 
than the one follow-lot car, must be loaded as heavily as practicable, 
and be subject to actual or estimated weights but not less than the car- 
load minimum provided in connection with the carload rate on the com- 
modity loaded. There is no indication that any shipper, other than the 
complainant herein, has ever objected to that application of this rule 
by the defendants. It is generally understood by shippers and others 
that as many cars as the shipper desires may be loaded. This may be 
one with a follow-lot, or any other number of cars, but only one follow- 
lot car is permitted. It is clear that the rule was so understood in 1919 
when its provisions were discussed... . 


The report said complainant was not affected in any re- 
spect by the rule at the present time and had not been affected 
by it in the past four years, and added that the only suggestion 
offered by it for clarification was the insertion of the word “the” 
before the word “car” in appropriate places. With those modi- 
fications, the report said the rule would meet with its approval, 
but it declared “these proposed changes would not affect the 
application of the rule, as in its present form the rule is not 
ambiguous.” 

In his dissent, Commissioner Splawn said the assailed rule 
was in violation of section 6 and he would so find because it 
was not clearly worded. He added: 


Section 2 thereof fails to state plainly the charges on shipments 
loaded in three or more cars, This can be corrected by changing the 
second word ‘‘car’’ in the second paragraph of section 1 to ‘“‘the fol- 
low-lot car,’’ and the matter ending with the colon in section 2 to read 
‘‘The excess loaded in the follow-lot car shall be charged:’’ 

This will eliminate the first word ‘‘one’’ in section 2, which, in its 
context, now expresses the thought that all of the lading except that 
loaded in one car shall be treated as excess, a result obviously not 
intended, and not consonant with defendants’ position in this proceed- 
ing as stated by the majority. 


Rail-Motor Subsidiary Denied 
Authority to Serve Airport 


Ruling against grant of authority to a railroad or railroad 
affiliate to serve a non-rail point in motor vehicle operations 
unless such point definitely lacks adequate service which no 
independent motor carrier is “able” and “willing” to furnish, the 
Commission, division 5, in a report in MC 89913, Sub. 39, Frisco 
Transportation Co., Extension—Springfield Airport, has denied 
an application of Frisco, a subsidiary of the St. Louis-San Fran- 
cisco Railway Co., for authority to serve the Springfield-Green 
county airport (near Springfield, Mo.), in the common carriage 
of general commodities by motor vehicle, as an off-route point 
a connection with otherwise authorized regular-route opera- 

ions. ; 

The Commission found that the applicant had failed to es- 
tablish that the proposed service was required by the present 
or future public convenience and necessity. The airport, which 
the applicant presently served under temporary authority 
granted in MC 89913, Sub. 35, the report said, was outside the 
Springfield railroad switching district, and was about four 
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miles from Springfield on Green county (Missouri) highway 00, 
1.3-miles from the junction of that highway and U. S. oe get 
160. There was no railroad station at the point and no rail rates 
were maintained, it said, adding that applicant proposed to serve 
it as an off-route point in connection with its present operations 
which included a route over U. S. highway 160. At least one 
other motor carrier provided service to the airport. 

Citing the Commission’s decision in Rock Island Motor 
Transit Co., Purchase, White Line Motor Freight Co., Inc., et 
al., 40 M. C. C. 457, wherein it discussed at length the declared 
policy of Congress as expressed in the motor carrier act, 1940, 
with respect to the control of motor truck operations by rail- 
roads, at pages 473 and 474 thereof, the instant report said the 
“unusual circumstances” which would justify a grant to a rail- 
road or railroad affiliate of unrestricted authority to serve a 
particular point or route were not discussed in that report. But, 
it declared, “we think it clear that in no event would a grant 
of authority to a railroad or railroad affiliate to serve a non- 
rail point, be justified unless it appeared that otherwise the 
point or route in question would definitely lack reasonably ad- 
equate service by motor carrier, which service no independent 
motor carrier is able and willing to furnish. 

“The airport here proposed to be served by the applicant is 
adjacent to Springfield, a city of more than 60,000 population in 
and through which many motor carriers operate. The record 
affirmatively shows that it is already served by at least one 
other motor carrier. Assuming that more motor service thereto 
is needed, it is inconceivable that there are no independent mo- 
tor carriers operating in or through Springfield who are able 
and willing to provide it. We are convinced that ‘unusual cir- 
cumstances’ which would justify a grant of authority to appli- 
cant to serve the non-rail point here proposed do not exist and 
_ that the instant application should be denied.” 





UNION SULPHUR CONTRACT WATER SERVICES 


In a report, amended permit and order on reconsideration, 
in W-594, Union Sulphur Co., Inc., Contract Carrier Application, 
the Commission, division 4, has modified findings in its prior 
report, 260 I. C. C. 749, to include all Gulf and Atlantic coast 
ports in the destination territory authorized in connection with 
applicant’s service as a contract carrier in the furnishing of self- 
propelled vessels under charter, lease, or other agreement, to 
persons other than carriers subject to the interstate commerce 
act to be used by such persons in the transportation of their 
own lumber from points and ports along the Pacific coast. The 
instant report said the prior report restricted the destination ter- 
ritory to ports and points along the Atlanic coast, but not in- 
cluding ports and points south of Norfolk. In other respects, the 
instant report affirmed prior findings relating to applicant’s 
intercoastal and coastwise contract carrier water services. The 
amended permit and order vacated permit and order issued May 
8, 1946, the former becoming effective June 2. 

Commissioner Miller dissented in part, insofar as the re- 
port removed the territorial limitation imposed in the prior re- 
port and enlarged the applicant’s authority to furnish vessels to 
shippers for the movement of their own lumber eastbound to 
include all ports and points on the Atlantic and Gulf coasts. He 
said such removal wholly disregarded applicant’s bonafide op- 
eration and was based entirely on applicant’s holding out. 


NEWTEX SERVICE AT HOUSTON 


In the Traffic World of March 29, page 973, it was incor- 
rectly stated that the Commission, division 4, by a report and 
order in W-896, Sub. 1TA, Newtex Steamship Corporation 
Temporary Authority, had denied the applicant authority to 
transport commodities generally between New York, N. Y., 
and Baltimore, Md., and Galveston and Houston, Tex. 

The authority asked and denied, involving New York, 
under the application for temporary authority, was between 
New York and Galveston, Tex. Under its certificate in W-896, 
Newtex was granted authority to operate as a common carrier 
between New York, N. Y., Brownsville, Tex., and Houston, 
Tex., September 21, 1945. Newtex announced in March the 
inauguration for its private account of a weekly sailing in each 
eh gay from New York, Houston, and Brownsville-Port 
Isabel. 


RADIOACTIVE MATERIALS SAFETY RULES 


The Commission has made public in a notice in No. 3666, 
In the Matter of Regulations for Transportation of Explosives 
and Other Dangerous Articles, dated April 4, amendments to its 
regulations covering all carriers by rail and highway, to govern 
the transportation of radioactive materials. 

The amendments, occupying about 17 mimeographed pages, 
had been the subject of exchange and study by interested parties 
and substantial agreement had been reached, said the Commis- 
sion. It was proposed that the applications be disposed of by 
modified procedure. 


TRAFFIC WORLD 
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Parties desiring to be Leard should advise the Commission 
in writing within 20 days from the date of the notice. Other- 
wise, it said, the Commission might proceed to investigate and 
determine the matters involved, or might suspend action pend. 
ing formal hearing. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Lumber 


No. 29557, Henry G. Brabston, trading as Henry G. Brab- 
ston & Co. vs. Atlantic Coast Line Railroad Co., et al. The Com- 
mission, by Commissioner Alldredge. Complaint dismissed. 
Found not shown inapplicable, domestic rate of 28 cents a 100 
pounds charged on a carload of lumber, shipped July 23, 1945, 
from Savannah, Ga., to Mobile, Ala., billed for export and con- 
signed to the War Department, Mobile. Further found that the 
charges were paid by the government and not shown borne by 
complainant. The report said when there was co-mingling of 
export shipments at the port the maintenance of the identity of 
each individual shipment, for the purpose of determining the 
applicable rates to the port, was essential only in instances 
where part of the lading was not exported. It said that if all 
of the lumber with which the shipment under consideration was 
co-mingled was exported the export rates were applicable not- 
withstanding the loss of identity of the shipment in issue 
beyond the port. The furnishing of proof of exportation to the 
inbound carrier, in accordance with the requirements of the 
tariff, said the report, was sufficient. It said it was clear that if 
such proof was given the carrier the export rate of 25 cents was 
applicable on the shipment under consideration. However, it 
continued, the record failed to show that proof of exportation 
was given to the carrier. 


Barium Peroxide 


No. 29420, Barium Products Limited vs. Southern Pacific 
Co., et al. The Commission, by Chairman Aitchison. Complaint 
ismissed. Less-than-carload joint commodity rate of $3.38 on 
the actual weight, charged on a shipment of barium peroxide, 
from Modesto, Calif., to New Brighton, Minn., August 6, 1942, 
found applicable. The report quoted the examiner’s proposed 
report as saying an assertion that the complainant paid and 
bore the charges was not substantiated by the record and that 
the freight bills showed Barium Reduction Co. as the shipper. 
It further quoted the proposed report as saying the relationship 
between complainant and the shipper was not disclosed; that 
the complainant was a stranger to the transportation record; 
that it was the complainant’s intention to obtain an assignment 
from the shipper in the event reparation was awarded; that an 
assignment obtained after the statutory period would not make 
the complainant a proper party in interest; and that reparation 
in the proceeding was barred by the statute. The report said 
that as no exceptions were filed to the recommended findings 
and as those findings were supported by the record, no repara- 
tion could be awarded. It was, therefore, said the report, un- 
necessary to consider an allegation of unreasonableness. The 
report said the shipper sought application of a carload joint 
commodity rate of $1.49, minimum 40,000 pounds. It said the 
shipment could not be classified as carload under rule 14 named 
in the governing western classification. 


Soda Ash 


Fourth Section Application No. 22236, Soda Ash to George- 
town, S. C. By division 2. Authority granted by F. S. O. 15710, 
on conditions, to establish and maintain over existing rail 
routes, rates not lower than $6.25 a net ton on soda ash (other 
than modified soda ash) in bulk, in carloads, minimum 80,000 
pounds, except actual weight, but not less than 63,000 pounds, 
will apply when in covered hopper cars loaded to full cubical 
or visible capacity, from Lake Charles and Baton Rouge, La., 
to Georgetown, S. C., and to maintain higher rates from and 
to intermediate points. The report said the relief sought was 
based on water competition, asserting that Waterman Steam- 
ship Corporation had quoted a rate of $5, minimum 3,000 tons, 
to the International Paper Co., which had a plant at George- 
town, for the traffic, and that the paper company had advised 
the applicants that rail movement would not be considered un- 
less the $6.25 rate was established. 


Livestock 


No. 29467, Neuhoff Packing Co. vs. L. & N. et al. By divi- 
sion 3. Defendants’ refusal to deliver carload shipments of 
livestock to complainant’s industrial sidetrack adjacent to its 
packing plant at Nashville, Tenn., while contemporaneously 
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providing such service to complainant’s competitors at points 
other than Nashville, found to violate sections 1 and 3 of the 
interstate commerce act. Defendants ordered to cease and de- 
sist from the violations and to establish just, reasonable, and 
non-prejudicial rules, regulations, and practices on or before 
July 7. The report said the complaint was directed to refusal 
to make the described deliveries, rather than at the Union 
Stock Yards, when livestock was purchased outside of Nash- 
ville and billed to complainant direct, as distinguished from 
purchases made through brokers who distribute from the stock- 
yard at Nashville. It said the sole basis for the refusal was a 
provision in a contract with the Stock Yard Co. designating 
the stockyard as the only depot for receipt of livestock in 
Nashville. 


Motor Purchase and Control Action 


The Commission, division 4, by a report and order in 
MC F-3229, Clarence M. Robertson—Control; Robertson Truck 
Lines, Inc.—Purchase (Portion)—Potashnick Local Truck Sys- 
tem, Inc., has denied an application of the Robertson Truck 
Lines, Inc., Poplar Bluff, Mo., for authority to purchase cer- 
tain operating rights in Missouri of the Potashnick Local Truck 
System, Inc., Sikeston, Mo., and of Clarence M. Robertson, 
Poplar Bluff, controlling stockowner of Robertson Truck Lines, 
Inc., for authority to acquire control of the aforementioned Pot- 
ashnick rights, through the purchase. The report said that 
neither Gideon nor Hornersville, Mo., points involved in the 
proposed purchase, was designated as an authorized intermediate 
point on Potashnick’s regular routes, but each was authorized 
to be served only as an off-route point in connection with regu- 
lar-route operations. It said it had consistently been found 
that authority to serve off-route points was not susceptible of 
purchase apart from the regular route to which it was appur- 
tenant and no good reason appeared in the instant record for 
departing from this long established principle. 

By a report and order in‘' MC F-3349, Robert H. Smith— 
Purchase (Portion)—C. R. Jones Trucking Co., the Commis- 
sion, division 4, has approved and authorized, subject to condi- 
tion, the purchase by Robert H. Smith, doing business as Robert 
Smith Truck Service, Steubenville, O., of certain operating 
rights of C. R. Jones Trucking Co., Ravenna, O. 

Purchase by Beckett Truck Line, Inc., Hillsboro, Ore., of 
certain Oregon operating rights of Rand Truck Line, Inc., Port- 
land, Ore., has been approved and authorized by the Commis- 
sion, division 4, subject to condition, by a report and order in 
MC F-3353, Beckett Truck Line, Inc.—Purchase (Portion)— 
Rand Truck Line, Inc. 

In MC F-3354, Barney Cushman—Control; Cushman Motor 
Delivery Co.—Purchase (Portion)—Chicago, Michigan & East- 
em Freight Lines, Inc., the Commission, division 4, has ap- 
proved and authorized, subject to condition, the purchase by 
Cushman Motor Delivery Co., Chicago, of certain operating 
rights of the Chicago, Michigan & Eastern Freight Lines, Inc., 
Chicago, and acquisition of control of the operating rights by 
Barney Cushman, also of Chicago, controlling stockowner of 
Cushman Motor Delivery Co., through the purchase. 

The Commission, division 4, by a report and order in MC 
F-3356, Lloyd Watner—Control; American Transfer Co.—Pur- 
chase (Portion)—J. W. Birkett, has approved and authorized, 
subject to a condition, the purchase by American Transfer Co., 
Baltimore, Md., of certain operating rights of J. W. Birkett, 
Washington, D. C., between Washington and specified Maryland 
points, and acquisition of control of the operating rights by 
Lloyd Watner, also of Baltimore, through the purchase. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 106282, Speedway Transports, Inc., St. Louis, Mo. 
Certificate granted. New automobiles, in initial movement, in 
truck-away service, from Kenosha, Wis., to points in described 
portions of Ill., Mo., Ark., and Ky., over irregular routes. 

*MC 29883, Sub. 2, George Fairall, dba Fairall Trucking, 
Lincoln Park, Mich. Permit denied. Automobile radiators and 
parts from Detroit, Mich., to Chicago, Ill., with return of empty 
containers, over irregular routes. 

*MC 30532, Sub. 13, New York and New Brunswick Auto 
Express Co., Inc., Highland Park, N. J. Certificate granted. 
General commodities, with exceptions, to and from Belle Mead 
Army Service Forces Depot, N. J., as an intermediate point in 
connection with applicant’s authorized regular route operations 
over N. J. highway 31 between Princeton and Bedminster, N. J. 
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*MC 45636, Sub. 17, Vermont Transit Co., Inc., Burlington, 
Vt. Certificate granted. Passengers, baggage, mail, express 
and newspapers, in the season from April 1 to November 30 
of each year, between Burlington, Vt., and Plattsburg, N. Y., 
over a specified regular route. 

*MC 70252, Sub. 3, Olinda M. Kroblin, dba Kroblin Trans- 
fer, Sumner, Ia. Certificate granted. Specified commodities 
from and to points in Ill., Ia., Minn., and Wis., over irregular 
routes. 

*MC 106304, North Missouri Transportation, Inc., Bethany, 
Mo. Permit denied. Petroleum products, in bulk, in tank trucks, 
between points in Kan., and Mo., over irregular routes. 

*MC 49368, Sub. 66, Complete Auto Transit, Inc., Detroit, 
Mich. Permit granted. Automobiles and trucks, finished or 
unfinished, chassis, bodies, and cabs, in truckaway or driveaway 
service, in initial movements, from Doraville, Ga., to points in 
Ala., Fla., Ga., Miss., N. C., S. C., Tenn., and in La. east of 
the Mississippi River, in secondary movements, between points 
in the same territory, and automobile show paraphernalia when 
moving with automobile show display vehicles, between points 
in the above described destination territory, over irregular 
routes. 

*MC 30173, Gamache Trucking Co., Inc., Fall River, Mass. 
Certificate granted. Continued operation, general commodities, 
with exceptions, between points in Mass., and R. I., and between 
points in those states, on the one hand, and all other points in 
Mass., and R. I., points in Conn., those within the New York, 
N. Y., and Philadelphia, Pa., commercial zones, and points in 
N. J., within 20 miles of and including Newark, N. J., on the 
other, and malt beverages from Utica, N. Y., to Fall River and 
Taunton, Mass., with return of empty containers, over irregular 
routes. 


*MC 106742, Sub. 1, Balch & Martin Motor Express, Hunts- 
ville, Ala. Certificate granted. General commodities, with ex- 
ceptions, but including explosives, between Chattanooga, Tenn.., 
and Decatur and Tuscumbia, Ala., over regular routes. Com- 
missioner Lee concurred in part. 


COMMISSION ORDERS 


MC 107424, Edward R. Moreland and Alexander R. Moreland com- 
mon carrier application. Findings in report and order of January 15, 
modified so as to authorize issuance to applicants on compliance with 
sections 215 and 217 interstate commerce act, and rules and regulations 
thereunder, of a certificate authorizing operation as a common carrier 
by motor vehicle in interstate or foreign commerce, of commodities, 
from and to points, and in manner specified below: 

Irregular routes: New automobiles, by drive-away method, in initial 
movements, from Evansville, Ind., to points in Alabama, and the return 
of damaged or rejected shipments, traversing Kentucky and Tennessee, 
for operating convenience. 

This order shall become effective May 5, unless any party-in-interest 
shall show cause, if any there be, in writing verified under oath, why 
report and order of January 15, should not be modified in manner and 
to extent described above. 

Finance 14983, Mine Hill and Schuylkill Haven R. R., et all, aband- 
onment. Certificate of August 17, 1945, so far as it permitted abandon- 
ment and abandonment of operation of Potts Colliery branch, in Co- 
lumbia County, Pa., vacated. 

MC-C 616, Charles R. Welsh, revocation of certificate. Proceeding 
discontinued. 

MC-C 622, William A. Keegan, Inc., revocation of permit. Proceed- 
ing discontinued. 

MC-C 794, J. F. Hornback, revocation of permit. Proceeding dis- 
continued. 

(MC 12185, Sub. 1, Lorain R. Batcheler, broker application. Reopened 
for further hearing on May 6, 9:30 o’clock a. m., at Washington, D. C., 
before Examiner Schutrumpf. 

1, & S. M-2501, Distribution rates, Newark, N. J., to N. J. and N. Y. 
points. Time within which petitions for reopening may be filed is ex- 
tended from April 8, to April 20. Replies to petitions may be filed by 
any party of record on or before April 30. 

Ex Parte MC-4, In matter of qualifications of employes and safety 
of operation and equipment of common carriers and contract carriers 
by motor vehicle. Order of February 27, further modified to become 
effective April 18. 


MC 55870, Sub. 46, Floyd B. Noerr and Clair B. Noerr, extension, 
Borough of Huntington. Reopened for further hearing. 

MC 71982, Sub. 6, J. C. Fleming, extension, Kansas City, Mo.-Kan. 
Commercial Zone. Report and order of December 16, 1946, modified so 
as to delete word ‘‘betterment’’ from findings in said report where it 
occurs after the words ‘‘and maintenance of facilities for the discov- 
ery,’’ and to insert in lieu thereof word ‘‘development.’’ This order 
shall become effective May 8, unless any party-in-interest shall show 
cause, if any there be, in a writing verified under oath, why report 
and order entered herein on December 16, 1946, should not be modified 
in manner described above. 

MC 83539, Sub. 4, Mid-Continent Truck Service, extension, heavy 
commodities. Reopened for further hearing. 

MC 84674, Sub. 7, Earl F. Silver, extension, Utah. Reopened for 
further hearing de novo, at a time and place to be fixed. 

MC 107399, Walter B. Eckerson common carrier application. Re- 
opened for further hearing. : 

MC-F 2726, Charles L. Atwater and John W. Craig, control; Brada 
Cartage Co., purchase, Great Lakes Trucking Co., Inc. Time within 
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° 
which applicants may exercise authority granted by. order of Septem- 
ber 19, 1945, is extended to expire June 26. 

No, 13535 et al., Consolidated southwestern cases. Order of April 5, 
1927, as since amended, further amended by eliminating following com- 
modities from requirements thereof, and from proceedings: Caps, milk 
bottle, fibreboard, paper or pulpboard, printed or imprinted, or not 
printed or imprinted, nested or flat, in packages. Discs, not otherwise 
indexed by name, in Western Classification, fibreboard, paper or pulp- 
board; for bottles, cans, glasses, jars, or can bottoms, flat, printed or 
imprinted, or not printed or imprinted. Concentrated sweet cream 
(moisture content under 5 per cent), not frozen, carloads, on traffic 
from Official Classification Territory to Southwestern Territory. 

No. 29245, Minneapolis Traffic Association vs. C..& N. W., et al., 
No. 29267, Duluth Board of Trade, et al. vs. C. M. St. P. & P., et al., 
and No. 29271, St. Paul Association of Commerce vs. C. & N. W., et al. 
Defendants’ petitions for reconsideration, reargument, and modification 
of findings therein made, denied. ‘ 


MOTOR FINANCE CASES 

MC F-3388, Donald H. Anderson—Control; A & H Truck Line, Inc.— 
Purchase—Maurice Stanley. Purchase by A & H Truck Line, Inc., 
Tell City, Ind., of the operating rights of Maurice Stanley, dba Ship- 
pers Forwarding Co., Evansville, Ind., and acquisition of control of 
the operating rights by Donald H. Anderson, of Tell City, through the 
purchase, approved and authorized, subject to condition. 

MC F-3240. The Canada Coach Lines, Limited, and Niagara Scenic 
Bus Lines, Inc.—Pooling. Pooling of certain services, traffic, and net 
earnings of The Canada Coach Lines, Limited, of Hamilton, Ontario, 
Canada, and Niagara Scenic Bus Lines, Inc., of Niagara Falls, N. Y., 
in the transportation of passengers and their baggage in sight-seeing 
operations, approved and authorized for a period expiring December 
31, 1949. 

MC F-3414, Louis F. Larsen—Control; St. Johns Motor Express Co. 
—Purchase—Lee Blakkolb. Application for authority under section 
210a(b) of St. John Motor Express Co., of Portland, Ore., for temporary 
operation of motor-carrier rights and properties of Lee Blakkolb, doing 
business as Western Heavy Hauling Company, also of Portland, denied. 

MC F-3196, Fay V. Watson, et al.—Control; Watson Bros. Van Lines 
and Heavy Hauling Co.—Purchase (Portion)—Watson Bros. Transpor- 
tation Co., Inc. On consideration of petition dated March 13, 1947, of 
Ford Storage & Moving Co., Bekins Van & Storage Co. (Iowa-Nebraska), 
Ford Van Lines, Inc., Gordon Storage Warehouse, Inc., and Bekins Van 
Lines Co., requesting reopening and further hearing and postponement 
of the time for filing exceptions to the examiners’ proposed report 
served February 19, 1947, the time for filing exceptions to the said pro- 
posed report was extended to expire April 17, 1947, and the petition 
was denied in all other respects. 

MC F-3417, Campbell Crane & Towing Service, Inc.—Purchase— 
Albert L. Campbell. Application for authority under section 210a(b) of 
Campbell Crane & Towing Service, Inc., of Portland, Ore., for tem- 
porary operation of motor-carrier rights and properties of Albert L. 
Campbell, doing business as A. L. Campbell Auto Towing Company, 
also of Portland, denied. 

MC F-3271, Greyhound Corporation—Control; Illinois Greyhound 
Lines, Inc.—Control and Merger—Black Hawk Motor Transit Co. Acqui- 
sition by Illinois Greyhound Lines, Inc., of Cleveland, O., of control 
of Black Hawk Motor Transit Co., of Peoria, Ill., through purchase of 
capital stock, and merger of the operating rights and properties of the 
latter into the former for ownership, management, and operation; and 
acquisition of control of the operating rights and properties by the 
Greyhound Corporation, through the transaction, approved and au- 
thorized, subject to conditions. 

MC F-2498, Greyhound Corporation—Issuance of Stock, and MC 
F-2499, Greyhound Corporation—Issuance of Securities. Authority 
granted to Greyhound Corporation by ninth supplemental order to with- 
draw not exceeding $150,000 from the special fund created pursuant to 
condition imposed in report and order of September 21, 1944, for the 
purpose of financing in part the purchase by Illinois Greyhound Lines, 
Inc., of the capital stock of Black Hawk Motor Transit Co. 


UNCONTESTED FINANCE CASES 


Report and order in Finance No. 15637, Interstate Railroad Co. 
equipment trust certificates, granting authority to assume obligation 
and liability, as guarantor, in respect of not exceeding $2,700,000 of 
Interstate Railrcad equipment-trust certificates, series G, to be issued 
by the Fidelity-Philadelphia Trust Co. of Philadelphia, as trustee, and 
sold at 99.3544 and accrued dividends in connection with the: procure- 
ment of certain equipment. Approved. 

Report and order in Finance No. 15640, Richmond, Fredericksburg 
& Potomac Railroad Co, Notes, granting authority to issue three 
promissory notes in the aggregate principal amount of $1,995,000, to be 
sold at par and the proceeds used in connection with the redemption 
of $2,000,000 of nonvoting six-per-cent common stock. Approved. 

Report and order in Finance Docket No. 15654, Baltimore & Ohio 
Railroad Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability, as guarantor, in respect of not exceeding 
$5,650,000 of Baltimore & Ohio Railroad equipment-trust certificates, 
series T, to be issued by the Union Trust Co. of Maryland, as trustee, 
and sold at 99.276 per cent of par and accrued dividends in connection 
with the procurement of certain equipment. Approved. 


FINANCE APPLICATIONS 


Finance No. 15668, Chesapeake & Ohio Railway Co. asks authority to 
issue $1,650,000 of serial equipment trust certificates under its third 
equipment trust of 1947, to be dated May 1 and mature in 10 years, so 
as to finance 80 per cent of the estimated cost ($2,091,054.80) of 9 freight 
locomotives with 21,000-gallon tenders. Competitive bids will be asked, 
no bid to exceed 2 per cent interest a year. 


MC F-3434, American Stevedore Co., San Francisco, Calif., asks 
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authority to purchase the operating authority, issued in MC 20047, of 
Max Emil Holst, dba M. E. Holst Draying Co., Oakland, Calif. 

_ MC F-3435, Meyer Satsky Trucking Co., Newark, N. J., a new cor- 
poration, asks authority to acquire permit rights, equipment and busi- 
ness of Meyer Satsky, Henry J. Satsky and Alex Katz, a partnership, 
dba Meyer Satsky Trucking Co., Newark, N. J. 

Finance No. 15669, Margaret K. Hutton, administratrix of the estate 
of Joseph R. Hutton, asks approval of the transfer of the latter’s water 
common carrier operating authority, in W-103, to the Callanan Road 
Improvement Co., of South Bethlehem, N. Y. 

MC F-3436, Strickland Transportation Co., Inc., Dallas, Tex., asks 
authority to purchase a portion of the operating rights of Gordon Inter- 
state, Inc., Memphis, Tenn., and temporarily to operate. 

MC F-3437, Allied Van Lines, Inc., Chicago, Ill., asks authority to 
purchase interstate household goods operating rights of Albany Trans- 
fer Co., Albany, Ga., Capitol Van Lines, Washington, D. C., Eldredge 
& Bourne Moving & Storage Co., Barnstable, Mass., and M. M. Smith 
Storage Warehouse, Fayetteville, N. C. 

MC F-3438, C. A. Conklin Truck Line, Inc., Adrian, Mich., asks 
authority to purchase operating rights of Brown Avenue Transportation 
Co., Toledo, O. 

MC F-3439, W. M. Chambers Truck Line, New Orleans, La., asks 
authority to purchase portion of operating rights of Dealers Transport 
Co., Inc., Memphis, Tenn., and temporarily to operate. 

Finance No. 15677, trustees of the New York, New Haven & Hart- 
ford Railroad Co. ask authority to issue $5,265,000 of equipment trust 
certificates, to be dated May 1, 1947, and mature in 15 equal annual 
installments, under the ‘‘New York, New Haven & Hartford Equipment 
Trust of 1947, No. 1,’”’ so as to finance 80 per cent of the estimated 
cost ($6,581,250) of 15 4,500 h. p. Diesel electric road locomotives. Each 
locomotive, according to the order of the district court of Connecticut 
authorizing the purchase, will consist of two 1,500 h. p. ‘‘A’’ units and 


one 1,500 h. p. ‘“‘B’’ units. The certificates will be offered at competi- 
tive bidding. 


PETITIONS FOR REHEARING, ETC. 

Ex Parte MC 4, In matter of qualifications of employes and safety 
of operation and equipment of common carriers and contract carriers 
by motor vehicle. Claudis DeTar and Esther M. Hannum, both residents 
of Milan, Mich., ask for stay of effective date of order of Division 5, 
of February 27, for reconsideration and further hearing. 

MC-C 529, In matter of charter coach service from Washington 
Commeftcial Zone. Alexandria, Barcroft & Washington Transit Co., 
et al., respondents, ask for an order discontinuing proceeding and to 
vacate and set aside all previous orders issued. 

I. & S. M-2625, Electric storage batteries, Kansas, Missouri. Re- 
spondents and Middlewest Motor Freight Bureau, intervenor, on behalf 
of respondents ask for reconsideration by Division 3 of decision of 
January 20. 

I. & S. M-2723, Middlewest general increases. Central Wisconsin 
Motor Transport Co., respondent, asks for modification of order of 
March 11, so as to vacate suspension of Item 1925-D, page 10, Supple- 
ment 59, Middlewest Motor Freight Bureau, Inc. Motor Freight Tariff 
1004-A, MF ICC 38,to specified extent. 

MC-F 2733, Leonard, Mary and Anthony Tornetta, dba Tornetta’s 
Motor Trucks, purchase, Roy Rittenhouse. Rail carriers in trunk line 
territory ask for reopening and reconsideration on further hearing of 
report of Division 4, of February 7. 

Finance No. 15365, Application of Chicago, Burlington and Quincy 
R. R., Atchison, Topeka & Santa Fe Ry., to acquire: Trackage rights 
from each other and Gulf, Mobile and Ohio; from Gulf, Mobile and 
Ohio stocks and lease of Kansas City, St. Louis and Chicago R. R.; 
trackage rights from Wabash and Atchison, Topeka & Santa Fe Ry.; 
to acquire trackage rights from Terminal Railroad Association of St. 
Louis, Missouri, and Finance No. 15368, Application of Gulf, Mobile 
and Ohio R. R. trackage rights. St. Louis-San Francisco Ry., asks to 
be substituted for Frank A. Thompson, Trustee. 

Finance 14636, Georgia, Florida & Alabama R. R., reorganization. 
Applicant asks that certain portions of replies to petition for further 
hearing be stricken from record. 

No, 13535, et al., Consolidated southwestern cases. Defendant car- 
riers operating in southwestern and western trunk line territories ask 
for approval under Finding 27 of decision in 123 I. C. C. 203, et seq. to 
permit establishment of following carload rates in cents per 100 pounds, 
subject to Tariff of Increased Rates and Charges X-162-A, Agent D. Q. 
Marsh’s I. C. C..3747: Alcohol, other than denatured or wood, in bond, 
free of Internal Revenue Tax, in tank cars, or alcohol, denatured, in 
tank cars, subject to Rule 35 of current Western Classification, but 
not less than 30,000 pounds, to Houston, Texas City, Velasco, Tex., 
from Kansas City, Mo., 56c; Omaha, Neb., 61c; Muscatine, Ia., 61c. 
These rates are to be subject to an expiration date because movement 
is expected to be temporary. The intention is to use December 31, 1947, 
as that date since it is anticipated present shortage of alcohol at these 
destinations will cease to exist by that time. 

MC-F 2413, St. Louis-San Francisco Ry. Co. (Frank A. Thompson, 
Trustee), control; Frisco Transportation Co., purchase, Righter Truck- 
ing Co., Inc. Applicants ask for leave to amend application. 

MC-F 3192, Paul S. Whitescarver, control Great Coastal Express, 
Inc. Whitescarver Transportation asks for authority to purchase 
remaining 50 per cent of issued and outstanding capital stock of Great 
Coastal Express, Inc. 

1. & S. 5465, Grain, W. T. L., S. W., and Official territories. Minne- 
apolis, St. Paul & Sault Ste. Marie R. R. Co. asks for itself and on 
behalf of carriers parties to M. St. P. & S. S. M. I. C. C. 7151 for 
vacation of order of February 28, in so far as it relates to rates on 
grain, grain products and grain by products and articles taking same 
rates, as shown on page 8 of said tariff. 


I. C. C. ACCIDENT INVESTIGATIONS 


Excessive speed on a curve was given as the cause of the 
derailment of a Pennsylvania passenger train near Gallitzin, 
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Pa., February 18, that resulted in the death of 15 passengers, 
§ railway-mail clerks and 3 train-service employes, and the in- 
jury of 121 passengers, 4 railway-mail clerks, 7 Pullman em- 
ployes, 4 dining-car employes and 2 train-service employes, 
according to the Commission’s report of the accident, No. 3078, 
written by Commissioner Patterson. 

The report said the speed of the train was estimated to 
have been in excess of 65 miles an hour when the engines, the 
first ten cars and the front truck of the eleventh car were de- 
railed. The maximum authorized speed for the train, it said, 
was 35 miles an hour on the tangent track immediately west 
of the curve where the derailment occurred, and 30 miles an 
hour on the curve. The members of the train crew. thought 
the speed of the train was about 30 miles an hour at the time 
of the accident, the report said, while enginemen of two engines 
that were standing not far from the accident thought the speed 
of the train when it passed them was 45 or 50 miles an hour. 
The engineer of the first engine of the derailed train, the only 
member of the engine crews not killed, said he estimated the 
speed of the train as about 25 miles an hour when his engine 
was in the vicinity of the apex of the grade and about 31 miles 
an hour at a point about 1,000 feet before the curve was 
reached. 

The report said the division engineer said the theoretical 
overturning speed for the two engines at the point of derail- 
ment was 65.1 miles an hour. 


N. J. COMMUTATION FARE INQUIRY 


On petition of the trustee of the Central Railroad of New 
Jersey, the Commission, Division 1, by an order in No. 29723, 
New Jersey Intrastate Commutation Fares, has instituted an 
investigation to determine whether commutation fares of the 
petitioner, the Reading Co., and the New York & Long Branch, 
between New Jersey points, required to be maintained by the 
Board of Public Utility Commissioners of New Jersey, discrimi- 
nate against interstate commerce. The aforementioned railroads 
and the Pennsylvania railroad were made respondents. 


MISSISSIPPI CENTRAL RECORD FORMS 

A form entitled ‘“Dispatcher’s Record of Movement of 
Trains,” form 95 rev., embodying information additional to 
that prescribed by the Commission’s order of May 2, 1921, de- 
sired to be kept by the Mississippi Central Railroad, has been 
approved by the Commission, Commissioner Patterson, by an 
order In the Matter of Method and Form of Records to be 
Kept by Carriers Relating to the Time on Duty of Employes 
and the Movement of Trains. 


ST. L.-S. F. DISPATCHERS’ FORM 


The Commission, Commissioner Patterson, by an order 
In the Matter of Method and Form of Records to Be Kept by 
Carriers Relating to the Time on Duty of Employes and the 
Movement of Trains, has approved a form of dispatchers’ rec- 
ord of movement of trains for the River Division—Chaffee and 
St. Louis Sub-divisions—of the St. Louis-San Francisco, em- 
bodying information additional to that prescribed by the Com- 
mission’s order of May 2, 1921. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5480, Switching—A. C. L. at Atlanta, Ga., 
from April 8, to and including November 7, certain schedules 
| as set forth in Sagas No. 19 to Atlantic Coast Line Rail- 
Toad Co.’s tariff I. C. C. No. 205 (A. B. & C. R. R. Series.) 
The suspended schedules propose to increase the switching 
charge between industries served by the A. C. L. and points of 
Interchange with connecting carriers at Atlanta, Ga., from 
$3.10 to $8.66 per car. 

I. and S. No. 5479, Iron or Steel Pipe—Official Territory to 
Florida, the Commission suspended from April 7 to and includ- 
ing November 6, certain schedules as published in supplement 
30 to Agent R. H. Hoke’s joint tariff I. C. C. No. 969. The sus- 
bended schedules propose to increase the rates on iron or steel 
Pipe, in carloads, from certain producing-points in Ohio, Penn- 
sylvania, West Virginia and Chicago, Ill. to Miami, Tampa and 
West Beach, Fla. 

I. and S. No. 5481, Cotton, Alabama & Georgia to Gulfport 
& New Orleans, from April 8 to and including November 7, 
certain schedules as published in supplement 56 to Agent R. H. 
Hoke's tariff I. C. C. No. 723. The suspended schedules propose 
,to increase the rates on cotton, in bales, from various stations 
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in Alabama, Georgia and Mississippi to Gulfport, Miss., and New 
Orleans, La. 

I. and S. No. M-2739, Restrictions—Bos Freight Lines, from 
April 8 to and including November 7, certain schedules pub- 
lished in supplement No. 32 to tariff MF-I. C. C. No. 49, and 
supplement No. 87 to tariff MF-I. C. C. No. 21, of Middlewest 
Motor Freight Bureau, Agent, Kansas City, Mo. The suspended 
schedules propose to establish exceptions to the application of 
rates for the account of various individual carriers applying 
within middlewest territory and between that territory and 
southwestern territory, resulting in increased rates and charges. 


Railroad Abandonments 


Great Western 


The Great Western Railway Co. has asked the Commission, 
in Finance No. 15675, for authority to abandon and dismantle a 
portion of its Wattenberg branch in Weld and Adams counties, 
Colo., extending from a point near Wattenberg to a point near 
Milliken, comprising 23.016 miles of right of way, including a 
standard gauge railroad track and all side tracks and spur 
tracks appurtenant thereto. The applicant said the branch had 
resulted in large deficits for many years, aggregating in excess 
of $75,000 for the last 10 years, that Iarge sums of money would 
be necessary for improvements and maintenance, and that the 
present and public convenience and necessity did not and would 
not in the future require its maintenance and operation. 


Reading 


The Reading Co. has applied to the Commission, in Finance 
No. 15670, for authority to abandon that portion of its Picker- 
ing Valley branch, in Chester county, Pa., which extends in a 
westerly direction from a point 4,078 feet west of Kimberton 
station to the end of the branch at Byers, approximately 6.7 
miles. It said the cost of operating and maintaining the line 
“far exceeds the revenue derived from operations thereover.” 


POTATO PRIORITY ORDER VACATED 

The Commission, division 3, by service order No. 697-B, 
effective at 12:01 a.m., April 5, has vacated service order No. 
697, Priority for Export Red River Valley Potatoes. The vacated 
order, as amended, had required the Great Northern, the North- 
ern Pacific, and the Soo Line to give preference to not to exceed 
100 refrigerator cars a working day for loading potatoes con- 
signed to the United States Army at Corpus Christi or Beau- 
mont, Tex., or Lake Charles, La. (see Traffic World, March 29, 
p. 983, and March 15, p. 798). 


IMPORT CONTROLS OF MOLASSES, SYRUP 


Import controls over molasses and sugar syrup formerly 
exercised by the Civilian Production Administration have been 
revoked, C. P. A. has announced, adding: 


Schedule A to General Imports Order M-63 was amended to exclude 
these products, to bring the order into conformity with legislation ex- 
tending allocation controls, passed earlier this week. 

The controls over private importation of molasses and sugar syrup 
were designed to protect raw materials for industrial alcohol produc- 
tion. With the amendment of C. P. A.’s order, these imports become 
subject to control by the Department of Agriculture under its Order 
WFD-63. 


WATER FREIGHT EXEMPTED FROM LOADING RULES 


The Office of Defense Transportation has announced the 
issuance of amendment 6 to general order O. D. T.-18A-Re- 
vised, which changes paragraph (g) of Section 500.75, and be- 
comes effective April 11. 

Amendment 6 exempts from the provisions of general or- 
der O. D. T. 18A-Revised carload freight (including import, 
coastwise and intercoastal freight) moving first by water on the 
high seas to a port in the continental United States or moving 
first by water on the high seas to a port in the continental 
United States and then by inland water carrier to another point 
in the continental United States, provided such carload freight 
is a complete order and so identified from the point it is first 
shipped by water, and is contained in a single car. 


EXPORTS TO BULGARIA AND ROMANIA 


Exports of commodities not in scarce domestic supply may 
now be made to Bulgaria and Romania without special export 
licenses, the Office of International Trade, Department of Com- 
merce, has announced, adding: 


The two countries have been removed from category ‘‘E’’ and trans- 
ferred to category ‘‘K.’’ Shipments of all commodities to category ‘‘E’’ 
countries require special export licenses, with certain exceptions for 
shipments of small value. For shipments to category ‘‘K’’ countries, 
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only a relatively small number of commodities—those in critically 
domestic supply—require licenses. 

Countries remaining in the ‘‘E’’ category are Spain and its pos- 
session, Andorra, Ifni, Marcus Island, the Caroline, Marianas, and 
Marshall Islahds, Korea and Rio de Oro. : 


I. C. C. Documents In-Service 
Training Courses 


Chairman Aitchison, of the Commission, has addressed a 
letter to Harry B. Mitchell president, Civil Service Commis- 
sion, to record with that commission the nature of in-service 
training courses conducted for the benefit of Commission per- 
sonnel, and particularly its force of examiners, for the past 25 
years. 

The chairman said, “in view of the requirements of the 
administrative procedure act,” the major training . courses 
“should be documented and recorded, in order that due con- 
sideration may be given to them in the future evaluation of 
the qualifications of examiners who have taken these courses:” 
He continued: 


Following up this purpose, upon the initiative of Commissioner 
Alldredge, who is in administrative charge of our Bureau of Formal 
Cases, the principal training courses conducted in the Commission for 
examiners over the last 25 years, that is, those which were required 
to be taken, and which ran more than six weeks each, have been care- 
fully documented and described. In addition, numerous shorter courses, 
seminars, and lectures have been given by members of our staff, of 
which no formal record has been kept. 


Nine of the courses, under the general title of administra- 
tive law, were described on sheets forwarded with Commis- 
sioner Aitchison’s letter, as follows: 


1919-1920, Interstate Commerce Act, and Related Acts, by Walter 
R. McFarland, examiner and assistant chief counsel of the Commis- 
sion; Same, F. C. Hillyer, attorney examiner of the Commission, as- 
sisted by M. O. Lorenz, A.B., Ph.D., and Henry C. Keene, A.B., D.C.L.; 
1921, Same—Finance, by W. A. Colston, LL.B., director, Bureau of 
Finance, assisted by C. V. Burnside, LL.B., assistant director of the 
bureau; 1927, Interstate Commerce Act, Valuation, by Commissioner 
E. I. Lewis, assisted by Fred N. Oliver, A.B., LL.B., and M. A. Patti- 
son of the Nebraska bar; 1927, Interstate Commerce Act and Related 
Acts, by Warren H. Wagner, LL.B., LL.M., assistant chief examiner 
of the Commission; 1929, Interstate Commerce Act, Recapture Clause, 
by Commissioner Lewis, assisted by Solicitor Charles W. Needham, 
LL.B., LL.D., and Assistant Solicitor O. E. Sweet, A.B., LL.B.; 1929- 
1931, Interstate Commerce Act and Related Acts, by Frank E. Mullen, 
B.S., LL.B., head examiner, now assistant chief examiner of the Com- 
mission; 1935-1947, Interstate Commerce Act, Part II, Motor Carrier 
Act, by Wilmer A. Hill, LL.B., chief, Section of Complaints, Bureau of 
Motor Carriers, assisted by James F. Pinkney, A.B., LL.B., assistant 
chief of section, and Paul Coyle, LL.B., examiner, and now chief of 
the section; 1944-1946, Interstate Commerce Act, Tariffs, by R. D. 
Hagerman, LL.B., assistant chief, Section of Tariffs, Bureau of Traffic. 


For 1946-1947, the documentation showed a course in Eco- 
nomics of Transportation—Cost Finding, by Ford K. Edwards, 
Ph.D., head cost analyst of the Commission. 


NO CROSS-EXAMINATION IN FARE CASE 


Joseph J. Doran, assistant counsel of the New York Public 
Service Commission has informed the Commission that he will 
not cross-examine witnesses for the railroads in No. 29711, In- 
creased Passenger Fares, Eastern Railroads, or No. 29678, 
Increased Passenger Fares, New Haven R. R. 

. At the close of hearing in these two proceedings in Wash- 
ington, April 1, Mr. Doran reserved the right to cross-examine, 
and was given a week’s time to prepare for it by studying the 


railroad exhibits, or to waive cross-examination (see Traffic 
World, April 5). 


Container Corporation Protests 
Increases in Rail Rates 


The Container Corporation of America has asked the Com- 
mission to suspend “various tariffs of the Official Territory 
lines,” published by Agents I. N. Doe, W. S. Curlett, and B. T. 
Jones, to become effective April 15, proposing to make numer- 
ous revisions in the rates and/or minima on pulp or fibreboard; 
boxes, fibreboard, pulpboard or strawboard, without wooden 
frames (paper boxes); bok material, fibreboard or pulpboard, 
with wooden cleats; and covers, discs, fillers, partitions, plat- 
forms or wrappers, for packing, fibreboard, paper or woodpulp. 


The increases, according to the protest, apply to the commod-, 


ities as described, in carloads. 
The corporation said the involved rates had been in effect 


from 17 to 35 years, and that a large group of manufacturers 
had exhibited statements of the average loading of the com- 
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modities involved. It said the “50 per cent increase in minimum 
weights from 24,000 pounds R-34 to 26,000 pounds in connec. 
tion with the present ratings on both corrugated board and 
corrugated boxes is an impossible minimum weight, in that 
these commodities, except in rare instances, cannot be loaded 
“that heavily in a standard forty foot car.” The proposed rates 
and minima were clearly unjust, unreasonable, and unduly 
discriminatory and preferential, in violation of sections one, 
two and three of the act, said the corporation. 


N. Y. O. & W. Requests Loading 
Charge on Export Anthracite 


The New York, Ontario & Western has petitioned the Com- 
mission for modification of its order in No. 27766, Alden Coal 
Co. et al. vs. Central Railroad Co. of New Jersey et al., in which 
the Commission, on further hearing, reversed a prior report 
and granted an increase in the rates on anthracite coal from 
mines in the Wyoming, Lehigh and Schuylkill regions of Penn- 
sylvania to tidewater piers in New Jersey, for transshipment 
(see Traffic World, Oct. 27, 1945, p. 1027). 


The N. Y. O. & W. asks authority, on short notice, to 
file tariff publication naming rates on anthracite coal free on 
dock at Weehawken, N. J., when consigned for reshipment by 
ocean-going vessels, to require absorption by the charterer of 
the ship or the consignee of the cost of outside stevedores and 
special equipment to elevate coal from railroad cars into the 
ocean-going vessels. — 


Formerly, the railroad said, coal was delivered to barges 
by chutes, the elevation of its two piers at Weehawken making 
this possible at low or high water, but not sufficient to permit 
the use of chutes in dumping coal into ocean-going vessels since, 
it said, the deck of such vessels was uniformly higher than 
the bottom of the chutes. The dumping into barges and moving 
of the barges alongside the vessel to which the coal was con- 
signed resulted in relatively slight expense to the carrier as 
compared with the proposed method of loading directly from 
car to the ship moored at the dock. The latter cost, it said, 
could not be absorbed by the railroad without reducing the 
tariff rate to a point where that rate ceased to be compensatory. 


NEW R. F. C. CHAIRMAN 


John D. Goodloe, of Richmond, Ky., has been elected chair- 
man of the Reconstruction Finance Corporation, succeeding 
Charles B. Henderson whose physician had urged him to relin- 
quish his work last summer, according to the R. F. C. an- 
noucement. Mr. Goodloe was appointed a member of the 
board of directors of the R. F. C. last January. He was general 
counsel and had filled other positions with the R. F. C. and 
with the Commodity Credit Corporation. Mr. Henderson had 
served continuously as a director of the board from February, 
1934, when he was appointed by President Roosevelt. He will 
continue as a director until a new member is appointed to take 
his place as director. 





MC C-758, Seldon Damon—Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of service under certificate in MC 90589, and failure to 
comply with section 215, by Seldon Damon, of Big Springs, Neb. 
. 29705, Sub. 1, Solvay Sales Corporation, New York, N. Y., VS. 
x. <., 08. 

Rates on 6 carloads of soda ash in bags, from Baton Rouge or 
N. Baton Rouge, La., to Rossville, Ga., in the priod September 22, 
1944, to December 22, 1944, in violation of section 6. Asks cease and 
desist order and reparation. (Francis W. Brown, 40 Rector St., 
New York 6, N. Y.) 

. 29724, Distillation Products, Inc., of Rochester, N. Y., vs. N. Y. C. 
et al. 

Alleges failure to establish transit privilege at Rochester, N. Y., 
on shipments of shark oil, imported in barrels at New York and 
transferred to 3 tank cars at Rochester for shipment to Pittsburgh, 
Calif., in the period January 29, 1946, to February 20, 1946, while 
maintaining such privileges at other points, resulted in rates and 
charges in violation of sections 1, 2, and 3. Asks rates and repara- 
tion of $520.94. (Edward E. Bugbee, Traffic Manager, Distillation 
Products, Inc., 755 Ridge Road West, Rochester 13, N. Y.) 
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April 12, 1947 


I. C. C. Exam. Recommends Continuing 
1946 New England Motor Case Increase 


Says severity of situation as to costs and probable 
higher costs in future makes uniform 10 per cent in- 
crease only practical and quick way of obtaining ade- 
quate revenues. Rejects Price Administrator's request 
that increase be retained only by those needing it on 
showing of efficient management and public need of 
services. Recommends other matters be left for deci- 
sion in general investigation of New England motor rates 


An increase of 10 per cent in motor carrier rates between 
the New York City area and New England points, and within 
New England, permitted to become effective in April, 1946, but 
made the subject of an investigation by the Commission, will 
be made permanent if the recommendations of Examiner Francis 
A. Clifford, in a proposed report in MC C-527, New England— 
1946 Increased Rates, are followed. 


He recommended that the Commission find just and reason- 
able increased rates and charges of respdndent common car- 
riers by motor vehicle between points in New England and 
between points in eastern and southeastern New York and 
northeastern New Jersey, on the one hand, and points in New 
England, on the other, and that the proceeding be discontinued. 

He said the present rates of the respondents were, in 
general, those prescribed as reasonable minima in August, 1938, 
in New England Motor Carrier Rates, 8 M. C. C. 287, as modi- 
fed in subsequent reports, increased by 6 per cent pursuant to 
the general increase of March, 1942, by a 4 per cent granted 
in December, 1943, in Increased Common Carrier Truck Rates 
in New England, 43 M.-C. C. 13, by approximately another 
4 per cent resulting from so-called emergency charges per- 
mitted to become effective in April, 1945, and finally by the 
general 10 per cent advance that was the subject matter of 
the instant investigation. The emergency charges, originally 
published to expire June 30, 1946, were made a part of the 
respondents’ permanent rate structure in the tariffs containing 
the considered rates, said the examiner, with the result that 
such rates reflected an increase of 10 per cent over the sum 
of the basic rates and the emergency charges. 


The investigation was instituted by the Commission, divi- 
sion 2, on its own motion April 12, 1946, and by supplemental 
orders of May 6 and June 6, 20, and 21, 1946. The rates were 
contained in tariffs of the New England Motor Rate Bureau, 
Inc., filed on its own behalf and on behalf of the New Hamp- 
shire Motor Rate Bureau. The Maine Motor Rate Bureau and 
the Eastern Motor Freight Conference, said the examiner, filed 
separate petitions for authority to increase the freight rates 
and charges published by them as agents for their members, 
by a flat 10 per cent over the existing level. Over protests of 
the Director of Economic Stabilization and the Price Adminis- 
trator, the Department of Agriculture, and various shippers’ 
associations, the rates were permitted to go into effect, subject 
ee Hearing was held in Boston October 29 and 

The examiner said similar relief had been granted at the 
same time to a number of nonmember motor carriers in the 
territory, who sought the same general increase, said the ex- 
aminer. He said approximately 1,200 class I, II, and III common 
carriers were respondents, of which only slightly more than 
125 per cent were class I carriers. However, he added, of the 
total traffic transported in the considered territory by all three 
(lasses of carriers, the greater portion in tonnage was trans- 
ported by Class I carriers. 

The respondents, said the examiner, represented that the 
emergency increases of 1945 were not long retained owing 
to continual increases in almost every item of expense. This 
situation, according to the respondents, was due primarily to the 
§overnment’s policy respecting increased employe wage de- 
mands, and to the instability otherwise of the country-wide con- 
ditions resulting from the war. The examiner said the increased 
Wages and other expenses were in addition to those occurring 
during the war, and that they were claimed to be of “such 
titanic proportions” that if the considered general rate increase 








was found not justified, or a lesser increase was granted, the 
demoralizing effect on motor carrier transportation in the New 
England territory would be instantaneous and the impact so 
severe as to destroy the ability of many carriers to continue 
rendering an essential common carrier service in a territory 
where no surplus of transportation facilities existed. 


While the respondents at the hearing confined their evi- 
dence to justifying the permanent retention of the 10 per cent 
rate increase, which, said the examiner, apparently was re- 
sponsible for the “practically negligible shipper opposition,” 
he said the respondents had stated that as a result of settle- 
ment of 1946-1947 labor wage disputes affecting carriers in the 
New York City metropolitan area, as well as similar settle- 
ments in the Albany district and the northern New Jersey 
area, which occurred just prior to the Boston hearing, it would 
be necessary later on to apply for authority to make some up- 
ward adjustments in the form of arbitraries or otherwise on 
the rates from and to those regions. 


“Headed Toward Insolvency” 


A transportation analyst for the respondents, said the ex- 
aminer, had expressed the opinion that “the general financial 
structure of the motor carrier industry in the New England 
territory is rapidly crumbling and that it definitely is headed 
toward insolvency unless immediate relief is forthcoming 
through greatly augmented earnings over and above those 
derived from the general rate increase here considered.” 


In support of those contentions, the examiner said, the 
analyst had offered certain data for 73 Class I carriers, of 
which the witness said 27 were, in his opinion, definitely in- 
solvent. Among the conclusions the examiner said the analyst 
would have the Commission draw from the study, were: that 
the ratio of free working capital to current assets had dropped 
from a high of 19.79 per cent in 1944 to 9.91 per cent in 1945 
“showing that the industry’s current borrowings were 80.21 
per cent of current assets in 1944 compared with 90.9 per cent 
in 1945”; that the ratio of current to total assets fell from 
38.44 per cent in 1942 to 34.56 per cent in 1945, whereas the 
ratio of fixed assets to current assets increased from 61.56 per 
rent assets were gradually finding their way into the fixed or 
frozen assets of the industry, ‘a most serious condition which 
itself can lead to insolvency,” and which would be aggravated 
when millions of dollars worth of new equipment must be pur- 
chased to replace outmoded equipment kept operating at tre- 
mendous expense; and that if this condition was not corrected 
by immediate improvement in “present impoverished earn- 
ings,” it would be impossible for the industry to meet its cur- 
rent obligations. The current ratio (current assets divided by 
current liabilities) dropped from 1.22 in 1942, 1.23 in 1943, and 
1.25 in 1944, to 1.10 in 1945, according to the analyst, showing 
that there was only $1.10 in current assets for each one dollar 
of current debts in 1945. This portion of the report continued: 


From a credit point of view this trend has been very unfavorable. 
The standard practice of those in the business of loaning money is to 
demand a current ratio of 2 to 1, and, in many instances, a ratio of 
3 or 4 to 1 is required. Usually credit allowed on the basis of ratios 
less than 2 to 1 carries a higher interest charge. As shown, the New 
England carriers have no borrowing capacity on the standard 2 to 1 
ratio and they, therefore, will be compelled to pay high interest rates 
on the money which must be borrowed to finance the purchase of new 
equipment at greatly increased prices. Particular attention is invited 
to the fact that on basis of the standard ratio, there has been an over- 
extension of credit to the industry of $2,932,850 in 1942, $3,091,419 in 
1943, $2,804,041 in 1944, and $3,690,089 in 1945, indicating that the in- 
dustry is not in a position to attract new capital as an opportunity for 
investment. 


Further in support of the increases, the examiner said, the 
respondents cited operating ratios, set forth in a table. He said 
the average operating ratio of 116 Class I carriers for 1945 
was 99.2 per cent and for the first six months of that year was 
95.4 per cent, indicating that the trend was toward a higher 
ratio for an entire year’s operation due to the customary year- 
end adjustments of various kinds. Returns from 219 Class II 
and III carriers, of which 203 were engaged in interstate oper- 
ations, showed total operating revenues of $8,347,090 and total 
expenses of $7,898,191, or an average operating ratio of 048 
per cent, the examiner said. However, he added, 68 of the car- 
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riers reported no proprietors’ salaries. After adjustment of 
operating expenses to include arbitrary allocation of a salary 
of $3,500, “deemed most reasonable,” for each proprietor, the 
examiner said the total expenses of the 219 carriers were in- 
creased to $8,174,691, resulting in an average operating ratio 
of 97.6, showing that their operating experience paralleled 
generally that of the larger carriers. 


Labor Costs Up 
As to labor costs, the examiner said: 


The costs of labor are a prime charge upon the revenues from 
operations and in the case of the New England carriers it is said to 
represent the greatest single item of expense. During a test period of 
eight weeks in 1946, the wages of 219 employes of some 15 carriers 
were 52.4 per cent greater than paid employes performing the same or 
Similar duties for a comparable period in 1941, and that the average 
hourly rates of pay of union employes affiliated with the Boston 
Teamsters Local No. 1898, the largest individual local within the New 
England territory, were from 22.7 per cent to 72.5 per cent higher in 
1946 than in 1941, These increases do not reflect added costs to the 
industry resulting from changes in working conditions and penalty 
overtime. Respondents aver that they are greatly in need of new and 
improved equipment as the average age-of most of the vehicles being 
operated in the territory far exceeds the proper standard for efficient 
and economical operation. Until such new equipment is available in 
quantity the carriers cannot pause in such contingency, but must expend 
large amounts for the maintenance and repair of their over-age vehicles 
to provide continued service to their patrons. 


; In the face of these and other rising costs, said the exam- 
iner, it was asserted the respondents generally had extended 
themselves to the utmost during and since the war to effect 
economies and “persistent resistance to unreasonable and_con- 
tinuing wage demands of labor in an attempt to expand the 
narrow margin between their revenues and expenses in order 
to maintain some semblance of efficient operations.” In that 
connection, he said, a member of the board of directors and 
executive committee of the bureau had testified that “if it had 
not been for the tremendously long hours and ingenuity that the 
owners and employes put into this industry, half of us (carriers) 
would not be here today. It took almost genius, I would say, to 
keep many motor carriers going.” 


Position of Government Departments 


The examiner said the Department of Agriculture did ‘not 
exactly” oppose the general increase, if the Commission ad- 
justed “the countless number and great variety of incongruities 
in the existing rates on agricultural products and arm supplies 
in the New England territory.” A little later he observed that, 
on brief, the department expressed outright opposition to the 
considered general increase, “pointing out that upon analysis of 
the evidence introduced at the hearing by the Director of Eco- 
nomic Stabilization and the Price Administrator there does not 


appear to be any present need for such increased rates and 
charges.” 


It was the position of the officials mentioned, said the ex- 
aminer, that the increase should be retained only by those car- 
riers in need of additional revenue and then only on a proper 
showing of efficient and economical management of their re- 
spective operations and the public need for their services. He 
said a transportation economist, witness for the agency, sub- 
mitted exhibits designed to show that the increase would result 
in a “revenue windfall” to a large number of prosperous car- 
riers. He continued by saying the average operating ratio for 
1945 of 114 Class I carriers of general freight was 92.65 per cent 
before deduction of officers’ salaries and expenses, and 98.33 
after such deductions, the difference of 5.68 per cent represent- 
ing the amount of total revenue taken by officers for compensa- 
tion and expenses. This difference, in the experience of the 
witness, was the highest for any area in the United States and 
exceeded by 2.26 the difference shown in a study made by him 
of ratios of 288 Class I motor carriers in Central States Terri- 
tory, the examiner said. 

On cross-examination, said the examiner, the witness said 
he could express no opinion as to the proper amounts carriers 
in the various revenue groups should pay their officers for sal- 
aries and expenses. The examiner then quoted the witness 
as saying, among other things, that it would be easily possible 
for carriers that “expect to come before the Commission to 
throw themselves into deep hardship by the subtle device of 
raising salaries,” and that that was objected to and the agency 
hoped “for our own purposes at least to draw conclusions from 
operating ratios after salaries.” The examiner said the wit- 
ness cited no specific instance where officers or proprietors of 
any of the carriers included in his studies were receiving ex- 
orbitant salaries, and continued: 


It would be desirable, if feasible, to consider the revenue needs of 
the carriers in this territory individually, and to adjust their respective 
rates to meet their several needs as the Stabilization Director and Price 
Administrator feels should be done here. The exigencies of the case, 
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however, do not permit such refinement. Further the weak and strong 
carriers are interlaced in keen competition, and necessarily the rate 
structure should be uniform, otherwise the strong carrier with a lower 
rate structure wil! attract the competitive traffic and exterminate the 
weaker carriers. 


New York Area Shippers 


A position similar to the Department of Agriculture had 
been taken by the Port of New York Authority, the Shippers 
Conference of Greater New York, and the New Jersey Indus- 
trial Traffic League of Newark, said the examiner. They asked, 
he continued, that if any increase was permitted, respondents 
be ordered to establish the zone relationship of rates or arbi- 
traries contained in an exhibit submitted by them for applica- 
tion in connection with the basic rates between the New York 
district and New England to bridge or span the period preceding 
final action on a proposal for a permanent rate adjustment to 
and from said district under consideration, with other matters, 
in the pending proceeding on further hearing in Ex Parte MC- 
22, Motor Carrier Rates in New England. He said those parties 
averred the proposed arbitraries were designed to protect, dur- 
ing the interim period, the New York Port district and its ship- 
pers against undue prejudice and unfair discrimination caused 
by the failure of respondents to restore established zone rela- 
tions that had been thrown out of alignment by the various rate 
increases granted the New England carriers since 1941. Said 
the examiner: 


The matter respecting the numerous incongruities in the rates on 
agricultural products complained of by the Department of Agriculture 
as well as the matter of adjustment of proper arbitraries between zones 
in the New York area are matters for consideration in Ex Parte MC 22, 
rather than this general revenue proceeding in which individual rates 
are not to be considered. ... 


Just prior to stating his recommended findings, the exam- 
iner said, in view of the severity of the situation many of the 
carriers found themselves in because of rising and new costs im- 
posed on them by present abnormal conditions and the fore- 
casts of record that such higher costs would continue or be 
increased, it appeared the only practicable and quickest method 
of obtaining revenues adequate for those purposes was by a uni- 
form percentage increase. 


Proposed Reports 


Camouflage Nets 

MC C-535, The Linen Thread Co., Inc., vs. W. T. Cowan, 
Inc. By Examiners L. E. Masoner and S. Silverman. Recom- 
mends dismissal on finding rates charges on truckload shipments 
of camouflage nets, from Baltimore, Md., to Paterson, N. J., 
from September 1, 1944, to September 1, 1945, not shown un- 
reasonable. The examiners said the complainant alleged that the 
applicable third-class rate of 64 cents a hundred pounds was 
unjust and unreasonable to the extent it exceeded a subse- 
quently established commodity rate of 55 cents. The examiners 
said it was well settled that a subsequently established rate did 
not of itself prove the former rate was unreasonable. They com- 
pared the assailed rate with that on fish nets, of which, they 
said, complainant was the largest manufacturer in the world. 
Ratings of first class, less-truckloads, and third class, minimum 
18,000 pounds, had been maintained by the defendant without 
attack on fish nets since December 31, 1940, they said. 

Mexican Pineapples 

No. 29370, V. Famularo & Sons et al. vs. A. T. & S. F. et 
al. By Examiners F. M. Weaver and Walter D. McCloud. As- 
sailed rates, by the 100 pounds, to Denver and Pueblo, Colo., 
of $1.375, minimum 26,000 pounds, in bulk, and $1.59, minimum 
20,000 pounds, in bulk or in packages, from El Paso, Tex., and 
$1.59, minimum 20,000 pounds, in bulk or in packages, from 
Laredo, Tex., on pineapples originating in Mexico, proposed to 
be found applicable, not unjustly discriminatory or unduly 
prejudicial, but unreasonable to the extent they exceed, ex- 
ceeded or might exceed 92 cents from El Paso and $1.35 from 
Laredo, minimum 26,000 pounds, subject to the general in- 
creases of 1946 on and after July 1, 1946. Reparation, with 
interest, recommended. 


Fresh Apples 


No. 29630, Wray-Goodwin Co., Inc., vs. Southern Railway 
Co. et al. By Examiners C. E. Stiles and O. G. Barber. Dis- 
missal proposed. Failure of defendants to establish a storage- 
in-transit arrangement applicable on shipments of fresh apples, 
in carloads, shipped in October, 1944, from Rutherford, Va., to 
Shipman, Va., there stored in transit and later forwarded to 
Chattanooga and Knoxville, Tenn,, and Greenville, S. C., pro- 
posed to be found not to have resulted in charges that were 
unreasonable or in violation of section 4 of the interstate con\- 
merce act, and complainant not shown to have been damaged 
by any undue prejudice that “may have existed.” 
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April 12, 1947 


Examiners Propose to Adjust 
Rates of Western Packers 


Proposed rates from Ogden, Casper, Denver, and 
Gering to Chicago and points east of Illinois-Indiana 
State Line to place western packers in competitive 
relation with midwestern packers. Find assailed rates 
unreasonable and unduly prejudicial to complainants 
in four proceedings 


Observing that the complainants clearly are entitled to 
reasonable rates on their products to various consuming mar- 
kets, Examiners G. J. Hall and John A. Russell have recom- 
mended rates on fresh meats from Utah, Wyoming, Colorado 
and Nebraska points to Chicago and destinations east of the 
Illinois-Indiana state line, and findings that the assailed rates 
are unreasonable and unduly prejudicial to the complainants. 

Their proposed report was written in No. 29546, American 
Packing & Provision Co., vs. Union Pacific Railroad Co. et al., 
embracing No. 29546, Sub. 1, Denver Union Stock Yards Co. vs. 
Alton Railroad Co. et al.; No. 29546, Sub. 2, Cook Packing Co., 
Inc., vs. Alton et al.; and No. 29546, Sub. 3, Louis Holscher, dba 
Holscher Packing Co. vs. Alton, et al. 

The title complaint, said the examiners, alleged that rates 
on fresh meat and packing-house products, in straight or mixed 
carloads, from Ogden, Utah, to destinations in Western Trunk- 
Line territory, Chicago, Ill., and other destinations in Official 
Territory east of the Illinois-Indiana state line were unjust and 
unreasonable, and that to the destination area other than 
Western Trunk-Line Territory the said rates were unduly preju- 
dicial to complainants and unduly preferential of packers at 
Chicago and points in Iowa, Minnesota, Nebraska, and Wis- 
consin. 

The other complaints, as amended, related to corresponding 
rates from Casper, Wyo., Denver, Colo., and Gering-Scottsbluff, 
Neb. (referred to as Gering), to Chicago and points east of the 
Illinois-Indiana state lines, said the examiners, and that as to 
such rates the allegations were identical with those of com- 
plainant in the title proceeding. They said the allegations of 
unlawfulness ran only to the levels and relations of the assailed 
rates, adding that the parties were satisfied with present com- 
modity descriptions, mixing rules, and carload minima—21,000 
pounds on fresh meats and 30,000 pounds on packing-house 
products. 

The Public Utilities Commission of Idaho, Archie McFar- 
land & Son, a packer at Salt Lake City, Utah, and the Ogden 
Union Stock Yards Co. intervened on behalf of complainant in 
the title proceeding. Capital Packing Co., Denver, and Landers 
Packing Co., constructing a packing plant at Denver, intervened 
in favor of complainant in No. 29546, Sub. 1. 

Other parties were shown by the examiners as follows: 


Union Stock Yards Company of Omaha, a stockyard and terminal 
railroad operator at South Omaha, Neb., John Morrell & Company 
engaged in general meat packing at Ottumwa, Iowa, Sioux Falls, S. 
Dak., and Topeka, Kans., Rath Packing Company of Waterloo, Iowa, 
George A. Hormel & Company of Austin, Minn., and Oscar Mayer & 
Company of Madison, Wis., intervened in all the complaints. Swift & 
Company, with meat packing plants at Denver, South St. Paul, Minn., 
Sioux City and Des Moines, Iowa, South Omaha, Neb., South St. 
Joseph, Mo., Kansas City, Kan., Chicago, Ill., Milwaukee, Wis., and 
other points, intervened in Nos. 29546, 29546 (Sub. No. 1) and No. 29546 
(Sub. No. 2) and Armour & Company, with packing plants at Denver, 
Sioux City and Mason City, Iowa, South St. Paul, Milwaukee and Green 
Bay, Wis., and Chicago, intervened in No. 29546. These interveners do 
not object to an adjustment under section 1 of the assailed rates should 
they be found reasonable, but they are opposed to findings under sec- 
tion 3 which may result in increases in their present rates. 


Recommended Findings 


The examiners recommended the following findings: 


The Commission should find that the assailed rates on fresh meat 
from Ogden, Casper, Denver, and Gering to Chicago and destinations 
east of the Illinois-Indiana state line are, and for the future will be, 
wreasonable and unduly prejudicial to complainants to the extent they 
exceed the rates contemporaneously established to the same destination 
area from Omaha, plus 61 cents from Ogden, 34 cents from Casper, 28 
tents from Denver, and 23 cents from Gering; and that from Ogden to 
Doints in Nebraska, Minnesota, Iowa, Wisconsin, Kansas, and Missouri 
the assailed rates on fresh meat are, and will be, unreasonable to the 
extent they exceed rates contemporaneously established from Denver 
Plus 33 cents, subject, however, to such adjustments as may be neces- 
Sary under Increased Railway Rates, Fares and Charges, 1946, decided 

ecember 5, 1946. 

The Commission should further find that the assailed rates on 
Packing-house products have not been shown to be unreasonable or 
wWduly prejudicial as alleged. 


_As to packing-house products, the examiners said the com- 
plainants stressed the rates on fresh meats rather than on pack- 
ing-house products throughout the record, little evidence being 
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introduced as to the latter. On the record, therefore, they said, 
no findings were warranted as to the level of such rates. They 
added the observation was justified that the relation between 
fresh meats and the products should be no different from that 
now observed from Omaha and other origins alleged to be 
preferred. 


Position of Complainants 


Relatively little fresh meat was shown to have moved 
eastbound from Ogden, said the examiners and that other com- 
plainants asserted that the volume of their shipments in the 
past was no indication of their ability to compete with packers 
east of them under normal conditions. They said some com- 
plainants had been contacted by meat brokers in New York, 
Boston, and other eastern seaboard destinations seeking dressed 
meats, particularly lamb, but that delivered prices quoted by 
midwest competitors had been from 1% to 2 cents a pound under 
complainant’s prices due principally, it was said, to the ability 
of midwest packers to buy live animals in Utah, Idaho, Colorado, 
and Wyoming and ship them to their packing plants for slaugh- 
ter. Complainants felt they were entitled to rates comparable 
with Omaha, and other competing packing centers, distance 
considered, said the examiners, adding that the record showed 
a sale often lost by a difference of from one-eighth to one-quar- 
ter of a cent a pound in the delivered price. 

Complainants and intervening stockyards of Denver and 
Ogden urged that their prosperity was dependent on the suc- 
cess of the local packers, said the examiners, and in the ability 
of the stockyards to attract more packing plants. They asserted 
that most of their revenue was secured from livestock sales to 
local packers and slaughter and that, unless the complaining 
areas obtained a rate adjustment that would enable them to 
meet the midwest competition there was little hope of attracting 
more packing plants. The examiners said these parties, and 
complainants generally, were of the view that the assailed rates 
must be brought in closer relation to the corresponding live- 
stock rates. 

Assailed Rates and Earnings 


The examiners showed the assailed rates from Ogden, the 
mileage, and the earnings a car mile, on fresh meats, as follows: 


To Chicago, 1452 miles, 209 cents, earnings 30.2 cents; to Indian- 
apolis, 1,571 miles, 194.5 cents, earnings 25.9 cents; to Detroit, 1,718 
miles, 211 cents, earnings 25.7 cents; to Cleveland, 1,815 miles, 217 
cents, earnings 25.1 cents; to Pittsburgh, 1,906 miles, 225 cents, earn- 
ings 24.7 cents to Baltimore, 2,223 miles, 249 cents, earnings 23.5 cents; 
to New York, 2,331 miles, 252 cents, earnings 22.5 cents; and to Boston, 
2,424 miles, 252 cents, earnings, 21.4 cents. 


In another table were shown rates and yields from com- 
petitive mid-west packing centers to destinations in Central 
Trunk Line, and New England territories. As an example, to 
Boston, with a distance range from 1,191 to 1,470 miles, and a 
range of 121 cents to 98 cents, present rates were shown as 
yielding 17.5 cents to 17 cents a car mile. Both tables also gave 
comparisons with the so-called 2595 scale rates. From Ogden 
to New York, 2,331 miles, those rates were shown as 163 cents, 
with earnings of 14.7 cents a car mile. To New York from 
competitive mid-west packing centers, with distances ranging 
from 1,098 to 1,377 miles, the earnings under the 2595 scale 
were shown to range from 20.2 to 17.7 cents. 


Conclusions of Examiners 


After a discussion of contentions by the complainants and 
the defendants concerning rates and yields, the examiners set 
forth the following conclusions: 


Defendants’ defense of the assailed rates from Casper, Denver and 
Gering by comparisons with class rates, and of the proposed rates from 
Ogden constructed on the basis of class rate levels, is untenable. The 
rates prescribed from the Midwest, including Denver and Gering, to 
Pacific coast destinations in Geo. A. Hormel & Co. vs. Atchison, T. & S. 
F. Ry. Co., 236 I. C. C. 9, were not made in relation to class rates, and 
there is no logical reason for such a relation on eastbound traffic. The 
original 2595 scale and the scale prescribed in Florida Railroad Com- 
mission vs. Atlantic Coast Line R. Co., 264 I. C. C. 365, for application 
from the South to trunk-line and New England territories were not 
related to class rates. See also Fresh Meats from Iowa and Minnesota 
to the East, 227 I. C. C. 765, p. 755. Neither can we accept as warranted 
defendants’ opposition to consideration of the 2595, or the Florida, 
scales. Omaha, on traffic to New York, now has a rate on fresh meat 
on the level of the 2595 scale, and one cent higher than the Florida 
scale. That defendants’ position in respect of the 2595 scale is unwar- 
ranted is clear from the Commission’s conclusion in Geo. A. Hormel 
& Co. vs. Atchison, T. & S. F. Ry. Co., supra, that the relation of rates 
on livestock and meat eastbound and westbound should not be materially 
different merely because traffic moves in opposite directions. The fact 
that the existing adjustments on eastbound traffic from the midwest is 
consistent with prior Commission decisions also affords no justification 
for continuing in effect rates from complaining origins which do not 
reflect recognized rate-making principles. 

Complainants’ comparisons of the assailed rates with present rates 
of competitive packers, particularly at Omaha, prove conclusively that 





1168 


the assailed rates from Denever and Gering are unreasonable. On ship- 
ments to New York the assailed rates from those two points yield 18 
and 18.9 cents per car-mile, respectively, whereas for a lesser distance 
from Omaha to New York the present rate yields 17.8 cents per car- 
mile. A like situation prevails in respect of the assailed rates to other 
destinations under consideration. The yield for the greater distances 
from the complaining origins should be less than the yield from Omaha. 

The rates from Ogden to certain destinations in western trunk-line 
territory and points east of the Illinois-Indiana line which defendants 
propose to establish and the car-mile yield therefrom are as follows: 


Yield 

Fresh 

Rates Meat 

Dis- Fresh per 

tance Meat Car-mile 

From Ogden to Miles Cents Cents 
I I ca IAL Seb Saks seclen okie be sets wa’ 990 130 27.5 
RUIN se LARS cali bes be Mado Rasa 1038 130 26.3 
NG DING oe gia hls Ue ob bo Sx wiwele KWo was 1097 130 24.8 
I, OORT SEG %, 505 seed iarers sosasate cured 1134 147 27.2 
I ODE ase od do 4.6 0d abodes spice peie 1297 153 24.7 
eit OL saa ane ine: acpeous aca. ara's atetis 1360 150 23.1 
EE INS ons cig co ccawih-e cw sinks 68s ata 1373 147 22.4 
RL NMS Ao Sosy har Ga tlc ctv e's G06 a bt ewe 1463 150 21.5 
PS INE 26a Fo isis Bd os ck baa Beccaae ves 1548 163 22.1 
ON IME 83d 5.6 S55 ord 5 ha chek wsicts 1562 158.5 21.3 
EES rere se were 1720 173 21.1 
NON 5 5 5. 5 cinsasacarewrald 010%. 00ie a maeicaie 1785 180 21.1 
hog a a Winds pny obs ecinihe Mata 1907 187 20.5 
I hoe vic Bole ee dips kb de me caine 2209 213 20.2 
oo, ie -ge S ES IS Sain Bir sa 2267 214 19.8 
Cs Be a ots ebb eS beh 2343 216 19.3 
pO FEN On eESS BE eee eee 2426 216 18.7 


The rates proposed to western trunk-line territory are unreasonable 
when compared with the present rates from Denver previously shown 
herein. For instance, the proposed rate from Ogden to Chicago, 1,463 
miles, is $1.50, whereas from Denver to Chicago, 1,016 miles, the present 
rate is 95 cents. The 55-cent spread, as previously indicated, does not 
reflect a proper basis. The $1.30 rate from Ogden to Denver greatly 
exceeds the westbound rate of 84 cents between these points. A closer 
relation is warranted, The 84-cents rate appears to have been estab- 
lished to meet truck competition but it is not now unduly low when 
considered in relation to the rate of $1.45 prescribed from Denver to 
San Francisco. It also is higher than the Florida scale basis plus a 
reasonable differential for the haul in mountain-Pacific territory. 

To destinations east of the Illinois-Indiana State line the car-mile 
yield from the rates proposed from Ogden is unduly high when com- 
pared with the yield from present rates from Omaha. It is recognized, 
of course, that carriers are entitled to a differential for the haul in 
mountain-Pacific territory. In Geo. A. Hormel & Co. vs. Atchison, T. 
& S. F. Ry. Co., supra, the view was expressed that this differential 
should not exceed 15 per cent. Casper also is located in mountain- 
Pacific territory. Rates from Ogden and Casper should be made in rela- 
tion to the rate from Omaha, distance considered, plus appropriate 
differentials for the hauls to the eastern border of that territory by way 
of the short-line direct routes to the East. 

In Morrell & Co. vs. New York Central R. Co., 104 I. C. C. 104, 
120 I. C. C. 537, it was recognized that the eastbound fresh meat rates 
from Denver were relatively higher, distance considered, than from 
many packing centers further east. Although the through rates to the 
East, based on the proportional rates to and from the Mississippi River, 
were left undisturbed, the western factors were not approved. With the 
adjustments on westbound traffic in Geo. A. Hormel & Co. vs. Atchison, 
T. & S. F. Ry. Co., supra, and in Florida Railroad Commission vs. 
Atlantic Coast Line R. Co., supra, from the South to the destination 
area under consideration herein, continuance of the assailed through 
rates no longer is warranted. Complainants clearly are entitled to rea- 
sonable rates upon their products to various consuming markets. 

In respect of allegations of undue prejudice and preference, the 
livestock rates from complainants’ origin areas to midwest packing 
centers, together with relatively lower rates on fresh meat from the 
latter points to common eastern markets, clearly enable competitive 
packers to quote lower delivered prices than complainants can quote. 
The availability of the Florida scale to southern packers has intensified 
this price competition in consuming trunk-line and New England mar- 
kets. Defendants point to the shipments to eastern destinations by com- 
plainants at Casper, Denver, Gering, and from Pueblo, Colo., contending 
that the assailed rates have not operated as a deterrent. However, it 
must be conceded that because of war conditions, price regulations, 
and rationing, meats moved prior to July, 1946, between points where 
they would not move in normal times. Certain parties take the view 
that Ogden’s disadvantage inheres in its insistence upon retaining its 
transit privileges on livestock moving from local areas to the East. 
Transit privileges, however, are not in issue. 

Complainant in No. 29546 has shown that its meat rates in relation 
to corresponding livestock rates are abnormal when compared with 
similar relationships in respect of such rates available to the midwest 
packers. It also is clear that, faced with the loss of a sale with a dif- 
ference in delivered prices of from one-eighth to one-quarter of a cent 
per pound, packers at Ogden will be unable to compete with packers 
in the Midwest even under defendants’ proposed rates. In the future, 
Ogden packers when paying the freight charges and faced with the 
necessity of absorbing the amounts by which their delivered prices 
exceed those of competitors in Iowa, Nebraska, Minnesota, and Wis- 
consin, face serious disadvantages. Similar disadvantages, although 
somewhat less in degree, will be faced by complainants at Casper, 
Denver, and Gering. The record warrants the conclusion that on ship- 
ments to Chicago and points east of the Illinois-Indiana state line, the 
assailed rates on fresh meat from Ogden, Casper, Denver, and Gering, 
also the proposed rates from Ogden, will be unduly prejudicial to com- 
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plainants and unduly preferential of packers in Iowa, Nebraska, Minne. 
sota, and Wisconsin, 

Throughout the record, complainants stress the importance of rates 
on fresh meats rather than on packing-house products, little evidence 
being introduced as to the latter, particularly to show the competitive 


Situation between complainants and competitors alleged to be pre. 


ferred. On this record, therefore, no findings are warranted as to the 
level of such rates. The observation is justified, however, that the rela- 
tion between fresh meats and the products should be no different from 
that now observed from Omaha and other origins alleged to be preferred, 

In view of the competitive relations between complainants and 
southern packers in trunk-line and New England destinations, the rates 
on fresh meat from the complaining. origins to that destination area 
should not be lower than the Florida scale. Such rates also will recog- 
nize complainants’ right to a reasonable relationship with Omaha, 
Sioux City, Des Moines, Albert Lea, Oklahoma City and other com- 
petitive origins on shipments to certain destinations east of central 
territory to which the latter origins also have rates on the Florida scale 
basis. To central territory, however, the fresh meat rates from the 
midwest and southwest are lower than that scale, as is illustrated below: 


From Omaha Des Moines Oklahoma City 

Present Scale Present Scale Present Scale 

Rate Rate Rate Rate Rate Rate 

Cents Cents Cents Cents Cents’ Cents 
Twliamapols: .......6 3.6.00 56 71 47 60 78.5 83 
po EPR AS erate wrcmrh Gace 62 82 53 72 92 100 
CEI bees sae boa 65 86 56 78 95 103 


Complainants should have reasonably related rates on shipments 
to central territory. Ordinarily, rates from all competitive origins 
made in relation to distance would accord to all packers the advantages 
to which they are entitled by reason of location, but the present rates 
to central territory are not made that way, and complainants would 
derive little, if any, benefit from the Florida scale basis to that terri- 
tory. Under the circumstances, we conclude that to Chicago and points 
east of Illinois-Indiana state line the assailed rates should be adjusted 
by proper rate spreads over Omaha, length of haul considered, with 
appropriate differentials from Ogden and Casper to compensate for 
service in mountain-Pacific territory. In constructing these spreads, 
we will observe as closely as is possible the progression of the Florida 
scale. For hauls in mountain-Pacific territory, the differentials from 
Ogden and Casper should not exceed 10 cents and 4 cents, respectively. 

On fresh meat to western trunk line territory the rates from Ogden 
should be made to reflect a spread over Denver, its nearest competitor 
to the east, length of haul considered, plus an appropriate differential 
for the service in mountain-Pacific territory. The present western 
trunk line adjustment, like the rates from the midwest to central ter- 
ritory, follows no logical or consistent pattern, It bears no relation 
to any of the meat scales prescribed for other areas, and little, if any, 
relation to the length of haul between various points within the terri- 
tory. Obviously, there is need for a general rate revision, but until 
such a revision is undertaken, the spread over Denver, including the 
differential for the haul in the higher-rated territory, should not exceed 
33 cents. This will effect material reductions on shipments to the des- 
tinations shown in table IV. 


Examiner Finds No Deception After 
Inquiry into Motor Rights Transfer 


In a proceeding involving transfer of motor-carrier operat- 
ing rights and investigation with respect to the possibility of 
alleged fraud, Examiner Irving J. Raley, by a proposed report, 
has recommended that orders granting the transfer application 
should be affirmed and has ruled that no one has been shown 
to have been deceived by representations of the parties. The 
report was issued in MC-FC 23075, William B. Mayers—Pur- 
chase (Portion)—Melvin McNeal Grantham, embracing MC- 
FC 23075-A, Same. 


William B. Mayers, doing business as Mayers Motor 
Freight, Memphis, Tenn., and Melvin McNeal Grantham, doing 
business as Grantham Motor Lines, Clarksdale, Miss., accord- 
ing to the examiner, filed application March 21, 1946, for au- 
thority to transfer certain operating rights of Grantham to 
Mayers. On April 23, 1946, he said, the Commission, division 5, 
in MC-FC 23075, approved such a transfer covered by cer- 
tificate MC 16553, and, on the same date, in MC-FC 23075-A, 
approved the transfer of certain other operating rights covered 
by certificates in MC 42145 and Same, Subs 6 and 16, issue 
June 19, 1944, December 1, 1942, and January 17, 1942, re- 
spectively, in the name of Grantham’s predecessor. Dockets 
MC 106948 and Same Sub. 1, were assigned to Mayers covering 
the operating rights transferred to him, said the examiner. 

The proceedings were reopened by the division on October 
16, 1946, to determine whether the orders of April 23, should 
be set aside and the application dismissed, said the examiner, 
quoting the division’s reopening order in part as follows: 


. . - upon investigation, there is reason to believe that on filing on 
March 21, 1946, with the Commission of the applications in Nos. MC-FC 
23075 and MC-FC 23075-A for approval of the aforesaid transfers the 
parties thereto represented therein to the Commission that the trans- 
feror was then conducting the operations proposed to be transferred, 
and further represented that the transferee was not then a motor car- 
rier, whereas it appears that on or about November 14,/ 1945, the trans- 
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April 12, 1947 


feror ceased to conduct the operations proposed to be transferred and 
transferee since said date had been conducting operations as a motor 
carrier; whereby it appears that a fraud on the Commisssion may have 
been perpetrated by the parties to the said transfer proceedings and 
that the said proposed transferee may not be fit, willing, and able 
properly to perform the service authorized by the operating rights pro- 
posed to be transferred; ... 


Sees No Intent to Deceive 


The sole controverted issue of fact in these proceedings, 
said the examiner, was whether Mayers was fit, willing, and 
able properly to perform the service authorized by the operat- 
ing rights transferred. 

The examiner said that in entering the arrangement for 
the conduct of operation on and after November 14, 1945, until 
the transfer of the operating rights should be approved, Mayers 
believed that, so long as he did not conduct the operations in 
his own name, he was operating for Grantham. 

“His construction of the oral agreement as one for his 
employment by transferor, although not justified, was the basis 
of his belief in the truth of the representations in the applica- 
tion,” said the examiner. “He made no secret of the arrange- 
ment in conferring with representatives of the Bureau of Mo- 
tor Carriers, who were fully informed concerning the terms 
thereof.” 

The examiner said that in his opinion the representations 
were not made with any intent to deceive the Commission, nor 
was there any actual deception that would justify the division 
in setting aside the orders approving the transfers. He said no 
one had been shown to have been deceived by the representa- 
tions and that it was certain representatives of the bureau were 
not misled. The examiner added: 


The results of investigations made by the bureau concerning appli- 
cations of this type are regularly reported to the Washington office as 
was done in this instance. It is reasonable to assume that consideration 
was given to the report, and that reliance was not placed solely on 
representations in the application. Compare United States vs. City of 
Brookhaven, 134 Fed. (2d) 442. 


The examiner found Mayers fit, willing, and able properly 
to perform the service authorized under the certificate in MC 
16553, issued in the name of Grantham, and portions of the 
certificates in MC 42145 and Same, Subs. 6 and 16, issued in 
the name of Grantham’s predecessor, and recommended affirm- 
ance of the orders of April 23, 1946. 


Administrative Procedure Act Cited 


The examiner said Mayers misconstrued the nature of the 
proceedings and the applicability of the administrative proced- 
ure act in a motion that the proceedings be dismissed for lack 
of jurisdiction. He said joint board No. 4, to which the pro- 
ceedings were assigned for hearing, did not participate in the 
hearing, and that the proceedings were referred to the exam- 
iner. He said Mayers contended that, under provisions of that 
act requiring internal segregation of deciding and prosecuting 
functions of governmental agencies, the examiner lacked au- 
thority to preside at the hearing. The examiner said the con- 
tention was based on an assumption that the proceedings were 
an investigation initiated by the Commission subsequent to the 
effective date of section 5(c) of the aforementioned act. He 
said enactment of the legislation did not diminish the Commis- 
sion’s substantive jurisdiction and that the motion to dismiss 
should be overruled. The examiner added: 


A somewhat different question is presented with respect to the 
authority of the examiner in the Bureau of Motor Carriers to preside 
at the hearing herein, in view of the provisions of section 5 (c) of the 
administrative procedure act. However, these proceedings, wherein 
permissive authority is sought, were initiated by the parties prior to 
the effective date of that act and reopened by the division as described. 
The requirements of that act for the separation of functions are not 
Mandatory in the determination of proceedings initiated prior to the 
effective date of that act. 


Allowance at Copperweld Plant in Ohio 
Recommended at Not Less Than Cost 


Examiners Leonard Way and- Charles W. Berry, in a 
proposed report in I. and S. No. 5357, Terminal Allowance— 
Copperweld Steel Co., Warren, O., have recommended finding 
not just and reasonable suspended schedules proposing an al- 
‘lowance to the Copperweld Steel Co. for switching within the 
industry’s plant, without prejudice to filing amended schedules 
In accord with the findings in the report. The examiners said 
the schedules should be ordered canceled and that the proposed 
allowance of $1.19 was not just and reasonable. Cancellation 
should be without prejudice to filing new schedules providing 
for payment of an allowance not exceeding the cost to it of per- 
forming the switching services found to be the duty of the 
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respondent to perform at the line-haul rates, the evidence not 
showing the industry’s cost would not be less than $1.19. 

After service of an earlier proposed report, the examiners, 
said, the industry and respondents obtained further hearing 
at which it was shown the switching performed by the respond- 
ent had been greatly reduced and simplified. After a descrip- 
tion of the operation, the examiners recommended the follow- 
ing findings as to the duties of the respondent under the line- 
haul rates: 


The Commission should find that it is the duty of respondent at 
the line-haul rates to deliver iron or steel scrap in Yard 200 and Yard 
200 and to deliver other commodities from the east on tracks numbered 
104, 207, 208, 210, 212, 214, 217, 219 and 220, and from the west on tracks 
114, 115, 217, 220 and 225, all as described herein and to receive cars 
loaded with bars and billets on track 101 and that part of track 200 
west of the junction of tracks 101 and 200, all as described herein, pro- 
vided none of respondent’s engines operate on the tracks specified or 
on the tracks used in reaching those tracks while respondent’s engines 
are in the plant, except during the period the crew of respondent’s 
engines are at lunch, or taking water. 

The Commission should further find that if or when the conditions 
set forth in the above proviso are not met or are departed from, and 
as to all other traffic and empty cars other than that specified above, 
reasonably available tracks in Yard 100 and Yard 200, whichever the 
industry and respondent may agree on, constitute reasonably convenient 
points for the delivery and receipt of carload freight; that the trans- 
portation service which it is the duty of respondent to perform for the 
Copperweld Steel Co, begins and ends at the points described above; 
and that the movement of empty cars or loaded cars except as specified 
above between Yard 100 or Yard 200, as may be agreed upon on the one 
hand, and other points within the plant on the other hand, are services 
which it is not the duty of respondent to perform at the line-haul rates. 
The Commission should further find that the performance and services, 
except as described and approved above, without reasonable and com- 
pensatory charges in addition to the line-haul rates, is a violation of 
Section 6(7) of the interstate commerce act. The Commission should 
further find that respondents should charge and collect the published 
charges on all inbound and outbound cars it weighs on the industry’s 
scales and that its failure to do so is a violation of Section 6(7) of the 
act. 


BELLAH-BROWN CERTIFICATE REVOCATION 


On investigation into the motor carrier operations of the 
respondents, Examiner Allan F. Borroughs has issued a report 
in MC C-813, Carl Bellah and J. I. Brown—Revocation of Cer- 
tificate, recommending that the Commission find Bellah and 
Brown, doing business as B. & B. Trucking Co., of Darrouzett, 
Tex., not to be rendering reasonably continuous and adequate 
service under the certificate issued to them in MC 100290 and 
not to be in compliance with the requirements of section 215 
of the interstate commerce act and the Commission’s rules and 
regulations thereunder. 

Under the certificate in MC 100290, according to the report, 
respondents were authorized to transport, over irregular routes, 
livestock between points. and places in Texas, Oklahoma and 
Kansas within 75 miles of Darrouzett, Tex., and between Dar- 
rouzett and points and places in Texas and Oklahoma within 
35 miles of Darrouzett, on the one hand, and, Wichita, Kan., 
Kansas City, Kan., Kansas City, Mo., and Oklahoma City, Okla., 
on the other, animal feed from Wichita, Kan., Kansas City, 
Kan., Kansas City, Mo., and Oklahoma City, Okla., to Dar- 
rouzett and points and places within 35 miles of Darrouzett, 
and farm machinery between points and places in Texas and 
Oklahoma within 35 miles of Darrouzett. The report recom- 
mended that the respondents be given 60 days after the effective 
date of an order to be entered, in which to institute service 
and comply with the Commission’s insurance regulations. 


Motor Proposed Reports > 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Mississippi (Columbus)—MC 105384, Sub. 2, Columbus 
Coach Co. Certificate proposed. Passeng€rs, baggage, express, 
mail and newspapers, between points in Miss., over specified 
routes. 

New York (New York)—MC 84458, Sub. 1, George Merkel 
and John Merkel, dba George Merkel and Son. Certificate 
proposed. Household goods, between New York, N. Y., and 
points on Long Island, N. Y., on one hand, and points in Me., 
and Va., on the other, over irregular routes, traversing Conn., 
Mass., N. H., R. I., Vt.. N. J., Pa., Del., Md., and D. C., for 
operating convenience. 

Nebraska (Omaha)—-MC 78259, Sub. 1, Mercury Truck 
Lines, Inc. Denial of certificate proposed. Meats, meat prod- 
ucts, and meat by-products, articles distributed by meat-pack- 

































1170 


ing houses, and packing-house supplies, between Omaha, Neb., 
and Chicago, Ill., over irregular routes. 

Nebraska (Scottsbluff)—-MC 60066, Sub. 2, Bee-Line Motor 
Freight. Denial of certificate proposed. General commodities, 
with exceptions, from Scottsbluff, Neb., to Torrington, Wyo., 
over U. S. highway 26. 

Pennsylvania (Philadelphia)—-MC 57784, Sub. 3, Reuben 
Cardonick, dba Cardonick’s Insured Delivery Service. Certifi- 
cate proposed. General commodities, with exceptions, between 
points in Pa., in an area comprising points within 20 miles of the 
Philadelphia City Hall, including Philadelphia, Pa., restricted 
to shipments having an immediately prior or subsequent move- 
ment by motor common carrier, over irregular routes. 

New York (New York)—MC 47511, Sub. 1, James Zucker, 
dba Park-East Movers. Certificate proposed. Household goods, 
over irregular routes, between New York, N. Y., on the one 
hand, and points in Conn., Md., R. I., Pa., Del., Mass., and 
D. C., on the other. 

Kentucky (Lexington)—-MC 32783, Sub. 59, Southeastern 
Greyhound Lines. Certificate proposed. Passengers, baggage, 
express, mail and newspapers, between Wartburg and Oak 
Ridge, Tenn., over a specified route. 

Pennsylvania (Wilkes-Barre)—-MC 31814, Sub. 3, M. K. 
Trexler and W. F. Trexler, dba Trexler Brothers. Certificate 
proposed. Uncrated new and used furniture, over irregular 
routes, between Wilkes-Barre, Pa., and points within 15 miles 
thereof, on the one hand, and points in Md., N. J., and N. Y., 
on the other. 

North Carolina (Raleigh)—-MC 13300, Sub. 26, Carolina 
Coach Co. Certificate proposed. Passengers, baggage, news- 
papers, express and mail, between Washington, N. C., and 
Bethel, N. C., over a specified regular route. 

_ New York (Rochester)—-MC 12374, Charles Nelson, oper- 
ating as Stalker Tours. License proposed as to operation at 
Rochester, N. Y., as a broker of transportation of passengers 
and their baggage between all points in U. S. 

Massachusetts (Cambridge)—-MC 2108, Sub. 1, Bay State 
Motor Express Co. Certificate proposed. General commodities, 
with exceptions, over alternate routes for operating convenience, 
as follows: (1) between junction Conn. highways 15 and 20, east 
of Stafford Springs, Conn., and junction Conn. highways 15 
and 30, east of Rockville, Conn., over Conn., highway 15; and 
(2) between junction Conn. highway 15 and U. S. highway 44 
at East Hartford, Conn., and junction U. S. highways 5 and 
5-A, over U. S. highway 5 via Charter Oak Bridge, serving no 
intermediate points. 

Pennsylvania (Hanover)—-MC 452, Sub. 3, Raymond S. 
Border. Denial of permit proposed. Jute yarn, from Hanover, 
Pa., to Glasgow, Pa., traversing Md., and W. Va., for operating 
convenience, and cores, burlap, burlap pieces, empty containers, 
and spools, used, in the reverse direction, over irregular routes. 

Michigan (Palmyra)—MC 106954, Sub. 1, Charles M. Smith. 
Certificate proposed. Sand and gravel, from Tecumseh, Mich., 
and points within 5 miles thereof, to Toledo, O., and points in 
Adams, Berkley, Springfield, Sylvania, and Washington town- 
ships, Lucas county, O., and stone and building blocks, from 
points in Lucas county, O., to Adrian, Mich., and points in 
Riga, Bluefield, Ogden, Deerfield, and Palmyra townships, Lena- 
wee county, Mich., and in Whiteford, Bedford, Erie, and Sum- 
merfield townships, Monroe county, Mich., over irregular routes. 

Colorado (Denver)—MC 106715, Sub. 2, Carter H. Duna- 
way. Certificate proposed, subject to elimination of duplicating 
authority. Uncrated, new or used, unassembled or dismantled 
aeroplanes, and aeroplane parts when transported along with 
an aeroplane, from points in Okla., to points in Colo., Wyo., 
Utah., N. M., Neb., and Kan., except Wichita, Kan., and points 
within 5 miles thereof, and between points in Colo., Wyo., 
Utah, N. M., Neb., Tex., and Kan., except Wichita, Kan., and 
points within 5 miles thereof, over irregular routes. 

New Hampshire (Henniker)—-MC 107967, Philip L. Buxton. 
Certificate proposed. Lumber, over irregular routes, from points 
in York county, Me., to Jeffrey, N. H. 

Ilinois (Marshall)—-MC 107921, Harry B. Elliott. Certifi- 
cate proposed. Over irregular routes, agricultural limestone 
ey quarries in Clark county, Ill., to points in Vigo county, 

nd. 

Illinois (Marshall)—MC 107916, Donald D. Montgomery. 
Denial of certificate proposed. Agricultural limestone from quar- 
ries in Clark county, Ill., to points and places in Vigo county, 
Ind., with no transportation for compensation on return. 

New York (Waterloo)—-MC 107877, Albert F. Turner and 
Louis Snyder, dba Turner and Snyder. Certificate proposed. 
Lumber from all Pa. points to Ovid, N. Y., and canned or pre- 
served fruits and vegetables from Waterloo to all N. J. points 
and all points in a described Pa. area, over irregular routes. 

Texas (Hildalgo)—-MC 107846, Sub. 1, Henry Malcolm 
Cole, dba International Truck Line. Certificate proposed. Gen- 
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eral commodities, with exceptions, between the U. S.-Mexico 
boundary at Hildalgo, Tex., on the one hand, and, on the other, 
McAllen, Harlingen, Mission, Pharr, Edinburg, San Juan, Wos- 
laco, and Mercedes, Tex., over irregular routes. 

Colorado (Canon City)—-MC 107822, George Wright. Cer- 
tificate proposed. Over irregular routes, lumber from Tex- 
arkana, Tex., and points in Ark. to points in Colo., traversing 
Okla. and Tex. for operating convenience only. 

New York (New York)—MC 107724, Bronx River Fast 
Freight, Inc. Denial of permit for want of prosecution proposed. 
Machinery, compounds, and sawdust from Bronx, N. Y., to 
points in Mass., Conn., N. J., R. I., Pa., and N. Y., over irregular 
routes. 

New York (New York)—MC 107721, Herbert Post and 
John Giambruno, dba Comet Motor Lines. Permit proposed. (1) 
Commercial refrigerators, refrigerated commercial display, stor- 
age, or dispensing equipment, and commercial refrigeration 
machinery, from New York to points in 13 states and Washing- 
ton, D. C.; (2) refrigerated commercial display, storage, or dis- 
pensing equipment from Wilkes Barre and Philadelphia, Pa., to 
New York; and (3) materials and equipment, other than porce- 
lanized steel, lumber, glass, and insulating material, used in the 
manufacture of refrigerated commercial display, storage, or 
dispensing equipment, from New York to Wilkes Barre, over 
irregular routes. 

Florida (Pensacola)—-MC 107534, A. L. Harrell and E. C. 
Kearley. Permit proposed. New furniture from Pensacola to al! 
points in 10 named states and from Hickory, N. C., to Pensacola, 
over irregular route. 

Massachusetts (Brooklyn)—-MC 107201, Joseph Bennett. 
Denail of permit proposed. Mattresses, studio couches, sofa 
beds, and other bedding products from Brooklyn to specified 
points in Mass., R. I., Conn., N. Y., N. J., Pa., Del., Md., and 
Washington, D. C., over irregular routes, and in the reverse 
direction, component parts and supplies for the products named, 
including specified items for use in manufacturing the named 
commodities, and textiles and wood furniture parts, but not 
limited to the specified articles. 





A. T. A. OBJECTS TO LOG REVISION 


John V. Lawrence, managing director of the American 
Trucking Associations, Inc., has filed with Director W. Y. Blan- 
ning, of the Commissicn’s Bureau of Motor Carriers, objections 
to the content and form of a revised driver’s daily log (form 
BMC-59) which, he said he had been informed, would be estab- 
lished for use by the trucking industry by a Commission order 
on or about April 11. 

“We have not had opportunity to submit the proposed new 
driver’s log to the industry for its comment and criticism,” 
said Mr. Lawrence in a letter to Mr. Blanning. ‘‘Members of 
the A. T. A. staff quickly perceived what they believe to be 
several valid objections to the form and content of the proposed 
log and it is our belief that these criticisms, and probably 
others of equal importance, will be registered by a substantial 
portion of our industry when the proposed new log is actually 
ordered into effect and made available for the inspection of 
the operators and drivers.” 

Mr. Lawrence said, among other things, that the proposed 
new form required too much information to be supplied in 
writing by the driver. One of the substantial objections to the 
old form, he said, had been that it required too much “along 
this line.” He said the A. T. A. recognized that any change in 
the form of the log or other regulations would involve the 
harmonization of many viewpoints and opinions and that the 
A. T. A. would assist in every way possible in this “‘commend- 
able undertaking” on the part of the Bureau and the Commis- 
sion. 


CALIF. FRUIT RATE INCREASE PROTESTED 


The California Growers and Shippers Protective League, 
San Francisco, and the California Grape and Tree Fruit Asso- 
ciation, Fresno, have asked the Commission to suspend in- 
creased rates on fruits and vegetables, from California to other 
U. S. points, as contained in tariff I. C. C. 4994 (canceling the 
existing tariff, I. C. C. 4575), effective April 15, filed by the 
Railway Express Agency. The petitioners said: 


The proposed increases set forth in said tariff in rates of express 
carload movements, and the increased refrigeration charges applicable 
thereto, are unjust and unreasonable. Existing rates are excessively 
high as compared with other forms of transportation considering service 
rendered and benefits to shipper. The proposed increase will further 
increase this disproportion. The increased rates and charges will result 
in a decrease in volume of shipments with consequent detriment to both 
shippers and the carrier. Neither the distant markets nor the producers 
can absorb these further increases without consequent decline in vol- 
ume. Because of thie foregoing reasons, and in any event, there should 
be no change in the rates and charges of existing tariff. 
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April 12, 1947 


C. & O.-Alleghany Foreshadow 
Unification with N. Y. C. 


Applications ask Commission to authorize Robert R. 
Young and Robert J. Bowman to serve on New York 
Central board. In separate petition, ask release of 
400,000 N. Y. C. shares owned by C. & O. from voting 
trust so they may exercise ownership benefits. Present 
“association” of the two railroads related to possible 
future unification of the C. & O. and the N. Y. C. C. & 
O. and Alleghany suggest three strong competitive 
systems, similarly formed in the east 


Acquisition by the Chesapeake & Ohio of 400,000 shares, 
or 6.2 per cent of the outstanding common stock of the New 
York Central has resulted in applications filed with the Com- 
mission by Robert R. Young, and Robert J. Bowman, for author- 
ity to hold directorships on the N. Y. C. 

At the same time, the Chesapeake & Ohio and the Alleghany 
Corporation filed a petition for modification of an outstanding 
order to release the New York Central stock from an independ- 
ent voting trust, with Chase National Bank of New York City 
as trustee, in which trust the Commission required all stocks 
acquired by the C. & O. or Alleghany, in lines not affiliated 
with the C. & O. system, to be deposited. 


Throughout the petition for modification of the order, ref- 
erence is made to future possible control of the N. Y. C. by the 
C. & O., and to future unification of the two railroads. 

The Young application was filed in Finance No. 11923, 
Sub. 2, and the Bowman application in Finance No. 6281, Sub. 6. 


Robert R. Young is chairman of the C. & O. board, and a 
director, and Robert J. Bowman is president and a director of 
the C. & O. They also hold offices and directorships in roads 
affiliated with the C. & O. Each of the applicants said he 
had been invited to serve on the N. Y. C. board, and had 
accepted the invitation, subject to Commission authorization, 
and asked authority to serve on the board promptly on election. 

Among other things, Mr. Young said: 


Your applicant believes that because of his long experience in an 
executive capacity with the Chesapeake & Ohio, and with Alleghany 
Corporation, and the successful results achieved by them under his 
supervision and direction, and that in view of his investigation, study 
and knowledge of the New York Central System, and the financial in- 
vestment of the Chesapeake & Ohio in the New York Central and the 
other relationships between them, it is desirable and appropriate that 
your applicant be authorized to hold the positions of director with the 
New York Central and its subsidiary and affiliated companies, in addi- 
tion to the positions of director and chairman of the board with the 
Chesapeake & Ohio. 


Mr. Young said the C. & O. and the N. Y. C. were ‘“essen- 
tially complementary to each other.” In general, he said, each 
served a different part of Eastern Territory, and the oppor- 
— for effective competition between them were relatively 
imited. 

Similar language was used in Mr. Bowman’s application. 


New York Central Stock 


The petition of the C. & O. and the Alleghany is based on 
plans for ultimate unification of the C. & O. and the N. Y. C., 
according to its language, to be worked out on terms and con- 
ditions fair and reasonable to the stockholders of both com- 
panies. And at one point the petition said the Pocahontas lines 
had for many years earned a rate of return appreciably higher 
than that of other major carriers in Eastern Territory, adding 
that “the desirability of voluntary unification of these Poca- 
hontas roads with the major trunk line carriers has long been 
apparent.” It was said that ultimate unification of the C. & O. 
and the N. Y. C. would be a distinct forward step in the national 
transportation economy, “just as would a unification, for in- 
Stance, of the Norfolk & Western with the Pennsylvania, and 
of the Virginian with some other major trunk line carrier, such 
as the Baltimore & Ohio.” The petitioners suggested that com- 
petition among three strong competitive systems would be more 
effective than the competition existing today. 

“Moreover, it is believed that these proposals advance rather 
than prejudice the interests of railroad labor,” they said. ‘“‘Noth- 
ing is more important from the standpoint of labor than a 
healthy, prosperous transportation system. An alliance such 
as herein suggested offers the best promise of a continued high 
level of railroad employment.” 

_ Specifically, the C. & O. and the Alleghany asked modifica- 
tion of the order in Finance No. 14692, Chesapeake & Ohio Rail- 
way Co. Purchase, involving an application of the C. & O. to 
Purchase the properties of Norfolk Terminal & Transportation 
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Co., embracing No. 29085, In Re Alleghany Corporation Control 
(see Traffic World, June 9, p. 1509). 

One provision of that order was that Alleghany and the 
C. & O. deposit with Chase as independent voting trustee all 
voting stocks of carrier corporations not affiliated with the C. & 
O., whether then held or later acquired by either, except Alle- 
ghany’s Missouri Pacific stock. 

Pursuant to that condition, the petitioners said the N. Y. C. 
stock had been do deposited. It said the aggregate cost of those 
shares was $7,593,174.29, an average cost of $18.98 a share. 
They said that, if the proposals regarding the N. Y. C. were 
permitted to become effective, the C. & O. would divest itself 
of its control of Nickel Plate by depositing all of its Nickel 
Plate shares under the trust with Chase and procure resigna- 
tions of two interlocking directors as members of the Nickel 
Plate board, together with any other steps thought necessary 
by the Commission. They, therefore, asked that the proviso 
(2) in the aforementioned report be modified to read as follows: 

“2. Alleghany and the Chesapeake & Ohio shall deposit with 
the Chase National Bank of the city of New York as independ- 
ent voting trustee all voting stocks of the New York, Chicago 
and St. Louis Railroad Co. and of other carrier corporations 
subject to regulation under the interstate commerce act, not at 
present affiliated with the Chesapeake & Ohio system whether 
now owned or hereafter acquired by them, except stock of the 
New York Central Railroad Co. and except Alleghany’s hold- 
ings of the stock of the Missouri Pacific Railroad Co. which is 
now in reorganization under section 77 of the bankruptcy act 
as amended.” 

The petitioners said the immediate effect of the modification 
would be to permit C. & O. to acquire legal title to the N. Y. C. 
stock, thus allowing it to exercise all voting and other rights 
incident to the ownership. Furthermore, they said, with respect 
to possible acquisition of additional shares of the N. Y. C. by 
the C. & O., this modification would subject the C. & O. to the 
general limitations relating to acquisition of control contained 
in section 5(2) of the act, without relief from those. provisions 
presently afforded by the trust. 

“If, at some later date, Chesapeake should acquire control 
of Central,” they continued, “with the authorization of the Com- 
mission, it will take suitable steps to dispose of its Nickel Plate 
shares and discontinue all relations with that company that may 
have been established by reason of such stock ownership.” 


Reasons for the N. Y. C. Stock Acquisition 


One of the reasons advanced by the petitioners for the ac- 
quisition of the N. Y. C. stock was failure of the plan to unify 
the Pere Marquette, and the Wheeling & Lake Erie as part of a 
C. & O. system, due to opposition of certain preferred stock- 
holders of the Nickel Plate, although it observed that merger of 
the P. M. had been authorized (see Traffic World, April 5). 

They also observed that in December, 1946, the Commis- 
sion authorized the Nickel Plate to acquire from the C. & O., 
78,145 shares of common stock of the W. & L. E., in recognition 
of the possibility of eventual separation of the Nickel Plate 
from the C. & O. and of the desirability in such event that the 
W. & L. E. should go with the Nickel Plate rather than with the 
C.:&.©, 


On failure of the unification plans, said the petitioners, 
they gave consideration to other possibilities for. formulating 
a strong balanced system in Eastern Territory, their studies 
suggesting the desirability of an alliance with the N. Y. C., the 
purchases of N. Y. C. stock being made in furtherance of this 
proposal. They said the investment in the N. Y. C. stock had 
been financed in major part from the proceeds realized from the 
sale of the W. & L. E. stock to the Nickel Plate, adding that 
the C. & O. intended to dispose of its remaining holdings in the 
W. & L. E., consisting of 115,369 shares of prior lien stock, and 
1,658 shares of preferred stock, the funds received, they said, 
more than reimbursing the C. & O. treasury for the full 
amount expended in acquiring the N. Y. C. shares. 


Modification of the order as requested and exercise of the 
“ownership interest,’ coupled with representation on the 
N. Y. C. board, would, the petitioners said, furnish opportunity 
for demonstration that much could be accomplished for the 
good of the interested carriers and the public interest through 
a closer association of the C. & O. and the N. Y. C. 


Anticipated Benefits 


The C. & O. and the Alleghany developed the thought that 
the two roads were complementary by describing their lines 
and services. The freight traffic of C. & O. was predominantly 
bituminous coal while that of the N. Y. C. consisted principally 
of freight other than coal, they said, the C. & O. originating 
four times as much as the N. Y. C., with the latter terminating 
three times as much. As to other freight, they said, the N. Y. C. 
originated and terminated on its lines five times as much ton- 
nage as the C. & O. Thus the freight traffic of the two rail- 
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roads was essentially different, they said, and that the C. & O. 
traffic originated predominantly on its own lines, while the 
N. Y. C. received more than two-thirds of all its freight traffic 
from other railroads. 

They continued by saying the “paucity” of coal tonnage 
originated on the N. Y. C. lines had been a source of concern 
to that company for a good many years, and that the Commis- 
sion had recognized the less favorable situation of the N. Y. C. 
than that of other major carriers in the east. An alliance with 
the C. & O. would make up for N. Y. C.’s deficiency in this 
regard, they said, adding that “a large part of Chesapeake’s 
originated tonnage moves into consumer territory served by 
Central’s lines, particularly into the highly industrial territory 
of the Great Lakes region.” 


A community of interest would result in great traffic benefits 
to both roads, they said. After saying the two companies were 
complementary, the petitioners said they had convenient con- 
nections at Cincinnati, Columbus, Toledo, and Muncie, adding 
that much of C. & O.’s originated local tonnage could be han- 
dled beyond its lines to destinations on the Great Lakes. In 
return, they said, other traffic originating on the N. Y. C. lines 
could be routed beyond its lines to ultimate destinations via 
the C. & O. 


“The operations of the lines of these two carriers are sus- 
ceptible of a high degree of traffic coordination which would 
result in improved service to the public, economies in opera- 
tion, and improvement in the gross and net income of both 
companies,” said the C. & O. and Alleghany. 


They also cited passenger traffic benefits they said would 
result from “ultimate unification” of the two roads, contrasting 
passenger revenues representing 26 per cent of N. Y. C. total 
revenues as against 11 per cent for the C. & O. in 1945. 

The C. & O., over a long period of years had proven its ca- 
pacity to earn a high level of return on property investment 
under the existing rate structure, said the petitioners, adding 
that it had averaged a return of 7.05 per cent in the period 
1939 to 1941, while for 1942 to 1945, it averaged 4.97 per cent. 
Saying that, because of proven earning power and stabilized 
revenue returns over a long period of years, the C. & O. was 
recognized as one of the strongest railroad systems in the 
country, and that its credit standing was excellent, the peti- 
tioners continued: 


Central’s financial picture and its credit standing have been im- 
paired, since 1930, by lack of adequate earning power. Its rate of return 
on investment for the period 1939-1941 was only 2.21 per cent. For the 
period 1942-1945, it was 3.40 per cent. Central profited by the unusual 
volume of traffic available during the war period, but its volume of 
business and revenues fell off sharply in 1946, and it had a net deficit 
in income of approximately $9,500,000 in that year. Central’s impaired 
credit standing is evidenced by the fact that its Refunding & Improve- 
ment Mortgage Bonds, which enjoyed a rating of AAA (in Moody’s 
Investors Service) in the 1920’s, are now rated no better than Ba. Ap- 
proximately 58 per cent of Central’s mortgage bonds are now rated Ba 
or less, while 41 per cent are rated Baa, and approximately 1 per cent 
are rated A. The impairment in its credit standing is also manifested 
by the relatively low prices at which its high interest bonds are selling 
in the market. At the present time, Central has outstanding $108,000,000 
of bonds bearing 5 per cent, $191,000,000 bearing 4% per cent, $6,- 
000,000 bearing 4% per cent, and $224,000,000 bearing 4 per cent. Sink- 
ing funds have been provided for only two of the 66 outstanding issues 
of bonds, notes and guaranteed stocks, and these sinking funds are of 
relatively minor effect. 


Under the present system of regulation, said the petitioners, 
railroad rates must be established at sufficiently high levels to 
permit all carriers to earn at least some return on the invest- 
ment or value of their properties devoted to transportation 
service. Under such a rate structure, they continued, some 
carriers might prosper while others suffered. Unification of a 
relatively prosperous railroad with one not so fortunately situ- 
ated was in the public interest because it tended to provide 
a sounder base for attraction of capital and improvement of 
service, they said. 

After reviewing the claimed advantages of the proposed 
association, the petitioners said it was further believed sub- 
stantial savings could be accomplished through retirement and 
refunding of outstanding debt and that the N. Y. C. credit 
position could be substantially improved. If these expectations 
were realized, they said, the C. & O. and other N. Y. C. stock- 
holders, would benefit through the enhanced investment value 
of its stock and would also benefit by reason of the increase 
in its own traffic that would undoubtedly result from such asso- 
ciation with the N. Y. C. 


All of these benefits could be realized without sacrifice of 
any public interest inherent in effective carrier competition, 
they asserted, adding that there was perhaps as little actual 
competition between the two roads as between any other two 
large railroads in Eastern Territory. No community or district 
would be deprived of competitive transportation facilities ‘even 
if the association presently contemplated should eventually 
blossom into unification.” 


TRAFFIC WORLD 


Grain Rate Reduction, Oklahoma to 
Memphis, Tenn., Protested 


The Fort Worth Grain and Cotton Exchange, Fort Worth, 
Tex., and, by a joint petition, the St. Joseph (Mo.) Grain Ex- 
change, the Board of Trade of Kansas City, Mo., and the 
Kansas-Missouri River Mills, Kansas City, Mo., have asked the 
Commission to suspend items 255-C and 256-C of supplement 
No. 8 to Agent D. Q. Marsh’s I. C. C. No. 3718, published to 
become effective April 15. The protested schedules would re- 
duce the rates on grain and grain products from numerous 
groups in Oklahoma to Memphis, Tenn., when destined to 
points in Southeastern, Carolina, and Mississippi Valley Terri- 
tories, without corresponding reductions from Kansas, or Texas, 
according to the petitioners. 


The reductions proposed from Oklahoma, if permitted to 
take effect, said the Fort Worth petitioner, would disrupt and 
destroy the origin rate relationship fixed by the Commission in 
the Southeastern grain case, 259 I. C. C. 629. That relation- 
ship, it said, was one of the most important issues contested 
by the Texas and Oklahoma shippers and decided by the Com- 
mission. In that proceeding, it continued, the Commission fixed 
a rate of 29 cents for application as a proportional rate from 
the Enid, Okla., group to Memphis and a rate of 33 cents from 
the Amarillo, Tex., group to Memphis on shipments destined 
beyond. It said this established a relationship, Amarillo over 
Enid, of four cents a 100 pounds. Continuing, the Fort Worth 
petitioner said: 





The Commission has not in any way modified its order with respect 
to that relationship and the present rates, although subject to the gen- 
eral increases in Ex Parte 123 and Ex Parte 162, should reflect the 
origin rate relationship prescribed in the southeastern grain case. As 
a matter of fact, the Commission’s decision in Ex Parte 162 states that 
the carriers will be expected to make appropriate revisions in their 
rates after the Ex Parte 162 increases are added thereto so as to re- 
establish the ‘‘rate relationships,’’ etc. As stated above, the Commission 
established a proportional rate from Amarillo to Memphis four cents 
per 100 pounds over the rate prescribed from Enid to Memphis but if 
the reduced rates here proposed are permitted to take effect, the pro- 
portional rate from Amarillo to Memphis would be 40% cents and from 
Enid, Okla., to Memphis it would be 34% cents, a spread of six cents 
per 100 pounds, Amarillo over Enid. We respectfully submit that that 
violates both the spirit and the letter of the Commission’s decision in 
the southeastern grain case. 


The Kansas City and St. Joseph petitioners referred, among 
other things, to the Commission’s supplemental report and 
order in I. and S. No. 4208, Grain to, from and within Southern 
Territory, etc., (see Traffic World, February 22, p. 549) in 
which, they said, the Commission interpreted the order as re- 
quiring a rate of 30 cents, including Ex Parte 123 increases, 
from the Enid group, thus making the rate from the Enid 
group three cents less than from the Wichita group, instead of 
a spread of two cents prescribed in the southeastern case. It 
said.a spread of not more than two cents between the Enid 
and Wichita groups was definitely established and that any 
greater spread would create further undue preference to Okla- 
homa and undue prejudice to Kansas and contravened the Com- 
mission’s order. 

These protestants said the Commission must have had in 
mind two cents as being the proper spread between the two 
groups to Memphis proper and for the south. 


“We do not concede that the rates from the Enid group 
should be any lower than from the Wichita group,” said the 
protestants, “but for the purpose of this protest we make com- 
parisons with the spread of two cents. In the sale of flour and 
millfeed in the south our chief competitors are the mills in 
Oklahoma, and any difference in rates in favor of Oklahoma 
makes it difficult to sell wheat products in the south.” 


PORTLAND TUG ASKS TEMPORARY RIGHTS 


By an application in W-694, Sub. 4TA, Portland Tug & 
Barge Co. asks temporary authority for 180 days to perform 
a towage service from Antioch, Calif., to New Orleans, La. 
The applicant said it had been requested by Green Line 
Steamers, of Cincinnati, O., to tow a de-commissioned river 
passenger steamer from Antioch to New Orleans, for $33,000, 
the tow to depart from Antioch on or about April 10. 


STATES AND EXPRESS RATE CASE 


Commissioner William T. Brooks, of the Arizona commis- 
sion, has been appointed a cooperator in Ex Parte 163, the 
express rate case, replacing Commissioner J. W. Cornell of 
Idaho who has retired from that commission. The other two 
cooperators with the federal commission in this case are Com- 
— Carl W. Reed of Iowa and J. C. Darby of South 
Carolina. 
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April 12, 1947 


Transcontinental Rail and Water 
Intercoastal Proposals Filed 


Transcontinental railroads says they have determined 
it would be feasible to increase rates to the extent 
sought, but not received, in Ex Parte 162. Intercoastal 
water carriers set forth increases they will publish if 
those rail rates are published, and the rates they would 
publish if rail rates permitted. Water carriers say their 
proposal is without prejudice to satisfactory conclusion 
of issues raised in Ex Parte 164. Gulf Conference sub- 
mits “ultimate scale of rates” 


The Transcontinental Freight Bureau and the Intercoastal 
Steamship Freight Association have filed with the Commission 
suggested increased rates on certain transcontinental rail and 
intercoastal water rates. The railroads said they had deter- 
mined to increase their rates to the extent they had asked in 
Ex Parte 162, but which they had not received. The water car- 
riers set out the increases they would publish if that rail plan 
was carried out, and also the increases they would publish if 
the railroad rates permitted. 

The statements were filed in No. 29663, Transcontinental 
Rail Rates; No. 29664, Intercoastal Water Rates; and No. 
29708, All-Water, Water-Rail and Rail-Water Rates Between 
Pacific Coast Ports and Interior Points. Filing of the suggested 
increases followed a conference in Chicago April 1 between the 
rail and water carriers pursuant to a directive issued by the 
Commission to negotiate the matter of increases. The directive 
was issued after the Maritime Commission had obtained from 
the Attorney General of the United States an opinion that such 
a conference between the carriers, if held at the direction of the 
Commission, would not violate the antitrust laws (see Traffic 
World, March 22, p. 879). 

The transcontinental railroads said after careful considera- 
tion of the present understanding of the proposed intercoastal 
rates by the steamer lines to and from the Atlantic and Gulf 
ports, “the rail carriers have determined that it would be fea- 
sible to, at this time, increase the transcontinental rail rates to 
the extent as sought in Ex Parte 162 but which they did not 
receive.” 

The rail rates proposed to be increased, they said, were on 
the commodities eastbound and westbound indicated in appendix 
A attached to the Commission’s order of February 20, 1947, 
such increases to apply from and to the Pacific Coast territory 
and transcontinental groups A to N, inclusive. An attached ex- 
hibit of 15 pages showed present and proposed rail rates of the 
commodities listed in the appendix to the Commission’s order 
of February 20 “‘as were not afforded the full increase sought 
in Ex Parte 162, Increased Railway Rates, Fares, and Charges, 
1946, 266 I. C. C. 537.” 

The railroads said, in making the proposal, they recognized 
there were probably instances where the transcontinental rail 
rates should be further adjusted to or from groups A to N, in- 
clusive. However, they said, time did not permit proposing such 
additional adjustments “which necessarily must take into con- 
sideration relationship between producers or receivers located 
in different transcontinental rate groups.” They said competi- 
tion between shippers forwarding their commodities under trans- 
continental rail rates with shippers located at intermediate 
points where rates were lower than those now applicable on 
transcontinental traffic, as well as other factors of like impor- 
tance, must be and would be considered. They said the trans- 
continental lines would give emergency consideration to further 
readjustment of their rates after the water lines had published 
or publicly announced rates they would establish, each pro- 
posal to readjust transcontinental rates to be covered by Trans- 
continental Freight Bureau application and to be progressed in 
the regular manner, advice being given to the public as to what 
tates were being considered. 


Intercoastal Steamship Proposals 


The Intercoastal steamship association said it was prepared 
at the Chicago conference to furnish the railroads with infor- 
mation regarding a large number of other important commodi- 
ties, but said the representatives of the railroads took the 
Position that the directive of the Commission did not direct or 
authorize any discussion of rates other than those specifically 
— to in the appendices to the orders issued December 12, 


Saying the railroads did not submit any definite program 
or increases “in the admittedly depressed transcontinental 
rates,” and expressing the belief that the railroads would in- 
form the Commission they were prepared immediately to pub- 

h increases reflecting the full measure requested in Ex Parte 
162, the steamship association said, in view of the apparent 
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termination of government operation in that trade July 1, the 
intercoastal carriers were prepared to make prompt publica- 
tion of increases that would reflect the increases published by 
the transcontinental railroads under the program it was under- 
stood by the steamship association the railroads were appar- 
ently willing to follow. The association statement continued: 


Although it is our understanding that there are very few trans- 
continental rates against which there are maximum rate orders, it is 
apparently the position of the railroads that they cannot proceed to 
publication of these increases until and unless the Commission has in 
some manner indicated its assent to such publication. We strongly urge 
that the Interstate Commerce Commission take such prompt action as 
will give the transcontinental railroads whatever authority they deem 
necessary for the publication of increases throughout their tariffs 
which will reflect the increases they desire to publish at this time. We 
respectfully remind the Commission that in addition to sworn testimony 
in Docket 162 by railroad representatives to the effect that all trans- 
continental rail rates are depressed in relation to railroad rates gen- 
erally, this Commission itself has made similar statements in the past, 
particularly in Ex Parte 103, 178 I. C. C. 569. In some instances, despite 
the great increases in costs, transcontinental rates are today lower 
than they were when the Commission made this statement. 


Appended to the association statement were four sheets 
showing eastbound and westbound rates on the commodities 
listed by the Commission on December 12, 1945. The first 
column showed minimum weights of the carload rates on each 
item. The second column showed the present intercoastal rate; 
the third, the intercoastal rate that would be published in the 
intercoastal water tariffs if the railroad rates permitted such 
publication; and the fourth column, the increase the inter- 
coastal carriers were prepared to publish in the event the rail- 
roads published the increases they had indicated they desired 
to publish at the present time. 

“We are also prepared and anxious to follow a similar 
program of publications throughout our tariffs, if the railroad 
program referred to is extended to the entire transcontinental 
set-up, but since we do not know definitely what the trans- 
continental railroads will state to this Commission on April 
7th, and since they limited their discussions with us strictly to 
the commodities enumerated in the appendix, we are limiting 
our attached specific data to such items,” said the Intercoastal 
association. i 

It observed that lumber and iron and steel articles were 
not in column 4 of the appended list of increases. The reason 
for this was, it said, the fact that in Ex Parte 162 the railroads 
received the full measure of the increase requested. The asso- 
ciation said it had not shown specifically all the iron and steel 
rates it desired to publish, adding that “the increases which 
we desire to publish on the other iron and steel items bear the 
normal relationship to the rates desired on items 2125 and 
2020—our basic iron and steel items.” 


Commenting on the proposal, the Intercoastal association 
said: 


Although in some instances the proposed increases shown in column 
4 will result in publication of the rate shown in column 3, this would 
not attain the equitable result sought by the intercoastal carriers in 
these proceedings. The proposed immediate increases sought by us, as 
reflected in column 4, against the proposed immediate rail increases 
will leave the intercoastal carriers non-competitive in considerable ter- 
ritory within reasonable distance from the port cities. It must be re- 
membered that the commodities set forth in the appendix were only 
illustrative of the entire situation and that they include traffic which 
the intercoastal carriers transported before the war, but which they 
have not been able to secure under government operation because of 
the depressed transcontinental rates. It is our belief, however, that 
by publishing these increases against the proposed transcontinental 
immediate increases, if similar treatment is promptly made throughout 
both the transcontinental and intercoastal tariffs, a rate structure will 
result which will permit some measure of private operation after July 
1st, although such private operation will fall far below the level which 
would provide an adequate intercoastal segment of the merchant 
marine. Moreover, any such operation will not be on a profitable basis. 
It follows, therefore, that our presently proposed increases must be 
regarded as without prejudice to proceeding with full vigor to a satis- 
factory conclusion to the issues originally raised in Docket 164. 


In closing, the Intercoastal association reiterated its desire 
to publish immediate increases “throughout our tariffs” similar 
to those set forth in the appendix to its statement, and urged 
the Commission promptly to assent to publication by the rail- 
roads of the full measure of increase sought in Ex Parte 162. 
It said that, on or before April 22, it would inform the Com- 
mission whether or not the proposed transcontinental increases 
on any of the commodities covered by the appendix to the 
statement were sufficient to place such rates on a reasonable 
basis. If similar treatment was given to other commodities in 
the transcontinental tariffs, it said, it would also inform the 
Commission as promptly as possible if any such rate, in its 
opinion, had become a reasonable one, “thereby removing our 
cause for complaint.” 


Some indication of the water carrier proposals may be 
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seen in the rates set forth on iron and steel articles and on 
lumber on which, it was explained, the railroads were asking 
no increases because they had received what they asked, or 
more, in Ex Parte 162. 

On wrought iron pipe, 36,000 minimum, the intercoastal 
statement showed the present rate as 65% cents a hundred 
pounds. The increased rate would be 80 cents, that rate ap- 
pearing in the third column of the water carriers’ proposal, 
which, according to their statement, showed the intercoastal 
rate that would be published if railroad rates permitted such 
publication. 

Minimum weights, present rates, and proposed rates were 
set forth in the water carriers’ proposal, involving other com- 
modities on which the railroads proposed no increase, as fol- 
lows: Wire rods, 36,000 pounds, 54% cents, 70 cents; can stock, 
30,000 pounds, 55% cents, 62% cents; lumber (Item No. 2335), 
30,000 pounds, 68 cents, 70 cents; lumber (Item No. 2250), 
24,000 pounds, 63% cents, 70 cents; structural steel, 36,000 
pounds, 62% cents, 72 cents; sheet and plate, 36,000 pounds, 
62% cents, 72 cents; tin plate, 36,000 pounds, 55% cents, 62% 
cents. 

Gulf Conference Proposals 


On behalf of Luckenbach Gulf Steamship Co. and Isthmian 
Steamship Co., described as the only respondents operating com- 
mon carrier water service between Gulf ports and Pacific Coast 
ports, the Gulf Intercoastal Conference has submitted proposals 
of adjustment in Nos. 29664 and 29708. For interim relief, in 
No. 29664, the carriers based the proposed increases on the 
assumption that the railroads would increase transcontinental 
rates up to the basis sought in Ex Parte 162. 


However, they proposed also “the ultimate scale of rates 
which these water carriers ultimately seek to establish in this 
proceeding.” As to the interim rates, the carriers said the 
position taken by the railroads would not permit any substantial 
upward adjustment at this time in the rates applicable to lumber 
or iron and steel, which they described as two of the most 
important commodities in the intercoastal trade. Although they 
said the position taken by the railroads was “naturally disap- 
pointing,” the water carriers urged immediate granting of 
interim relief on the basis proposed by the railroads, in which 
event, they said, the water lines proposed to file the rates indi- 
cated in an attached schedule. These rates, they said, provided 
for an average increase higher, in cents, than the increases 
proposed by the railroads. This, they continued, would have 
the effect of further impairing the competitive relationship of 
the water lines until such time as fair rate relationships could 
be determined in the proceeding. 


The “limited” rail proposals, said the water carriers, should 
be expanded to embrace all competitive transcontinental rail 
and water rates instead of being limited to those specifically 
set forth in appendices to the Commission’s orders. If so 
expanded, the water lines said they proposed to file increases 
approximating or exceeding those to be filed by the rails for 
all other commodities. 


“Interim” Relief 


In No. 29708, the water carriers said their proposals were 
limited to interim relief only, because of the practical difficul- 
ties in arriving at long-range adjustments in connection with 
joint rates at this time. Proposals would be filed at a later 
date for long-range rates, if permitted by the Commission, they 
said. These later proposals, they added, might involve with- 
drawal of certain of the joint rates to which the Gulf inter- 
coastal carriers, or either of them were parties. Isthmian, the 
proposal said, was not a party to all of the joint tariffs covered 
by No. 29708. The carriers said they believed the interim pro- 
posals in No. 29708 were satisfactory to the connecting carriers 
participating in the tariffs involved, as the rates had been 
developed after consultstion with such carriers, who were being 
requested to indicate their concurrence directly to the Commis- 
sion. Pending such concurrence, the water lines said, the pro- 
posals should be considered as having been advanced solely on 
behalf of the two respondents. 

The interim proposals were made without prejudice, solely 
with the hope of obtaining immediate interim relief in an 
amount sufficient to continue water operations after July 1, said 
the water lines. They said the rates proposed were believed to 
be substantially below fair and reasonable rates, and added that 
rate relationships resulting from the proposals were also be- 
lieved unfair to the water carriers. They looked to appropriate 
“remedial action” in Ex Parte 164 for correction of these im- 
proper rate levels and rate relationships they said, to give effect 
to the inherent advantages of the water carriers. They added 
that ‘‘the recent Supreme Court decision in the Mechling case 
assures ultimate success in this endeavor.’ Meanwhile, they 
said, their precarious position made it necessary for them to 
trade space for time by securing maximum immediate increase 
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in revenue, even at some unjustifiable loss of relative competi- 
tive position. 


Suggested Procedure 


With regard to further proceedings, the water lines sub- 
mitted the following proposals: 


(a) The Commission’s directive of March 17, 1947, should be kept 
open so as to permit the rail and water carriers to confer further dur- 
ing the course of these proceedings with regard to upward rate ad- 
justments. 

(b) The scope of the directive of March 17 should be expanded so 
as to direct negotiations with regard to rates other than those enumer- 
ated in Appendix A to the orders referred to above. While such direc- 
tion is, in our opinion, unnecessary, there has been some indication that 
certain of the railroad respondents hold a contrary view, which has 
hampered and frustrated more effective negotiations for interim and 
long-range proposals herein. 

(c) The railroads’ proposals made on pages 100 and 108 of the 
record of the pre-hearing conference should be treated as being re- 
sponsive to the Commission’s notice of March 17, 1947, which they in 
effect, anticipated. 

(d) The rails should be directed promptly to indicate to the Com- 
mission the rates which they would file in the event that the respondents’ 
long-range proposals as set forth in column 5 of the schedule submitted 
in No. 29664 are approved. The response of the rails to that directive 
should also be treated as proposals made pursuant to the Commission’s 
notice of March 17. 

(e) These proceedings should be considered as revenue cases in 
order to provide interim relief urgently required by the water carriers 
prior to July 1, 1947. The hearing scheduled for April 22 should be 
limited principally to the proposals for interim relief then before the 
Commission, including the proposals suggested in subparagraphs (c) 
and (d) above. Proof on behalf of rail and water line respondents should 
be presented at the opening hearing. Shippers objecting to such interim 
relief, if any, should be required to put in their evidence immediately 
thereafter, in Washington. Briefs should be filed and oral argument 
heard within fifteen days after the close of the hearings. This will per- 
mit action prior to July 1, 1947. 

These proceedings have been pending for over a year. Respondents’ 
need has become increasingly urgent. The suggested increases are 
modest. To resort to the suggested procedure therefore seems to be 
fully justified and indeed necessary if the Commission is to discharge 
its statutory duties to the water lines. 

(f) As an alternative to the procedure suggested above, the Com- 
mission should reconsider and grant the petition filed by these re- 
spondents on January 6, 1947, to the extent such relief does not exceed 
the rates originally requested by the rail carriers in Ex Parte No. 162. 

(g) After interim relief has been granted, the case should proceed 
on all remaining issues as a minimum rate case. 

(h) The increase of transcontinental and intercoastal iron and steel 
rates is largely dependent upon the outcome of the Geneva case. The 
issues involved in the iron and steel rates in this proceeding are very 
similar to those which will be considered in the Geneva case. To save 
time and effort, consideration should be given to the possibility of hav- 
ing concurrent hearings with regard to iron and steel items in both 
proceedings. 


In No. 29664, the proposal of the intercoastal gulf carriers 
on iron and steel articles and on lumber were similar to those 
set forth by the carriers serving the Atlantic and Pacific coasts. 


Rails Protest Limit on Increase 
of Texas Sulphur Rates 


The railroads have asked the Commission to vacate its 
order of March 3, pursuant to its first supplemental report on 
petition of Inland Waterway Corporation, relating to increases 
in rates on Sulphur, in Ex Parte No. 162, Increased Railway 
Rates, Fares, and Charges, 1946. In the supplemental report, 
the Commission found that the increase on sulphur, in carloads, 
from Texas mines to Galveston, Tex., for movement beyond by 
water, should be limited to 15 cents a gross ton (see Traffic 
World, March 15, p. 803). 

The petitioning railroads said the petition of Inland, oper- 
ating Federal Barge Lines, sought “amplification” of the Com- 
mission’s findings and that the Commission had modified its 
findings in the supplemental report substantially as proposed 
by Federal, without comment on the issues raised by the rail 
reply to the Federal proposal. Aside from the grounds alleged 
in their reply, the railroads said the finding was improper on 
the further ground that it went far beyond the issue presented 
by Federal’s petition and resulted in unreasonable and wholly 
unnecessary depletion of their revenues. 

They said Federal dealt specifically with barge transpor- 
tation from. Galveston to destinations on the Great Lakes and 
said substantial volume moved in that service. A very much 
greater volume, the railroads said, moved from Galveston and 
other Gulf ports by intercoastal and ocean steamers to Atlantic 
and Pacific ports and to destinations in foreign countries. Even 
if sound reasons existed for modification confined to barge traf- 
fic, they said, there would be no basis for limiting the increase 
in the rail rate from mines to Galveston when the traffic moved 
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beyond by other types of water carrier and to destinations 
other than on the Great Lakes. 

The railroads said the Commission found if the rail rates 
to Galveston and the barge rates were subjected to the full 
authorized increase, the spread between the rail-barge and all- 
rail rates from the mines to the Great Lakes destinations would 
be materially decreased, and that Federal had claimed this 
would adversely affect its participation in the sulphur traffic. 
No such result would follow in the case of traffic moving beyond 
Galveston by steamer to Atlantic and Pacific ports and to for- 
eign destinations, they said, because the combination of rail 
rates to Galveston and water rates beyond, including incidental 
costs, waS so much less than the all-rail rates to such domestic 
destinations that the addition of the full increase to the rail 
rates to Galveston would not materially affect the relative levels 
of the all-rail and rail-water rates. On export traffic, they saia 
the problem was not involved at all. 

Within a relatively short time the rail carriers said they 
would be handling the normal 15 per cent of the traffic, the 
bulk of which would be from the mines to Galveston. Permis- 
sion to increase all-rail rates from the mines to Atlantic, Pa- 
cific and Great Lakes destinations consequently became “a 
relatively empty victory,” they said, while a limitation on the 
increase in the rates from mines to Galveston assumed serious 
proportions. These matters were not presented by Federal’s 
petition and could not be developed in the consideration of 
Federal’s narrow request for “amplification” of the Commis- 
sion’s findings, they said, adding that these matters on which 
the Commission should be fully advised before issuing an order 
concerning application of authorized increases in rail rates on 
sulphur. 

They said the rail rates in question were among the lowest 
that could be found, saying they maintained rates from New- 
gulf to Galveston as low as the Commission had prescribed on 
sand and gravel, ‘“‘a much less valuable commodity.” Yet, they 
said, the Commission would deprive them of 6 cents of the 21- 
cent increase authorized. 

They asked vacation of the order and denial of the Federal 
petition; or, in the alternative, that the effective date of the 
order be postponed and a hearing be had, with reconsideration 
of the petition and order. 


KAISER NOT TO MAKE FORMAL COMPLAINT 


Kaiser Co., Inc., through its attorney Thomas K. McCarthy, 
has informed the Commission it will make no decision on the 
suggestion made by Chairman Aitchison that the company might 
have an “approximate synchronization” of investigation of 
rates to and from the Fontana, Calif., plant of that company, 
with the investigation of the reduced rates under investigation 
in I. and S. No. 5464, Iron and Steel, Utah to Pacific Coast 
Points (see Traffic World, April 5). 


The attorney said there had been discussions with the 
carriers and other interested parties since hearing in I. and S. 
No. 5464, with respect to adjustment of the Fontana rates in 
line with reductions made for the Geneva plant, and that further 
meetings were being arranged. Because of the willingness of 
the carriers to enter into further negotiations, giving rise to 
hope that a voluntary adjustment could be effected insofar as 
the Kaiser interests were concerned, Mr. McCarthy said “we 
are . . . reluctant at this time to take any additional steps 
which might be inconsistent with or impeded our present course 
of action.” - . 

If negotiations were not satisfactory, he said, there could be 
a decision as to whether or not to make a formal complaint. 
He concluded by saying “we will, of course, continue to take 
part in the present investigation unless and until a satisfactory 
adjustment can be worked out on our own rates.” 


NEBRASKA CORN MOVEMENT 


John A. Kuhn, traffic manager of the Omaha (Neb.) Grain 
Exchange, has called attention to the fact that in the hearings in 
No. 29669, Car Service—Freight Cars, he quoted a Department 
of Agriculture official as saying there were 11,500,000 bushels 
of corn to be moved in Nebraska from March 17, to May 1, 
1947. Mr. Kuhn was incorrectly reported in the Traffic World 
as saying this amount of corn would be available for movement 


oa of Nebraska “this year” (see Traffic World, March 29, p. 
04). 


LARCENY AMENDMENTS PASSED BY HOUSE 


The House has passed and sent to the White House S. 363, 
amending Section 3 of the act of July 24, 1946, broadening the 
prohibitions against larceny in interstate commerce. The 
amendatory bill inserts in Section 3 of the 1946 act (Public 
Law 534, 79th Congress) three words unintentionally omitted 
from that section (see Traffic World, Feb. 1, p. 343). 
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Truck Anti-Racketeering Law 
Inadequate, House Unit Says 


In the present state of federal anti-racketeering legislation, 
goods shipped in commerce were bereft of protection once their 
journey in commerce came to an end, the anti-racketeering 
subcommittee of the House committee on expenditures in the 
executive departments stated in its first intermediate report on 
its investigation of the effectiveness of the so-called Hobbs 
amendment in suppressing racketeering. 

The Hobbs amendment to the federal anti-racketeering stat- 
ute, the subcommittee observed, became law on July 3, 1946. 
It said that the Hobbs bill had its impact only on “robbery” 
and “extortion” (as those terms were especially defined for the 
purposes of the act) committed in such a way as to obstruct, 
delay, or affect commerce of the movement of any article in 
commerce. The subcommittee said that introduction of the 
Hobbs bill, in the first instance, followed the handing down 
of a Supreme Court decision setting aside conviction of a local 
and of individual members of a teamsters union on charges of 
conspiracy and racketeering, filed after they had lain in wait 
for trucks passing from New Jersey to New York and, by 
violence or threats of violence, had forced the truck operators 
to pay for movement of the trucks into New York by members 
of the union. 

“The effect of the (Supreme) Court’s decision,” the sub- 
committee continued, “was such as to virtually disarm federal 
law-enforcement officials and render them impotent to deal 
effectively with the corruption they sought to suppress. ... The 
Congress .. . failed to reckon with the artfulness of those at 
whom it (the Hobbs bill) was leveled and, notwithstanding 
the passage of the Hobbs amendment to the federal anti- 
racketeering statute, racketeering has in fact been carried on 
by gangsters operating in the guise of officials and agents of 
local unions and, from the standpoint of collecting tribute, 
operating successfully. .. .” 


Study of Philadelphia Situation 


The subcommittee’s intermediate report dealt at length with 
information it had obtained in hearings held in Washington and 
Philadelphia in its investigation of alleged racketeering activities 
in connection with unloading and further handling, sale and 
distribution of carlot or truckload shipments of farm produce 
at the railroad terminal or the Dock Street market in Phila- 
delphia. 

“Farmers, merchants, and business firms,’ the subcommit- 
tee said, ‘“‘were not the only victims of the individuals who con- 
federated with one another in the domination of the union and 
the trade associations they utilized in conducting their ex- 
actions—the record convincingly establishes that dues—paying 
members of the local itself were mercilessly victimized by arbi- 
trary and oppressive fines peremptorily levied without charges, 
hearing, or trial and by the filching of the income and the funds 
of the local’s treasury. So complete was the rule and reign 
of these persons that Philadelphia’s produce market was per- 
vaded by a purposefully generated and carefully nurtured atmos- 
phere of intimidation and coercion, equally oppressive to man- 
agement and labor alike, and so powerful as to cause commerce 
to haul or flow at the arbitrary whim and fancy of those who 
exerted that authority.” 


The subcommittee named several individuals who, it said, 
dominated the Philadelphia produce business through a team- 
sters union local and a Haulers’ Association. It cited many 
instances of alleged boycotts and other union activities result- 
ing in destruction of produce and losses to merchants who failed 
or refused to cooperate with the union leaders. 


Deficiency of Present Protection 


“It avails a farmer in North Carolina or elsewhere little 
that his truckload of melons is safeguarded by federal statutes 
on its journey to a market in a distant state, if, upon reaching 
its destination, a toll in any form or guise may be enacted as 
a condition precedent to its unloading, handling, sale, or dis- 
tribution,” said the subcommittee. 


“The activities of those who reigned over Philadelphia 
produce markets, and the wasteful and costly expense incident 
thereto, point up the need for more adequate federal law to 
prevent the frustration of the purposes for which commerce 
exists. Unless needed protection is afforded the stream of 
commerce will dry up at its source and cease to exist except 
by the grace of such elements... .” 

The subcommittee urged appropriate committees of Con- 
gress to give immediate consideration to revision of the federal 
criminal laws so as to bring about protection of the nation from 
“the type of evil which was visited upon the city of Phila- 
delphia,” so as to protect employes and members of labor unions 
from oppression, domination and control by subversive elements, 
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and so as to protect goods moving in commerce for the purpose 
of sale or distribution to consumers “by. prohibiting, except 
under penalty of law, the asking, demanding, receiving, or pay- 
ment of any sum of money under any pretext or guise whatever 
as a condition to their unloading, handling, sale, or distribution.” 


Relationship of Higher Express, 
Parcel Post Charges Outlined 


So far as the rate relationship between parcel post and 
express was concerned, there seemed to be no impediment to 
the establishment of parcel post charges on a basis that would 
be entirely self-sustaining, said Kinsey N. Merritt, of Elizabeth, 
N. J., vice president in charge of traffic of the, Railway Express 
Agency, in testimony he presented before the Senate civil serv- 
ice committee April 8 at a hearing on Post Office Department 
proposals to increase postal rates to the extent necessary to 
avoid deficits in its future operations. 

Mr. Merritt said he appeared before the committee on in- 
vestigation of its chairman, Senator Langer, of North Dakota, 
for the purpose of trying to present a “quick picture” of the 
relationship between parcel post rates and charges and the 
rates and charges for express service. He noted that the ex- 
press agency had obtained increases in its rates and charges 
in 1946 and added that if the further increases in express rates 
and charges for which the R. E. A. had filed application with 
the Commission were approved by the Commission (see Traffic 
World, March 15, p. 805), the present spread between parcel 
post and express charges would be substantially increased. 


The present minimum charge for handling a one-pound 
package by express was 65 cents, and this applied to the first 
seven parcel post zones, Mr. Merritt said. To the eighth parcel 
post zone, he said, the present express minimum charge for 
a one-pound package was 70 cents. Under the supplemental 
petition for higher express rates, he continued, the minimum 
charge would range from 76 cents in the first zone to 89 cents 
in the eighth parcel post zone. The present parcel post rate 
for a one-pound package in zone 1, he said, was 9 cents, while 
the proposed parcel post rate was 14 cents. 

After observing that the average weight of parcel post pack- 
ages was 4% pounds, Mr. Merritt said that the present parcel 
post rate for a five-pound package in Zone 1 was 14 cents 
and the proposed parcel post rate on such a package was 21 
cents, while the present express rate for a five-pound package 
in Zone 1 was 65 cents, and the proposed express rate on such 
a package in that zone was 80 cents. A similar situation ap- 
plied with respect to rates to Zone 2, except that the differential 
between parcel post and express rates was even greater than 
in Zone 1, he said. He added that to Zone 3 there was the 
same wide spread in the low weighted packages, while as to the 
high weighted packages the differential was not as great as in 
Zones 1 and 2, though the differential was still a large one. 
He made his comparisons on the basis of shipments from New 
York City to representative points in parcel post zones, after 
noting that those zones ranged from 300 to 400 miles in width, 
while the express “blocks” were only 50 miles wide. 


“The rates in Zone 4,” he said, “present an interesting pic- 
ture. To that zone a five-pound package carries express charges 
about three times higher than the parcel post charge, but in 
the higher weights the present express charge for 70 pounds 
is 74 cents higher than the present parcel post charge, and the 
proposed charge for 70 pounds is $3.83 against a proposed parcel 
post rate of $2.77, or a spread of $1.06.” 


In every case, he said, low weighted packages carried par- 
cel post charges that presently or under the increased rates 
proposed by the Post Office Department would be only a frac- 
tion of the present and proposed express rates. He stated that 
there were a few instances where, as the haul increased, the 
spread between the parcel post rate and the express rate was 
not so great, and a “very few’ instances where the charges for 
the two services ‘just about meet one another.” A 70-pound 
package moving by parcel post from New York to San Fran- 
cisco, in Zone 8, he said, carried a charge of $7.97 as compared 
with the present express rate of $10.09. The proposed parcel 
post rate, he added, was $7.985 as compared with a proposed 
express rate on a 70-pound shipment to San Francisco of $10.31. 


HOUSE UNIT FLIES TO WEST COAST 


Chairman Wolverton, of the House interstate and foreign 
commerce committee, 15 other members of the committee, the 
committee clerk, Elton J. Layton, and three members of its 
technical advisory staff left Washington early April 7 aboard 
a United Air Lines plane, bound for Arcata, Calif., where the 
committee delegation planned inspection of the Navy-operated 
Arcata landing field, north of San Francisco, said to be the 
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only landing field in this country at which the instrument land- 
ing system (I. L. S.), ground control approach (G. C. A.), fog 
dispersal equipment (FIDO), and other modern air navigation 
aids were in integrated operation. 

The House committee group flew to Arcata on a plane 
described by United Air Lines as the counterpart of its main- 
liner, “Age of Flight,” by which a new transcontinental speed 
record of 6 hours, 47 minutes and 13 seconds had been estab- 
lished a few days earlier. The group was expected to return 
to Washington April 12 or 13. 

The west coast survey trip of the committee followed a 
series of hearings it held on the subject of aircraft accidents 
and means of bringing about greater safety in aviation. 


Cunningham Bill Would Authorize 
Extensive Highway Research 


By introduction of H. R. 2838, Chairman Cunningham, of 
the subcommittee on roads of the House public works com- 
mittee, has proposed authorization of an extensive program of 
highway research, covering, among other things, investigations 
and experiments in the best methods of road making and 
studies of methods of road repair and maintenance suited to 
the needs of different localities. 


The bill would amend section 21(1) of the federal highway 
act of 1921 by providing that not more than 3% per cent a 
year of the moneys authorized to be appropriated for appor- 
tionment under provisions of that act might be used by the 
Federal Works Administrator for administering the provisions 
of H. R. 2838 and for carrying on necessary highway research 
and investigational studies independently or in cooperation 
with state highway departments and other research agencies 
and for publishing the results thereof. Another section of the 
bill would authorize any U. S. government department or 
agency to transfer to the Federal Works Administrator, with- 
out reimbursement, any lands now used or that might be used 
for road purposes, and the administrator would be authorized 
to retain title in the United States to any lands acquired in 
the name of the U. S. under section 14 of the defense highway 
act of 1941. 

Section 3 of the bill would authorize appropriations for 
expenditure by the Public Roads Administration, in carrying 
out provisions of the act of 1916, providing for U. S. aid to the 
states in construction of rural post roads, and the act of De- 
cember 26, 1941 (55 Stat. 860) for a large assortment of re- 
search, study and investigation projects. One of those projects 
is one for “cooperation with the several governments, members 
of the Pan American Union, in the survey and construction of 
the Inter-American Highway without regard to section 3709, 
Revised Statutes.” 


Hoffman Bill Aimed at Unions’. 
“Limit” for Auto Haulers 


Representative Hoffman, of Michigan, has introduced H. R. 
2949, a bill described by him as “an answer to the unions’ prac- 
tice to limit the capacity of haulers of automobiles, which prac- 
tice tends to lessen the supply and delivery of new cars to the 
west coast.” 

The bill would make it unlawful, by the use, or threat of 
the use of force, violence, intimidation, duress or other means 
(1) to coerce or compel, or attempt to coerce or compel, any 
person to limit the quantity or weight of property being or to 
be transported by such person in or on any motor vehicle in 
interstate commerce; (2) to coerce or compel, or attempt to 
coerce or compel, any person to join or agree to join any labor 
organization or other organization or to pay or agree to pay 
any fee or any other thing of value, as a condition to being per- 
mitted, in the transportation of property by motor vehicle in 
interstate commerce, to enter or depart from any territorial 
unit or area. 


Under further provisions of the bill, an individual convicted 
of violation of its provisions would be punished by imprisonment 
—— more than one year or by a fine of not more than $1,000, 
or both. 


WITHDRAWAL OF ST. LAWRENCE TREATY 


In a message he sent to the Senate on April 8, President 
Truman designated a number of treaties that he said he desired 
to withdraw since they had become obsolete because of changed 
conditions since they had been submitted to the Senate or be- 
cause the situation with respect to them would be clarified if 
they were withdrawn for further study and consideration in 
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the light of more recent developments and then, if found advis- 
able, resubmitted with a fresh appraisal of their provisions. 

Among the treaties the President said he desired to with- 
draw was the treaty between the United States and Canada for 
the completion of the Great Lakes-St. Lawrence Deep Water- 
way, Signed at Washington July 18, 1932. That treaty failed: 
of ratification by the Senate but was not withdrawn. An “agree- 
ment” between the United States and Canada, was executed in 
March, 1941, and legislation for congressional approval of the 
1941 agreement is now pending in Congress... 


“FISHING BOAT” TRANSPORTATION TAX 


Representative Sasscer, of Maryland, has introduced H. R. 
9975, to exempt from the federal tax on passenger fares 
“amounts paid for transportation in a boat where the trans- 
portation takes place for the sole purpose of fishing from the 
poat in which such transportation is furnished.” 


Brewster Bill Revives Issue 
on Airport Funds Channeling 


Senator Brewster, of Maine, chairman of the aviation sub- 
committee of the Senate interstate and foreign commerce com- 
mittee, has introduced S. 1038, proposing seven amendments to 
the federal airport act, including one under which federal-aid 
funds for airport improvement or construction would be chan- 
neled through state aeronautical agencies or, in the absence of 
such agencies, through the chief executives of the states. 

The other six amendments proposed by the Brewster bill, 
it was stated by a spokesman for his subcommittee, were of a 
technical nature and had been requested by the Civil Aero- 
nautics Administration. 

When provisions of the federal airport act were subjected 
to debate in the House and Senate, controversy centered on 
the method of allocating the act provided for channeling fed- 
eral funds to the states. As enacted the act provided for chan- 
neling of funds directly to the municipalities or other commu- 
nities by which the money was requested. 

Section 6 of the Brewster bill would amend section 14 of 
the federal airport act by inserting after the second sentence 
thereof the following new sentence: 


In order that such funds may be expended in conformity with state 
plans and programs for airport construction, all United States sums 
thus apportioned for expenditure in the states shall be allotted to each 
state airport agency, or pending the establishment of such an agency, 
shall be allotted to the chief executive of the state, and the state air- 
port agency, or the chief executive of the state, shall accept, receive, 
receipt for, and administer such funds. 


It was stated that laws have been enacted in 15 states re- 
quiring administration of federal-aid airport funds by state 
aeronautical agencies. 


Wolverton Sees Aid for U. S. Labor 
in “Chosen Instrument” Airline 


From the viewpoint of American labor, his bill (H. R. 
2827) and like bills introduced by his colleagues, to establish a 
“chosen instrument” airline as a cooperative enterprise of 
American transport agencies and as the representative agency 
of the United States in foreign air transport, constituted ‘our 
application of the old adage of ‘in unity there is strength,’ ” 
said Chairman Wolverton, of the House committee on interstate 
and foreign commerce, in a statement issued by him, explain- 
ing the provisions and objectives of H. R. 2827 (see Traffic 
World, April 5, p- 1105). 

He declared that determination of what American policy 
should be with respect to overseas aviation was one of extreme 
Importance; that a “rapidly developing” situation made imme- 
diate consideration of the subject imperative; that delay for 
any appreciable time could result in disadvantages of a serious 
character to American aviation, shipping, and other interests, 
and that “time is of the essence.” He noted that there were 
differences of opinion concerning proposals to establish an 

erican-flag airline to represent this country in overseas air 
transport, and that some contended that American steamship 
lines must have the privilege of entering the field of aviation 
in connection with overseas routes they now operated. 

“Thus” he continued, “it can be readily seen that there is 
heed for congressional action to clear the atmosphere of con- 
flicting viewpoints and determining what shall be our Amer- 
lean policy in this important matter. The question of national 
Interest from the standpoint of national defense is also involved 
and cannot be overlooked.” 

His statement, in part, continued as follows: 
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In introducing a bill to create a unified American merchant marine 
of the air, I also have in mind that American labor in the aviation 
field is coming under a three-pronged attack from low-wage standard 
foreign countries. The government-owned foreign airline monopolies 
and cartels are showing real strength on the transocean air routes. 
Furthermore, these foreign airlines have been authorized to cross the 
United States and to pick up foreign traffic at certain inland points, 
which means that they will to some extent be operating in parallel 
competition with our domestic airlines. The United States flag airlines 
have cut back, or cancelled, order for new aircraft in the American 
factories, and the development of new transport aircraft has almost 
ceased. American labor suffers in every step of this destructive process. 
The bill which I have introduced .. . is offered as a feasible solution 
of this unfortunate situation. . . The bill carefully provides for 
recognition of collective bargaining contracts and employment rights. 
The bill also seeks to put American strength behind American avia- 
tion. . 





AIRLINE-MOTOR JOINT SERVICE BILL 


The House has passed and sent to the Senate H. R. 2109, 
amending the Civil Aeronautics Act of 1938 so as to remove 
existing legal technicalities standing in the way of establish- 
ment of through connecting service performed jointly by air- 
lines and motor carriers (see Traffic World, March 22, p. 893). 


New Railroad Passenger Service 


The Illinois Central Railroad’s new streamlined. all-coach 
luxury, day speedliner, scheduled to begin regular operation 
between Chicago and New Orleans on April 27, will make a 
preview exhibition tour of 33 stations along its future route, 
beginning April 15, the railroad has announced. The operation 
of the new train will require two complete sets of equipment, 
one set leaving each terminal daily. The 921 miles will be cov- 
ered in fifteen hours fifty-five minutes, with departure and 
arrival on the same day and with 19 stops en route. These 
trains will each consist of six brand new luxurious coaches, 
a diner, a diner-lounge, a baggage-dormitory car, a mail and 
express car and an observation-bar-lounge. 

Rock Island’s Imperial 


The Rock Island Lines’ new standard sleeper and through 
chair car service was put in service between Chicago and San 
Diego on the Imperial, one of the road’s three daily trains over 
the Golden State Route between Chicago and Los Angeles. 
The new service cuts nine hours off the time provided formerly 
by the Californian. 

New Haven’s Pilgrim Tours 


Pilgrim Tours, available for all or part of the Easter holi- 
days, have been put on sale by the New Haven Railroad. These 
all-expense tours, which last from three to ten days, take the 
vacationist to the Berkshires, the Green Mountains, the White 
Mountains and the Laurentians. Twenty tours are avaialble. 
One ticket takes care of all major expenses such as meals on 
trains, sight-seeing trips and other travel details. 


U. P. Service 


The Union Pacific Railroad on April 1 discontinued oper- 
ation of its tourist sleeping cars in all regular main line trains 
operating between Chicago and Portland-Spokane, with the 
intention of eliminating this type of service on all regular trains 
to other Pacific coast points as quickly as possible, President 
G. F. Ashby announced. The U. P. has more light-weight 
coaches and sleeping cars on order, which will be put into 
service immediately upon delivery, he said. The tourist sleep- 
ing car is an outgrowth of the old emigrant car, and is an 
antiquated, outmoded type of railroad equipment, stated Mr. 
Ashby. 


PLANTATION PIPELINE SOLD 

The 180-mile plantation pipeline extension, built as a war 
measure to carry petroleum products from Greensboro, N. C., 
to Richmond, Vat, has been sold to the Keystone Pipe Line Co., 
Philadelphia, Pa., for $492,940 cash, the War Assets Adminis- 
tration has announced. 

Cost of replacing the line in its present condition was esti- 
mated at $2,472,000. However, W. A. A. said, there was no 
peace-time demand for the property that would justify such an 
expenditure. The purchaser planned to relocate the line for use 
in connection with other company operations, it added. 


DIAGRAPH BRADLEY’S PHILADELPHIA OFFICE 


A new Philadelphia office, with facilities for display and 
repair work, has been opened by Diagraph Bradley Stencil 
Machine Corporation. The new office will be directed by Wil- 
liam J. Eilerman. A complete stock of stencil machines, stencil 
ink, stencil board and other shipping room supplies will be 
maintained for the convenience of Pennsylvania customers, it 
was announced. 
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District Court Told to Decide 
“Dollar Lines” Case on Merits 


In an opinion written by Justice Douglas and handed down 
April 7 in No. 207, Emory S. Land (Chairman, United States 
Maritime Commission, Howard L. Vickery (Vice Chairman, 
United States Maritime Commission, et al., Petitioners, vs. 
R. Stanley Dollar, Dollar Steamship Line, The J. Harold Dollar 
Estates Company, et al., the Supreme Court of the United 
States affirmed the U. S. Court of Appeals for the District of 
Columbia and remanded the case to the federal district court 
below for decision of the case on the merits. 

In their suit in the district court, the Dollar interests 
sought to enjoin sale of stock of American President Lines, 
Ltd., by the Maritime Commission and to effect return of the 
stock to the Dollar interests. The district court, after a hear- 
ing, dismissed the complaint, on its own motion, with prejudice, 
on the ground that the suit was one against the United States. 
The U. S. Court of Appeals reversed. 

“Petitioners are present and former members of the United 
States Maritime Commission,” said Justice Douglas. “Respond- 
ents are stockholders of Dollar Steamship Lines, Inc., Ltd. 
(Dollar of Delaware), whose corporate name was changed to 
American President Lines, Ltd., subsequent to the execution 
in 1938 of a contract out of which the present litigation arises. 
By 1937 Dollar of Delaware was in difficult financial straits. 
The problems confronting it and the various steps taken to 
remedy the situation need not be recapitulated here. It is suf- 
ficient for purposes of the various questions presented by this 
case to say that the commission and respondents entered into a 
contract in 1938 by which respondents delivered their common 
stock in Dollar of Delaware, endorsed in blank, to the commis- 
sion; and the commission released some of respondents from 
certain obligations and agreed to grant Dollar of Delaware an 
operating subsidy and to make a loan to it and to obtain for it 
another loan from the Reconstruction Finance Corporation. 


“The subsidy was granted and the loans were made. By 
1943 American President Lines, Ltd., had fully repaid all in- 
debtedness due the United States. Respondents thereupon de- 
manded return of their shares of stock from the then members 
of the commission, claiming that the shares had only been 
pledged as collateral for a debt which had been paid. The 
members of the commission refused to surrender the shares, 
claiming that they had not been pledged under the 1938 con- 
tract but transferred outright. Acting on that theory the com- 
mission had indeed offered the shares for sale and had under 
consideration substantial offers to purchase them. Thereupon 
respondents instituted the present suit . . . claiming that peti- 
tioners were unlawfully in possession of respondents’ stock and 
illegally withholding it. The prayer was the petitioners be 
restrained from selling the shares and be directed to return 
them to respondents. Respondents moved for a preliminary 
injunction. Petitioners submitted affidavits opposing the mo- 
as 


Disregard of Commission’s Affidavits 


Facts asserted in the affidavits, Justice Douglas said, sup- 
ported the view that the 1938 contract called for the outright 
transfer to the commission of the Dollar shares, and not for 
their pledge. ° 

“We put the affidavits to one side for two reasons,” he 
continued. “In the first place, the function of the affidavits was 
to oppose the motion for a preliminary injunction. . . . We do 
not think the district court in fact relied on the affidavits in 
dismissing the complaint. In the second place, although as a 
general rule the district court would have authority to con- 
sider questions of jurisdiction on the basis of affidavits as well 
as the pleadings, this is the type of case where the question 
of jurisdiction is dependent on decision of the merits. .. .” 

In further discussion of the issues presented, Justice Douz- 
las said, in part: 


The ‘‘essential nature and effect of the proceeding’’ may be such 
as to make plain that the judgment sought would expend itself on the 
public treasury or domain, or interfere with the public administration. 
. . . If so, the suit is one against the sovereign. . . . But public officials 
may become tort-feasors by exceeding the limits of their authority. And 
where they unlawfully seize or hold a citizen’s realty or chattels, re- 
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coverable by appropriate action at law or in equity, he is not relegated 
to the Court of Claims to recover a money judgment. The dominant 
interest of the soverign is then on the side of the victim who may 
bring his possessory action to reclaim that which is wrongfully with- 
held. 

It is in the latter category that the pleadings have cast this case, 
That is to say, if the allegations of the petition are true, the shares of 
stock never were property of the United States and are being wrong- 
fully withheld by petitioners who acted in excess of their authority as 
public officers. If ownership of the shares is in the United States, suit 
to recover them would of course be a suit against the United States, 
But if it is decided on the merits either that the contract was illegal 
or that respondents are pledgors, they are entitled to possession of the 
shares as against petitioners, though, as we have said, the judgment 
would not be res judicata against the United States. ... 

We intimate no opinion on the merits of the controversy. We only 
hold that the district court has jurisdiction to determine its jurisdiction 
by proceeding to a decision on the merits. 


Substitutions of Defendants 


With respect to motions by the Solicitor General to sub- 
stitute as defendants the new members of the Maritime Com- 
mission for those who were no longer members of that body, 
Justice Douglas said: 


We added the new members as petitioners-defendants, and dis- 
missed as to a deceased member, but reserved decision as to the other 
former members. . . . A majority of those joining in this opinion are 
of the view that it is more appropriate that both motions be considered 
by the district court. The questions have not been briefed or argued 
here. Moreover, the present record may not present all the facts neces- 
sary for disposition of the motions. Accordingly, we vacate the order 
of substitution which we entered, so that the district court may, on 
remand of the cause, pass on the motions unembarrassed by any action 
here. ... 


Views of Justice Reed 


Justice Reed, in a concurring opinion, said that, as he 
thought that this proceeding stated a cause of action against 
the Maritime Commission, he did not agree with the manner 
of disposition of the proceeding. He disagreed with an analogy 
drawn by the majority between the instant case and that of 
United States vs. Lee, 106 U. S. 196. 

“In the Lee case,” he said, “an action in ejectment was 
brought to recover possession of land from officers of the 
United States who were wrongfully in possession of the land. 
That suit was not brought against the United States to compel 
the United States to retransfer title to the complainants or to 
quiet title in those who claimed against the United States. In 
United States vs. Lee, the officer of the United States could 
be ejected from the real property involved without loss of title 
or right of possession to the United States. That is not the 
result in this case. A piece of paper, the stock certificate, will 
be taken from the hands of the Maritime Commission and 
placed in the hands of plaintiffs by a court decree, if plaintiffs 
are successful. . . . Whether the Maritime Commission holds 
the property by title unchallenged by the plaintiffs or chal- 
lenged by the plaintiffs cannot, it seems to me, be determina- 
tive as to the necessity of making the commission a party. .. .” 


I. C. C. Asks Dismissal of Suit 
Involving Higher-Rated Motor Route 


The Commission has filed in the New Jersey federal dis- 
trict court a motion to dismiss, because of improper venue, 4 
suit brought by Ontario Freight Lines Corporation, Syracuse, 
N. Y., to set aside an order of the Commission, division 2, in 
MC C-407, Great Atlantic & Pacific Tea Co. vs. Ontario Freight 
Lines Corporation, in which the division found unjust and un- 
reasonable Ontario’s practice of transporting groceries over its 
local interstate routes instead of over its lower-rated local 
intrastate routes (see Traffic World, March 22, p. 890). The 
Commission has until May 5, to file a brief on the motion. 

Referring to a statutory provision that the venue of any 
suit brought to enforce, suspend, or set aside a Commission 
order should be in the judicial district in which resided the 
ved on whose petition the order was made, the Commission 
said: 


It was upon the ‘“‘petition’’ of the Great Atlantic & Pacific Tea Co. 
with headquarters in New York, N. Y., that the (Commission’s) report 
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of March 12, 1946, here under attack was made, consequently the venue 
js improperly laid, this court has no jurisdiction and should dismiss 


the complaint forthwith. 


The Commission said its action was in the nature of an 
ancillary proceeding in a suit pending in the New York federal 
northern district court, filed by Ontario against A. & P. for 
collection of undercharges in connection with alleged failure 
of A. & P. to pay Ontario certain charges for interstate ship- 
ments of groceries from New York to Syracuse. It said further 
proceedings that had been held in abeyance awaiting the Com- 
mission’s report of March 12, 1946, should proceed if the Com- 
mission’s action was ultimately held subject to judicial review 
in the New York court, “whose jurisdiction the Ontario Freight 
Lines Corporation, the complainant here, originally invoked.” 
The Commission added: 


As the court will judicially note, the Great Atlantic & Pacific Tea 
Co. is a nationwide organization and if a suit to set aside an order of 
the Commission can be brought in any judicial district wherein one 
of its stores is located, the situs of the action would in many instances 
pe far removed from the subject matter of the litigation. 


APPLICATION OF CARRIERS TAXING ACT 


By denial of a petition for a writ of certiorari in No. 1077, 
Pacific Electric Railway Co., a Corporation, Petitioner, vs. 
United States of America, the Supreme Court of the United 
States on April 7 left in effect a decision of the U. S. Circuit 
Court of Appeals for the Ninth circuit by which the Pacific 
Electric Railway Co. was required to make tax payments under 
the carriers taxing act with respect to one-half of the total 
compensation paid to employes engaged in operation of busses 
of the Los Angeles Motor Coach Lines, which the Pacific Elec- 
tric operated in conjunction with the Los Angeles Railway 
Corporation. The latter corporation paid social security taxes 
with respect to half of the compensation of the bus line em- 
ployes. Pacific Electric filed a claim for refund of the taxes 
paid by it under the carriers taxing act for the years 1937- 
1940, claiming that the Los Angeles Motor Coach Lines em- 
ployes were not its own employes. The Commissioner of In- 
ternal Revenue denied the claim, the federal district court of 
jurisdiction held for Pacific Electric, but the appeals court re- 
versed, holding that the employes in question were joint em- 
ployes of the Pacific Electric Railway Co. and of the Los An- 
geles Railway Corporation. 


ALTON PLEA TO I. C. C. APPROVED 


Federal Judge John P. Barnes, of Chicago, on April 8 
granted reorganization managers of the Alton Railroad per- 
mission to petition the Commission for authority to put the 
reorganization plan into effect. The court also authorized per- 
petuation of the old charter of the Kansas City, St. Louis & 
Chicago Railroad as an adjunct of the Alton by amending its 
charter to conform to Missouri statutes. 

_ Kenneth Burgess, attorney for the reorganization com- 
mittee, stated at the hearing that absorption of the Alton by 
- + Mobile & Ohio Railroad would be consummated by 
une 1. 


Non-Operational Trucking Employes 
Claim Wage-Hour Law Overtime 


A court case that may eventually decide whether non- 
operational employes of trucking companies are subject to the 
wage and hour law or to the jurisdiction of the Interstate Com- 
merce Commission was argued the week of March 31, before 
Judge Walter Lindley in the federal district court at Danville, 
Il. The case involves the Hayes Freight Lines, Mattoon, II1., 
which is being sued for $12,500 plus damages by 18 mechanics 
and garage employes for allegedly unpaid overtime in the period 
from April, 1938, to October, 1943. 

Many trucking employes have contended that most non- 
operational personnel are subject to the wage and hour law, 
with overtime payable for work beyond 40 hours a week, and 
anumber of suits have been filed throughout the nation seek- 
Ing backpay for overtime. 

David Axelrod, of Chicago, counsel for Hayes, asserted 
before Judge Lindley that the plaintiffs were not engaged in 
the production of goods within the meaning of the fair labor 
standards act because the company operates as a service indus- 

in common carrier transportation. 

_ The defendant further contended that the claims dated 
Prior to five years before the filing of the suit, and hence were 
outlawed by the Illinois statute of limitation. In addition, at- 
tention was called to the bill now pending in Congress involving 
portal-to-potral claims, which, besides outlawing such suits, 
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rovides for limiting actions arising under the wage and hour 
aw. 

It was also argued that the work of the employes in the 
suit affected the safety and operations of equipment and that 
therefore the employes involved were under the jurisdiction 
of the Commission and exempt from the wage and hour law. 

Counsel for the 18 employes contended that the work per- 
formed did not affect safety and operations because all work 
performed was inspected by other individuals prior to leaving 
the garage for operational movements. The inspector, but not 
the mechanics, was working as.a safety employe, it was argued. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Ohio northern district, eastern division, at Cleveland. Jacob 
Prototch, of Youngstown, O., manager of Ohio Northern Truck 
Line, on March 24, was fined $1,600 and costs following entry 
of his plea of guilty to an information charging transportation 
of property for compensation without a Commission certificate 
authorizing the particular operations, granting rate concessions 
to property shippers, permitting and requiring drivers to drive 
and operate motor vehicles in such transportation in excess of 
10 hours in 24-hour periods without the required eight hours 
of rest, and failing to have in his files doctors’ certificates of 
physical examination for his drivers. A nolle prosequi was 
entered on motion of the United States attorney with respect 
to charges filed against Myron D. Protetch when it was pointed 
out to the court that he was a medical student and had no 
connection with the operation although he was the nominal 
owner of the motor carrier. 

Western Texas district, Del Rio division, at Del Rio. Ser- 
gio Gonzales, Jr., was fined a total of $500, March 17, following 
conviction, after trial before the court without a jury, on an 
information charging him with transporting passengers by mo- 
tor vehicle for compensation without a certificate having been 
issued authorizing such operations. The fine was ordered to be 
paid. The government contended the defendant transported 
passengers in foreign commerce between Del Rio and Villa 
Acuna, Mexico, by passenger automobiles licensed by the city 
of Del Rio for operation as taxicabs. The government con- 
tended the operations were not bona fide taxicab service. De- 
fendant claimed the operations did not require a certificate 
because the vehicles were engaged in a bona fide taxicab 
service. 

Northern [Illinois district, at Chicago. Rodi Towing Serv- 
ice, Inc., of Chicago, Ill., was fined $1,000 and costs, April 1, 
following entry of its plea of guilty to an information charging 
it with operating as a common carrier of property without a 
certificate authorizing such transportation and without having 
on file with the Commission and without having published any 
per or charge applicable to such transportation. The fine was 
paid. 


S. P., CANADIAN NATIONAL, BOX CAR ORDERS 


The Southern Pacific Lines has placed orders for 6,200 
more freight cars of various types, raising its expenditures for 
new rolling stock received or ordered since V-J Day to a total 
of more than $85,000,000, President A. T. Mercier has an- 
nounced. Deliveries of the new cars are scheduled to start in 
the third quarter of this year. Included in the new orders are 
3,000 lightweight box cars, 500 automobile cars, 2,000 gondolas, 
500 flat cars and 100 covered hopper cars, ordered from five 
car building companies, and 100 sulphur-carrying cars to be 
built in the railroad’s own shops. 

One of the largest orders ever placed by the Canadian 
National Railways for the construction of new box cars has 
been announced by R. C. Vaughan, chairman and president of 
the system. It calls for the building of 3,700 cars at the earliest 
possible date. Larger than any now in service, the new box cars 
will have a carrying capacity of 50 tons. Of all-steel construc- 
tion, the interiors will be lined with a special wood finish. 


CHANGES IN DOCKET 


Hearing in MC 108051, assigned for April 7, at New York, N. Y., 
was cancelled. 

Hearing in MC 43267, Sub. 4, assigned for April 9, at Newark, N. J., 
was cancelled. 

Hearing in MC 3647, Sub. 87, assigned for April 10, at Newark, 
N. J., was canceled. 

Hearing in MC 3705, Sub. 12, assigned for Apri] 11, at Newark, 
N. J., was canceled. 

Hearing in MC 39363, Sub. 1, assigned for April 8, at Montgomery, 
Ala., was postponed to April 9, at County Ct., Union Springs, Ala., be- 
fore Examiner Yardley. 
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Foreign Freight Forwarding Inquiry 
Hearing by M. C. in New York 


Investigation into lawfulness of rules and regulations 
of foreign freight forwarders reveals sharp differences 
between forwarders and. shippers. Urges that any 
regulation be applied uniformly at all ports. Export 
Traffic League asks that forwarders be bonded or 
licensed. Forwarder Associations say abuses are iso- 
lated, oppose regulation, held that uniform billing is 
desirable 


Representatives of freight forwarders and freight. for- 
warder associations clashed sharply with representatives of 
shippers over the need for regulation in the foreign freight 
forwarding field at the hearing in No. 621 before the U. S. 
Maritime Commission held the week of April 7 at the St. George 
Hotel, Brooklyn, N. Y. The proceeding was instituted in 1942 
to investigate the lawfulness of rules and operations of 229 
foreign freight forwarders, and the initial hearing was held in 
Chicago, February 18 and 19 (see Traffic World, February 21, 
p. 596). Although the inquiry was intended to-apply only to 
the Port of New York, both shippers and forwarders agreed 
and emphatically suggested that any conclusions. reached as a 
result of the hearing and any other deliberations be made to 
apply equally to all ports throughout the United States. Both 
sides contended that if the Port of New York were treated in 
a manner different from that accorded other ports, the result 
might be a competitive disadvantage as among other ports. 


N. Y. Port Authority Brief 


Walter P. Heddon, director of port development, Port of 
New York Authority, presented a brief which included the fol- 
lowing points: 


The interest of the Port Authority in this proceeding is twofold: 

1. To assist the Maritime Commission by suggesting the kind of 
regulation which would control unjust or unreasonable practices or 
unreasonably discriminatory charges by freight forwarders at the Port 
of New York or elsewhere. 

2. To urge that regulation by the Maritime Commission be applied 
uniformly to forwarders at all ports and not unduly burden the foreign 
commerce of the United States in competition with exports from other 
countries. 

Nature Of Complaints 


We receive from time to time complaints regarding practices or 
charges of foreign freight forwarders. I will summarize the general 
nature of these complaints. 

1. Failure to observe just and reasonable practices and due diligence 
in connection with arrangements for the delivery of property for clients. 

2. Failure of the freight forwarder to specify the amount of his 
service charge separately from the amount paid out for insurance, 
trucking or ocean freight... . 

It is our conviction that the Maritime Commission under Sections 
16, 17, 21, and 22 of the shipping act of 1916 and the recent Supreme 
Court decision in the U. S. vs. American Union Transport, Inc., has 
power to deal with these types of complaints. 

The Congress, since 1916, by the enactment of Part IV of the inter- 
state commerce act, placed domestic freight forwarders under control 
of the Interstate Commerce Commission. Furthermore, by the tariff act 
of 1930, Congress has given the Secretary of Treasury broad powers 
over custom house brokers for the protection of the importer as well 
as the customs. It would seem, therefore that the field of the Maritime 
Commission is primarily that of regulating foreign freight forwarders 
in export trade. We understand that the present investigation Docket 
No. 621 is limited to foreign freight forwarders. 


(The brief here attempted to enumerate some of the serv- 
ices performed by foreign freight forwarders and noted that 
some listings of these services fill a nine-page pamphlet; it 
likewise described some of the many classes of firms and indi- 
viduals who perform in various capacities one or more of the 
essential duties of a forwarder. The conclusion of the brief 
was that all types should come under regulation except for- 
warding departments of manufacturers who perform these serv- 
ices only for their own companies and in connection with the 
export of their own goods.) 


Suggests Form of Regulation 


Viewing the situation from the standpoint of the complaints regis- 
tered and the scope of the Maritime Commission’s powers, it is sug- 
gested that the regulation take the following form: 

1. Requirement that all persons, partnerships, or corporations en- 
gaged in export freight forwarding for hire, register with the Maritime 
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Commission, stating the nature of their operations, their principal place 
of business and other offices in which records are kept. 

2. That the Maritime Commission prescribe a standard form of in- 
voice to be rendered, and require copies to be kept for a reasonable 
period of time accessible to the Commission’s agents in connection with 
any complaint or ex-parte investigation. The commission’s powers under 
Section 21 seem ample in this regard. 

3. In connection with prescribing of form of invoice record to be 
submitted to the client and kept on file for further reference, the com- 
mission might well require a segregation of the expenses actually in- 
curred for ocean freight, insurance, storage, trucking, and other sery- 
ices which the forwarder engages in behalf of his client and incorpo- 
rates in his invoice. The forwarder could then show separately the 
charges for arranging ocean space, insurance, storage, or trucking. 

4. As a collateral measure to insure that the shipper or. consignee is 
not subjected to ‘‘padded’’ ocean freight rates, it is highly desirable 
that common carriers by water be required to show the ocean freight 
charges on the bill of lading. This matter has already been a subject 
of inquiry of the Maritime Commission and the Port of New York Av- 
thority has urged that this procedure be followed. 

5. The Maritime Commission may also find upon investigation that 
it is desirable to have freight forwarders keep in their files and possibly 
submit to the commission standard price lists for their services which 
are circulated to their clients. Such a procedure would be quite dif- 
ferent from requiring the filing and adherence to formal tariffs. It is 
doubtful that it is practicable for forwarders to prepare such tariffs 
applicable to all of their clients. . . . The filing of such lists, even 
without the requirement of formal adherence as would be the case in 
a common carrier tariff, would undoubtedly aid the commission in 
checking discrimination or unreasonable practices. 

6. Under the program above outlined, the Maritime Commission 
would have available the records, either in its own possession or ac- 
cessible in the files of the forwarder, adequate to handle complaints of 
discrimination or unreasonable practices filed by parties who believe 
they have been injured, or the Commission could make such ex-parte 
investigations as seem to be necessary. 

7. After investigation of specific complaints, the Maritime Commis- 
sion could make findings with respect to the discrimination in rates or 
unreasonable practices. For example it could make a finding that a 
reasonable practice for the future should be that every forwarder must 
have actually booked ocean cargo space if he so advises his client that 
such space was booked. 


Should Apply in All Ports 

Finally, I would emphasize the urgent necessity that any findings 
in this proceeding or orders flowing therefrom, should be made uni- 
form on forwarders in all ports and sections of the country. It would be 
extremely unfair and unreasonable to prescribe regulations applicable 
to New York forwarders without having them simultaneously effective 
at all other points, About ten years ago we had a most unfortunate 
experience in connection with an investigation of the Interstate Com- 
merce Commission into the practices of railroad warehousemen. The 
investigation was limited to railroad warehousing practices at the Port 
of New York, and certain orders were issued as a result of the investi- 
gation. While the I. C. C. made it clear in its findings that similar 
orders should apply to railroad warehousing in other ports, seven years 
elapsed before the orders were made uniform at the several ports. This 


should not happen in connection with the freight forwarder investiga- 
tion. 


It is also highly desirable that the Maritime Commission weigh the 
fact that American exporters and the freight forwarders who act as 
their agents are engaged in competition in world markets with goods 
from other countries—and that any regulations covering the operations 
of freight forwarders representing United States exporters should not 
be so meticulous or burdensome as to confuse and alienate buyers in 
foreign countries. 


Discussion of Complaints 


In response to questions by Attorney for the Maritime 
Commission Allan Briggs, Mr. Heddon stated that the com- 
plaints received by his department against practices of foreign 
freight forwarders were mainly concerned with overcharges, 
padded charges, unnecessary warehousing, demurrage charges 
when shipment was made on advice of forwarder that space 


had been secured on a vessel and such space had not been 
secured. 


Charles S. Haight, counsel for the Joint Committee of 
Foreign Freight Forwarders Association, formed for the pur- 
pose of considering the various matters arising out of Docket 
No. 621, asked Mr. Heddon for figures on the volume of export 
trade for The Port of New York. Mr. Heddon replied that 
in 1946 exports amounted to $4,018,100,000 as against $1,903,- 
095,000 in 1929, the previous record year. 


Mr. Haight asked whether forwarders have complained 
about shippers’ shipping ahead of time or not on time, and 
secured an admission that it is a fair statement to say that the 
number of complaints is insignificant in comparison to the 
volume of business. He asked whether it is true that a civil 
suit could be brought to recover demurrage charges in the 
cases cited. Mr. Heddon replied that it should not be necessary 
for a shipper to institute a court action; that there should be 
an agency to which he could go. 

Robert E. Quirk, Judson Sheldon Division, National Car- 
loading, pointed out that there are overcharges and demurrage 
charges under Interstate Commerce Commission regulation. 
He asked why it could be assumed that regulation by the Mari- 
time Commission would eliminate such errors, when the I. C. C. 
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had not been able to do so. Mr. Heddon replied: “I want to 
see Shippers have some place to go, as shippers have against 
common carriers. The question is not one of human error 
put it is one of responsibility and a place to go when that 
responsibility is not carried out.” 

Mr. Quirk asked why forwarders should itemize their ex- 
penses, and if they should, why shouldn’t steamship companies 
be required to list on the bills rendered shippers their steve- 
doring and labor costs, etc.; and motor carriers their dock help, 
etc. Mr. Heddon answered that motor carriers are rigorously 
regulated whereas foreign freight forwarders are not regulated 
at all. “I have only suggested that where freight forwarders 
advance money or arrange for services, such expenses should 
be itemized.” 

Mr. Quirk pointed out that forwarding departments of man- 
ufacturers have the same opportunity as forwarders to add to 
or pad charges to the consignee on f.o.b. shipments, and asked 
whether it would not be wise to make these departments sub- 
ject to any regulations which might be decided upon for inde- 
pendent forwarders. Mr. Heddon did not agree. He said that 
people handling their own goods should not be subject to regula- 
tion, where their charges are for service on their own goods. 


N. E. T. L. Position 


H. W. Browne and John Farese appeared for the National 
Export Traffic League. Mr. Farese testified that the exporters 
belonging to the league were of the opinion that forwarders 
should be licensed or bonded; that they would like to know 
that the forwarders they might choose were qualified and finan- 
cially responsible. He agreed that any regulation of forwarders 
should be applicable equally to all ports. He said that the 
major complaints of league members were that charges are 
excessive and that insurance charges are not listed separately. 

Mr. Haight asked whether it was not possible for shippers 
to ascertain through Dun and Bradstreet, bank references, and 
through other sources whether any forwarder was financially 
responsible and otherwise reliable. He also asked whether ship- 
pers should be allowed to select their own forwarders, and 
asked if shippers should not be able to pay a rate of $3, $4, $7, 
$15 if they so desired, bearing in mind the type of service they 
might require. Another question touched on whether it might 
not alienate the foreign buyer if specific charges for various 
services were listed on the bill. The cross-examination also 
brought a statement from the forwarders that the shipper has 


the same opportunity of overcharging the consignee as has the 
forwarder. 


Bennett Opposes Regulation 


_ Fred Bennett appeared for the Joint Committee of For- 
eign Freight Forwarder Associations. He said that there might 
be isolated instances of buses, but that in general there were 
no ills to be corrected, and that there was no need whatever 
for regulation of foreign freight forwarders. “No experienced 
shipper will select a forwarder unless he has ascertained whether 
he is worthy of confidence. 

“We have gotten a few isolated cases of inexperienced ship- 
pers placing their business in the hands of a few isolated for- 
warders. You argue from that that regulation is necessary to 
protect shippers as a whole. I don’t agre: with you. The ship- 
per is already adequately protected by the care he takes in 
selecting a forwarder.” 

Answering a complaint of the shippers that they are unable 
to get steamship tariffs, and thus ere unable to ascertain the 
proper rates for themselves, Mr. Bennett commented that the 
forwarders would welcome the opportunity of making these 
tariffs available to shippers but that this was actually a matter 
for the steamship companies. He defended brokerage fees paid 
to forwarders by steamship companies, but admitted that these 
fees are a factor in determining forwarder rates. 

As to the shipper demand for greater uniformity in for- 
warder practices, he said that if all shippers will do their work 
uniformly “then I think we can get down to doing the same 
thing. I doubt if you could get complete uniformity, because 
forwarders handle different types of business.” 

Mr. Briggs, questioning the witness on behalf of the Mari- 
time Commission, asked if this were not a reason why the 
commission should make rules and regulations to protect the 
small shipper. Mr. Bennett answered that it was not; that “you 
could not protect them without interfering with everybody else.” 


Says Uniform Billing Undesirable 


As to billing, Mr. Bennett said that uniformity would not be 
desirable because a method of billing which was satisfactory 
In One country might not be satisfactory in other. He said that 
temperaments are different in the different foreign countries to 
Which exports are shipped. 

Asked whether it was not improper for a forwarder to 
charge for service in arranging for cargo space when brokerage 
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was simultaneously being paid by the carrier, Mr. Bennett said 
that he did not agree there was impropriety in all cases, that it 
would depend upon the agreements in a particuplar case. 

Mr. Briggs commented that Mr. Bennett was belittling 
complaints. To this, Mr. Bennett replied that he belittled them 
in number only; that he definitely did not belittle any particular 
complaint. 

He asked that the commission bear in mind the fact that 
forwarding is a highly competitive business. 

Under questioning, he said that it would not be fair to 
register forwarders only in New York; that he didn’t know 
who are engaged in forwarding in New York; that it would be 
a good idea to know; that Mr. Heddon’s idea of registering 
with the Maritime Commission would be difficult of accomplish- 
ment, because “how would you describe them so they would 
know they were forwarders?” 

Asked whether it would be advantageous for reputable 
forwarders to register and thus bring to light the disreputable 
forwarders, he replied “only if everybody was registered.” 

Later, he elaborated this to say “if there is registration it 
should include not only independent forwarders but also those 
who forward for themselves and thereby engage in any of the 
essential duties of forwarding.” 

Most shippers have running agreements with forwarders 
as to charges, billing methods, services, etc., he said, and these 
have worked out in a satisfactory manner for all concerned. 
He questioned whether any regulation would, in the aggregate, 
result in betterment rather than deterioration of the situation. 

He maintained that it would handicap forwarders if they 
were required to register and manufacturers were not. 

“My own personal view,” he said, “is that there is no ne- 
cessity for regulation. It would be impossible to regulate this 
business because the field is too broad and varied.” 

Mr. Quirk pointed out that the nature of the business is 
purely private, often transacted at arm’s length or over the 
telephone, and that shippers are free to enter into an agree- 
ment or not. 


William D. Davies, vice president Andrews Co., forwarders, 
was closely questioned by Mr. Brigg about various phases of 
the business. In connection with steamship forwarding depart- 
ments, he said that the rates. shown in steamer tariffs for such 
service would result in every case in a loss for the steamship 
company. He also maintained that service by these carriers 
was not in the best interest of the shipper, because the steam- 
ship company was primarily interested in securing cargo for 
their own line rather than in shipping goods by the best way. 


Two Types of Consolidation 


He explained forwarders’ profits on consolidated shipments, 
but pointed out that there are two types of consolidation: Con- 
solidation for one consignee, where the various purchases in 


_ this country are gathered together to be shipped at one time 


on one bill of lading, in which case the consignee is charged 
only the actual freight charges; in the case of consolidation of 
shipments for more than one consignee and from more than 
one shipper, the goods are shipped in the name of a forwarder, 
as agent, and consigned to a representative abroad, and in this 
case the forwarder takes a percentage of the saving in freight 
charges which varies but which may go as high as 50 per cent. 

He defended forwarder practices as far as insurance is 
concerned. He said that, although forwarders have no objec- 
tion to shippers using their own open policies as advocated by 
the National Export Traffic League, such insurance would be 
more expensive. He said that it is not to the advantage of the 
underwriter to issue an open policy where the premium is less 
than $1,000. Marine insurance is an open and competitive 
proposition, and marine underwriters would charge a lower 
premium to the forwarder because it would not be necessary 
to investigate credit ratings on each shipment or to compile 
separate experience tables, said he. 

Mr. Davies denied that he knew of any forwarder who was 
himself or employed an insurance broker, thus both collecting 
brokerage commission from the insurance company and a serv- 
ice charge from the shipper for placing the insurance. 

He advocated considering resident buyers and commission 
merchants as forwarders, because they perform some of the 
services of a forwarder, and making them parties to any result- 
ing regulation. 

“T don’t know whether there will be regulation or not,” he 
said, “but if so, anyone who engages in forwarding should 
come under the regulation. No one group should be regulated 
when its competitors are not.” 

He said that storage was sometimes necessary, but in no 
case is it the fault of the forwarder. He said that brokerage 
dated from time immemorial, and that any change would be a 
disturbing element with no advantage to anybody. 

Mr. Briggs pointed out that the Maritime Commission had 
received complaints that forwarders had sometimes operated 
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for months on collections made for the account of shippers, and 
asked whether this might not call for regulation or bonding. 
Mr. Davies replied that no shipper of his acquaintance would 
allow such a situation to exist, when simple precaution would 
make it impossible. He said that his company would be glad 
to take out a bond; that a bonding requirement would drive 
many competitors out of business. 


Discusses Handling of Refunds 


Asked about the common complaint that forwarders who 
get refunds from steamship companies on overcharges for 
freight frequently pocket the refund rather than passing it on 
to the shipper, he denied that his company engaged in that 
practice. However, he did admit that dividends from mutual 
insurance companies were retained by his company. 

In response to questioning by Mr. Haight, he said that no 
reputable forwarder who enjoyed a contract rate would charge 
the shipper the tariff rate. Mr. Haight asked whether or not 
a shipper should be required to post bond to guarantee payment 
of forwarder charges. Mr. Davies replied that no regulation 
would help, whether it was the forwarder or shipper who was 
regulated. He said that both the forwarder and shipper must 
use good business judgment. 

The Joint Committee of Foreign Freight Forwarders’ Asso- 
ciations filed a preliminary statement with the Commission. 
It promised a formal brief later in the hearing. 

A. L. Jordan acted as examiner for the Maritime Com- 
mission in the case. At times his job proved to be a hard one, 
and he was constantly forced to ask questions to clear up 
obscure points in the testimony. For one thing, neither ship- 
pers nor forwarders seemed to know how to define a forwarder. 
In addition, forwarder practices are apparently so different 
that it is difficult to draw general conclusions. 

It appeared from the testimony that a minimum of regu- 
lation would be satisfactory to the shippers, possible even a 
bare registration of forwarders coupled with the power being 
vested in the commission to move against the unscrupulous 
minority. The position of the forwarders was apparently that 
even this degree of regulation would be impossible due to the 
complexity of the field and the great number of individuals, 
corporations, and partnerships engaged in some phase of for- 
warding. It was estimated that in the Port of New York, alone, 
between 300 and 500 forwarders are active, although the esti- 
mates were admittedly guesses inasmuch as neither shippers 
nor carriers had any means of accurately checking the number. 
The hearing brought out the fact that anybody could hold him- 
self out to be a forwarder and start business or go out of busi- 
ness at any time. In this situation, it would be impossible to 
accurately gauge the number, or adequately summarize their 
activities. 

The forwarders maintained that out of this great number 
only a marginal few were unscrupulous and that the many 
should not be penalized by regulation for the sins of the few. 
They said, rather, the shipper should use care to select a reliable 
forwarder and that, if this were done, there would be few com- 
plaints. They insisted that regulation would be disastrous from 
a competitive standpoint, and that it would prove to be an im- 
possible task. 

The shippers did not ask for rate regulation, but merely for 
publication and filing of rates so that there would be no oppor- 
tunity for discrimination against the small shipper. 

It was anticipated that the New York hearings would close 
before April 12. 


New Orleans Foreign Trade 
Zone to Open May 1 


The nation’s second foreign trade zone will begin opera- 
tions on or before May 1, at New Orleans, H. Grady Meador, 
president of the New Orleans Board of Port Commissioners, 
has announced. The New Orleans free-port occupies 19.69 
acres in the port’s public cotton warehouse. Application for 
the New Orleans zone was approved by Washington last June, 
and it was dedicated during international week ceremonies in 
November. 

A high steel fence encloses the zone, segregating it 
from other areas of the port and protecting customs-free goods 
from illegal removal into domestic use. 

Mr. Meador explained that in a foreign trade zone no 
import duties are levied. The zone’s income arises from charges 
for services rendered, such as wharf dues and warehouse rentals. 
Merchandise of foreign origin may be stored, broken up, re- 
packed, assembled, distributed, sorted, graded, cleaned or 
otherwise manipulated in the zone without payment of duty. 
“Among operations to be carried on in the New Orleans free- 
port,” said Mr. Meador, “are the bottling of imported liquors, 
the examination of imported materials, the conditioning of 
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Brazil nuts, the repackaging of Latin American meats and meat 
, sa the cleaning and repackaging of seeds, grains and 
rugs.” 

The free-port idea is said to be over a thousand years old; 
it was the principle of the Hanseatic League in the fourteenth 
century. The idea—changed to free zones rather than entire 
ports—was revived in Germany toward the end of the last 
century, with such success that it was later practiced in Den- 
mark, Italy, Sweden, Poland and other countries. The first such 
zone in this country was established in New York in 1937. 


Ship Conference Agreements 


The Maritime Commission has announced approval of an 
agreement, designated as No. 7595, between five Norwegian 
steamship interests, establishing a joint passenger and cargo 
service in the trade between U. S. ports and ports in British 
North America, Europe, Africa, and Asia. To be known as the 
“Odfjell Line,” the joint service is to be under the manage- 
ment and control of the firm of A/S Rederiet Odfjell, of Ber- 
gen, Norway. James W. Elwell Co., Inc., of New York, has 
been designated as the representative of the joint service. 
Under the agreement, the parties shall cooperate to supply ton- 
nage for the joint service, but there shall be no pooling or 
other sharing of profits or losses. Decisions shall be by unani- 
mous vote and the joint service may become party to any con- 
ference or other agreement, such participation tobe as a single 
party. 

Acting on Agreement No. 7605, made between eight Cali- 
fornia interests, the commission has also approved creation of 
the Southern California Lumber Handlers’ Bureau for the 
establishment and maintenance of just and reasonable terminal 
rates, charges, and practices at marine terminals in California 
in connection with the handling of lumber and forest products. 
Parties to the agreement are Consolidated Lumber Co., Patten- 
Blinn Lumber Co., and Inner Harbor Terminal Co., of Wil- 
mington, Calif. Hammond Transportation Co., of East San 
Pedro, Calif., Red Anchor Dock & Steamship Co., and John E. 
Marshall, Inc., of Long Beach, Calif., and San Pedro Lumber 
Co. and Outer Harbor Dock & Wharf Co., of San Pedro, Calif. 

Filed for approval with the commission is an agreement, 
No. 7602, between Furness Red Cross Line (Furness Withy & 
Co., Ltd.), the New York and Porto Rico Steamship Co., and 
Bull Insular Line, Inc., covering the transportation of fish 
under through bills of lading from Halifax, Nova Scctia and 
St. John’s, Newfoundland, to ports of call in Puerto Rico, with 
transshipment at New York, N. Y. Under the agreement, the 
initial carrier—Furness Red Cross Line—will determine the 
through rates, absorb the transshipment expense at New York, 
and arrange for transfer of cargo. The West Indies carriers— 
New York and Porto Rico Steamship Co., and Bull Insular 

* Line, Inc.—will receive 48 cents a hundred pounds of the 
through rates; and the landing, lighterage or arrimo charges 
applicable at Puerto Rican ports will accrue to such carriers. 

Six Norwegian steamship companies and Silver Line, Ltd., 
a British corporation, have entered into an agreement for the 
establishment of joint service from U. S. Atlantic ports to ports 
in India, Ceylon and Burma, to be known in the trade as 
“Silver-Hoegh Line.” The agreement, No. 7603, filed with the 
Maritime Commission for approval, provides that the Norwegian 
companies, Skibsaktieselskapet Arizona-Astrea-Aruba-Noruega- 
Abaco and A/S Atlantica, designated collectively as “Hoegh,” 
and the Silver Line, designated as “Silver,” shall have equal 
right to participation in the supplying of tonnage for the joint 
service, although when one carrier cannot furnish the required 
vessels the other may have the privilege of supplying the neces- 
sary ship. Pooling or other sharing of profits or losses as be- 
tween the parties is prohibited by the agreement. 

Abandonment of service or failure to make a sailing from 
a continental European port for a period of three or more 
consecutive months would result in automatic cessation of mem- 
bership to the Continental North Atlantic Westbound Freight 
Conference, under the provisions of a modified agreement, 
designated as No. 7000-4, proposed by members of the confer- 
ence and filed with the commission for approval. Parties to 
the conference are Black Diamond Steamship Corpporation, 
Compagnie Maritime Belge (Lloyd Royal) S. A., Lykes Bros. 
Steamship Co., Inc., N. V. Nederlandsch-Amerikaansche Stoom- 
vaart-Maatschappij (Holland America Line, including its Red 


Star Line Service), U. S. Lines Co., and Waterman Steamship 
Corporation. 


RATES BETWEEN PLACES IN ALASKA 
In a proposed report in No. 652, Rates Between Places in 
Alaska, Examiner F. J. Horan, of the Maritime Commission, 
has recommended that the commission find respondents not 
subject to the shipping act, 1916, or to the intercoastal shipping 
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act, 1933, as amended, in so far as the furnishing of lighterage 
facilities is concerned, where they do not perform or partici- 
pate in the line haul, and that, as to any matter concerning 
which any of the respondents is subject thereto, no violation 
of law has been shown. 

The respondents are: Lomen Commercial Co., Kotzebue 
Sound Lighterage Co., Northern Commercial Co., Shismaref 
Native Lighterage, Kuskowim Freight Service, Sarah Sumi 
Freighting Service, Chas. A. Traeger, Kobuk Navigation Co., 
and Alaska Rivers Navigation Co. 

Examiner Horan said the proceeding was instituted by the 
commission on its own motion, concerning the lawfulness of 
respondents’ rates, fares, charges, regulations, and practices 
under the shipping act, 1916, and compliance by respondents 
with section 2 of the intercoastal shipping act, 1933, as 
amended. The proceeding involves the receipt and delivery of 
traffic from and to ships at their anchorages off the Seward 
Peninsula, Alaska, the traffic being principally cargo trans- 
ported from Seattle, Wash., in vessels of the Alaska Steamship ° 
Co. and destined for Nome. 


RAIL LABOR DISPUTE 


Frank Swacker, of New York; Harry H. Schwartz, formerly 
chairman of the National Mediation Board, and Dr. Hugh B. 
Fouke, Youngstown, O., were named members of the emergency 
poard created by President Truman to investigate and report 
on the dispute between employes represented by the National 
Maritime Union (C. I. O.) and the Grand Trunk Western, Pere 
Marquette, Wabash and Ann Arbor railroads (see Traffic World, 
April 5, p. 1104). 


LYKES BROS. STEAMSHIP ADVERTISING PROGRAM 

Lykes Bros. Steamship Co., Inc., will this month inaugurate 
an international advertising program in 35 countries of the 
world featuring the U. S. gulf ports, home ports of Lykes Lines, 
Solon B. Turman, executive vice-president, announced. The 
Lykes message will be carried in 41 publications in the United 
States, the series to appear in such national media as Traffic 
World, Fortune and Business Week, and in the principal daily 
newspapers and maritime publications. The company, which 
owns a fleet of 50 modern C-type vessels with has a large fleet 
of vessels under charter from the Maritime Commission, is 
today one of the world’s largest operators of American flag 
tonnage, said Mr. Turman. 


C. OF C. TRANSPORTATION LUNCHEON 


Speakers at the luncheon meeting of the Chamber of Com- 
merce of the United States, April 30, to be held in connection 
with the Chamber’s annual meeting in Washington, will be 
R. V. Fletcher, John V. Lawrence and Admiral Emory S. Land. 
Mr. Fletcher, of the Association of American Railroads, will 
speak on “The Railroad Outlook;” Mr. Lawrence, managing 
director of the American Trucking Associations, Inc., will speak 
on “Freight Movement in Urban Areas,” and Admiral Land, 
president of the Air Transport Association of America, will 
speak on “Air Transport Prospects and Needs.” 

Powell C. Groner, of Kansas City, chairman of the Cham- 
ber’s transportation and communication committee, will pre- 
side. The luncheon will be devoted entirely to the subject of 
transportation. 


U. P.’s HARRIMAN DEFENDS RAILROADS 


The Union Pacific Railroad has placed orders for $88,785,- 

in new, ultra-modern equipment since the war, according 
to E. Roland Harriman, chairman of the board of the U. P. 
Replying to the charge that the railroads were not progressive, 
Mr. Harriman pointed out that Union Pacific pioneered in the 
introduction of streamliner trains, in fast passenger service at 
economy prices and in freight service at passenger schedules. 
Asserting that such a general charge was unjust and that, spe- 
cifically, it could not be applied to the Union Pacific, Mr. Harri- 
man also declared that Union Pacific has led all American 
railroads in safe transportation. 


Cc. & 0. EQUIPMENT PURCHASE 


Inquiries for bids on 3,000 70-ton all-steel hopper coal cars 
to meet anticipated increases in coal traffic on the Chesapeake 
& Ohio Railway were recently authorized by the road’s direc- 
tors, meeting in New York. The C. & O. placed orders for 
2,009 other freight cars previously this year. Hopper cars on 
Which bids will be received will be of the friction bearing type 
because a number of them probably will be used in off-line 
Service, said C. & O. officials, adding that until such time as 
other railroads buy roller bearing cars and provide proper 
Maintenance of them, the C. & O.’s equipment of this type 
Will be confined largely to on-line operations. 
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A. T. A. of A. Asks Reconsideration 
of C. A. B. Economic Regulation 


The Air Transport Association of America has asked the 
Civil Aeronautics Board, in view of ‘extensive’ new develop- 
ments in air transportation, particularly in the field of air cargo, 
to reconsider its proposed revision of section 292.1 of its eco- 
nomic regulations, concerning operations of air carriers who do 
not hold certificates of public convenience and necessity author- 
izing air transportation, and that it hold further hearings on the 
matter (see Traffic World, Nov. 30, 1946, p. 1447). 


The association, whose membership includes 31 air carriers 
holding certificates of public convenience and necessity issued 
under the civil aeronautics act, each of which holds one or more 
certificates authorizing air transportation of property, said that 
almost three months had elapsed since the board’s hearing (Jan- 
uary 6, 1947) on the proposed revision of the regulation, and 
that the developments that had subsequently taken place should 
be carefully examined “before conclusions can be reached as 
to the soundness of the regulation.” 


Objections Outlined 


At the hearing, the association said it opposed the adoption 
of the proposed revision insofar as it applied to non-certificated 
irregular air carriers—Group 1, non-certificated air cargo car- 
riers and non-certificated indirect air cargo carriers, and its 
objection was based principally on the following points: 


Adoption of the regulation would result in the authorization by the 
board of regularly scheduled air cargo operations without reserving to 
the board any power to determine the number of such carriers, the 
extent of their operations, the routes over which they would fly, or the 
economic effect of the diversion by them of cargo traffic from the regu- 
larly certificated airlines. The association and its members objected to 
this increase of competition without opportunity to be heard, and to 
the discrimination in policy which would permit this unregulated entry 
into the air cargo business by some carriers, and impose at the same 
time stringent regulation of the air cargo service to be rendered by the 
already certificated carriers. 

The association objected to the length of time the proposed exemp- 
tion could continue under the regulation. Presently non-certificated air 
cargo carriers could file an unlimited number of applications within 
thirty days after the effective date of the regulation, and could then 
conduct regularly scheduled operations over any route in the United 
States or abroad until the last of these applications was disposed of. 
In view of the great number of applications which the non-certificated 
carriers would be free to file, it might well take several years for the 
board to dispose of all of them. In addition, a non-certificated carrier 
could file applications for foreign air transportation without any time 
limitation, and could continue to operate domestically until the last of 
such applications was passed upon. Thus, the regulation was not de- 
signed to permit the continuation of existing services until applications 
for these services could be heard and disposed of, but was a standing 
invitation for the inauguration of new services for an indefinite period 
of time. 

The regulation would permit participation in the air transportation 
of cargo by surface carriers without limitation contrary to the ex- 
pressed policy of the board. 

Subsection (b) of section 416 of the act, the only provision which 
could possibly justify the exemption mentioned above, cannot be ex- 
tended to authorize exemptions of the scope and character discussed 
above, and the regulation would therefore be invalid. 


The energetic development of air cargo transportation can be 
secured in the public interest by certificated airlines. 


The proposed exemption of indirect air carriers until the conclusion 
of the Freight Forwarder Case is unnecessary and unsound, because 
there has been no showing that there is a public need for the services 
of indirect air carriers, and the authorization of unregulated opera- 
tions by them would create the same evils in air transportation that 
the unregulated operation of forwarders caused in the surface carrier 
field. The association particularly stressed the necessity of requiring 
indirect air carriers, if they are exempted, to ship cargo over the lines 
of carriers who have tariffs on file with the board and in accordance 
with those tariffs. The history of the relations between freight for- 
warders and surface carriers demonstrates conclusively that without 
this requirement the same discriminatory practices will develop in the 
air transport field as developed in rail and motor transportation. 

In the time which had elapsed since the hearing in this matter, 
developments had taken place which had a bearing on the validity and 
significance of the foregoing, said the association, adding that there- 
fore, further hearing and consideration by the board was necessary 
before action was taken on the proposed revision. 

Since oral argument, the association said the financial data for the 
air transport industry for the calendar year 1946 had become available, 
and these data showed a serious deterioration in the financial position 
of a number of the certificated carriers which ‘‘form the basic air 
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transport system of the country.’’ It said the permanently certificated 
domestic carriers, whose revenues would be most drastically affected 
by the authorization of unlimited competition for cargo traffic over 


their routes, lost approximately $10,000,000 in 1946. It declared that - 


these losses had caused the industry and the board great concern, and 
added that the ‘‘effect of unleashing unlimited competition for air cargo 
traffic upon an industry already weakened by these losses should be 
carefully weighed by the board.’’ 


Sees Revenue Involved 


The association also pointed to the investigation instituted 
February 13, 1947, by the board with respect to the passenger 
and cargo rates of the airlines, in which order, it said, the board 
indicated some concern as to the level of gross revenues of the 
certificated airlines. The relationship between this proceeding 
looking toward the increase of gross revenues of the certificated 
airlines and the proposed revision of section 292.1, which in- 
volved a probable diversion of cargo revenues from the cer- 
tificated airlines, it said, should be carefully weighed before 
adopting the proposed revision. 

Further, the association pointed to the 10 per cent increase 
in domestic airline passenger fares, and said that the board in 
approving this increase recognized the need of the carriers for 
additional non-mail revenues. A significant part of such rev- 
enues, it declared, “comes from the transportation of cargo, 
and this traffic is acquiring additional importance constantly.” 

The association referred to the board’s investigations of 
operations of Colonial Airlines, Inc., Northeast Airlines, Inc., 
and Chicago and Southern Airlines, Inc., instituted “by reason 
of the serious financial problems with which these carriers are 
faced,” and said the relationship of these proceedings to the 
increase in competition for cargo business contemplated by the 
revision to section 292.1 should be considered. Other matters 
to be considered were the many petitions now pending for in- 
creases in mail compensation and the Air Freight Case, docket 
No. 810 et al., the record in which had now been completed. 

To indicate the development of air freight traffic over the 
certificated system, the association set forth statistics in its 
petition showing 15,340,244 ton-miles of air freight carried in 
the last six months of 1946 as compared with 1,403,420 in the 
last six months of 1945, or an increase of 993.06 per cent. It 
said the airlines had activated Air Cargo, Inc., a Delaware cor- 
poration owned by them, for the purpose of furnishing ground 
facilities and services in connection with the transportation of 
air cargo. This corporation would, as agent of the airlines, it 
said, perform ground services of the following types: 


The provision, directory or by contract, of pick-up and delivery 
service within terminal areas at all airline points within the conti- 
nental United States. 

The provision, directly or by contract, of joint facilities and per- 
sonnel for the operation of city and/or airport cargo terminals, includ- 
ing refrigeration facilities, protection for valuable shipments, etc. 

The provision of additional miscellaneous services, such as the 
preparation of shipping documents, operation of local clearing houses 
for the collection of shipping charges, and central purchasing of air 
cargo forms, supplies, etc. 


Services as attorney-in-fact for the airlines in negotiating through- 
service arrangements with surface carriers. 


Interline Air Cargo Agreement 


The association said the airlines had adopted, and filed 
with the board for approval, an interline air cargo procedures 
agreement to effectuate and facilitate the interline transporta- 
tion of air cargo. This agreement, it said, provided for the 
preparation of interline manuals covering the forms, methods, 
practices and procedures to be employed in the handling and 
transportation of interline cargo, the disposition of claims for 
loss, damage or delay of such shipments, and the settlement 
of interline accounts through Airlines Clearing House, Inc. It 
added that these manuals had been prepared and “only await 
final approval by the committees charged with responsibility 
for issuing them.” The association also referred to the board’s 
approval, on February 24, of an industry agreement providing 
for the establishment of a consolidated air freight tariff, and 
said that work on this tariff was practically complete. 

American Airlines, in a letter to the board, said it con- 
curred in the request of the A. T. A. of A. for further hearing 
on the proposed revision of the regulation. 


PAN AMERICAN MAIL RATES OF PAY 


The Civil Aeronautics Board, in two separate orders, has 
directed Pan American Airways, Inc., to “show cause” why it 
should not establish certain temporary rates of compensation 
for transportation of mail on its Alaskan and _ transpacific 
routes, to serve as an “interim” basis of payment until determi- 
nation of final rates. 

In No. 1499, relating to Alaska operations, the board pre- 
scribed compensation amounting to $1,500,000, based on a rate 
of 56 cents, for the period January 1, 1946-December 31, 1946, 
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and a rate of 59 cents, on and after January 1, 1947, based on 
an adjusted mileage basis, without reference to base poundage. 

In No. 2147, relating to transpacific operations, the board 
prescribed compensation amounting to $6,800,000, based on a 
rate of $1.90 an airplane mile, for the period November 16, 
1945—December 31, 1946, including mail pay heretofore re- 
ceived, and a base rate of $1.20 an airplane mile, on and after 
January 1, 1947, computed on a mileage basis as to segments 
operated, and subject to adjustment for additional mileage, 
without reference to base poundage. 


New Air Services Authorized 
by C. A. B. in Southeast 


The Civil Aeronautics Board on April 8 announced its de- 
cision in the so-called Southeastern States case, Docket 501, in 
which it authorized two new feeder airlines, Southern Airways, 
Inc., and Piedmont Aviation, Inc., to operate in the Southeast- 
ern area, and granted additional trunkline air services to Amer- 
ican Airlines, Inc., Delta Air Lines, Inc., Eastern Air Lines, 
Inc., Pennsylvania-Central Airlines Corp., and Transcontinental 
and Western Air, Inc. 

Southern Airways, Inc., was authorized to engage in air 
transportation of persons, property, and mail, for a period of 
three years: (a) between the terminal point Memphis, Tenn., 
the intermediate points Tupelo and Columbus, Miss.; Tusca- 
loosa, Birmingham, and Gadsden, Ala.; Atlanta, and Athens, 
Ga.; and Greenwood, Greenville, Spartanburg, and Rock Hill, 
S. C., and the terminal point Charlotte, N. C.; (b) between the 
terminal point Atlanta, Ga., the intermediate points La Grange, 
Columbus, Albany, Moultrie, and Valdosta, Ga., and the ter- 
minal point Jacksonville, Fla.; (c) between the terminal point 
Columbus, Ga.; the intermediate points Macon and Augusta, 
Ga.; Orangeburg, S. C., and the terminal point Charleston, 
S. C. The temporary certificate authorizing this operation will 
be issued after a further showing is made as to the adequacy 
of airport facilities, according to the board. 

Piedmont Aviation, Inc., was authorized to engage in air 
transportation of persons, property, and mail, for a period of 
three years: (a) between the alternate terminal points Louis- 
ville, Ky., and Cincinnati, O., the intermediate points Lexing- 
ton, Ky., Bristol, Va., and beyond Bristol (1) the intermediate 
points Asheville, Charlotte, Southern Pines-Pinehurst-Aberdeen, 
and Fayetteville, N. C., and the terminal point Wilmington, 
N. C., and (2) beyond Bristol the intermediate points Winston- 
Salem, Greensboro-High Point, Raleigh-Durham, and Golds- 
boro, N. C., and the terminal point New Bern, N. C., and a 
seasonal operation between New Bern and Morehead City, 
N. C., between May 1 and October 31 of each year; (b) be- 
tween the terminal point Cincinnati, O., the intermediate points 
Portsmouth, O., Ashland, Ky.-Huntington, W. Va., Charleston, 
Beckley, and Princeton-Bluefield, W. Va., Roanoke, Lynchburg, 
Charlottesville, and Richmond, Va., and the terminal point 
Norfolk, Va.; (c) between the terminal point Roanoke, Va., the 
intermediate points Danville, Va., and Greensboro-High Point, 
Raleigh-Durham, and Fayetteville, N. C., and the terminal 
point Wilmington, N. C. The temporary certificate authorizing 
this operation will be issued after a further showing is made 
as to the adequacy of airport facilities, according to the an- 
nouncement. 

“In conformity with prior decisions, the certificates awarded 
to the two new local feeder carriers in this proceeding are to 
be for a period of three years running from the date of the 
issuance of the temporary certificate,” the board said. 

American’s route No. 4 was amended to include Richmond, 
Va., as an intermediate point between Washington, D. C., and 
Lynchburg, Va. 


Delta’s route No. 24 was extended from Meridian, Miss., 
to Atlanta, Ga., via Selma and Montgomery, Ala., and Colum- 
bus, Ga., and was also extended from Atlanta to Savannah, Ga., 
via Macon, Ga., Delta’s route No. 54 was amended to include 
Chattanooga, Tenn., as an intermediate point. 


Eastern’s route No. 5 was amended to include Pensacola, 
Fla.; Anderson, S. C., and Danville, Va., as intermediate points, 
and the route was extended from Greenville, S. C., to Chat- 
tanooga. Eastern’s route No. 6 was amended to include Flor- 
ence, S. C., as an intermediate point. Eastern’s route No. 10 
was amended to include Waycross and Rome, Ga., and Hunts- 
ville, Ala., as intermediate points. Eastern’s route No. 47 was 
amended to include Owensboro, Ky., and Ashland, Ky.-Hunt- 
ington, W. Va., as intermediate points. 

Pennsylvania-Central’s route No. 51 was extended from 
Rocky Mount, N. C., to Washington via Richmond, Va., and 
from Knoxville, Tenn., to Memphis via Chattanooga and Hunts- 
ville. Winston-Salem and Hickory, N. C., were added as inter- 
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mediate points to route No. 51. PCA’s temporary authority to 
serve Huntsville on route No. 55 was terminated. 

Route No. 58 of T. W. A. was amended to include Louis- 
ville, Ky., as an intermediate point. 

The applications of P. C. A. to extend its route No. 55 from 
Birmingham to Mobile, Ala., and of T. W. A. to include Hagers- 
town and Cumberland, Md., as intermediate points on route 
No. 61 were deferred. The board also deferred the application 
of Southern Bus Lines. While one of the routes awarded to 
Southern Airways extended into portions of Alabama and Mis- 
sissippi, the board deferred establishment of local service gen- 
erally to Mississippi, Louisiana, Alabama, and Georgia, for fur- 
ther consideration with the Mississippi Valley case. 


Needs of Piedmont Area 


In discussing the needs of the Piedmont area, the board 
found that a substantial community of interest existed between 
Memphis and the Piedmont region. The board said that neither 
p. C. A. nor Eastern’s application alone would provide the 
needed service, but that, by extending P. C. A. to Memphis and 
Eastern to Chattanooga, the Piedmont area and Memphis would 
be connected by direct air service for the first time. 

The opinion stated that the extension of P. C. A. from 
Rocky Mount, N. C., to Washington, D. C., via Richmond, Va., 
would provide both Rocky Mount and Richmond with improved 
air service, and at the same time strengthen P. C. A.’s route 
No. 51. P. C. A. had carried a substantial number of passengers 
between Piedmont area and Washington via the Norfolk gate- 
way over a combination of its routes Nos. 51 and 14, and with 
the newly authorized cutoff via Rocky Mount and Richmond, 
P.C. A. would be in a position to offer a substantially improved 
service between the Piedmont and Washington, D. C., said the 
board. 


Young’s Views 


Board member Young filed a separate opinion in which he 
dissented from the action of the majority as to two major 
aspects of the decision, expressing disagreement with the ex- 
tensions of route 51 granted to P. C. A., and with the estab- 
lishment of the two local feeder operators. 

Discussing the P. C. A. awards, he stated that the exten- 
sion established an excessive amount of duplicating service, 
and would not as effectively meet the need for service between 
Memphis and the Piedmont region as would have the extension 
of Eastern from Greenville to Memphis. He also expressed the 
view that by making the grants to P. C. A. at this time, the 
majority had limited the board’s freedom of action with respect 
to the pending Boston-New York-New Orleans proceeding, in- 
volving services substantially overlapping the route extensions 
now authorized to P. C. A. 

With respect to the awards for local and feeder operations, 
Board Member Young took the position that in establishing 
two additional local systems similar in character to others 
previously authorized, the majority had moved beyond the lim- 
its of genuine experimentation. He declared that “the board 
has not yet called upon an existing trunk-line carrier to con- 
duct a truly local type of service in the areas adjacent to its 
route system, even though it seems entirely probable that such 
acarrier could turn to great advantage both its existing or- 
ganization and its know-how in air transportation,” and added 
that since practically all of the smaller cities in the area were 
located in proximity to trunk-line routes, the board should 
have taken advantage of the particularly favorable opportunity 
to test the feasibility of such service as an important phase of 
the overall local service experiment. 


C. A. B. Issues Proposed Regulation 
for Rejection of Air Tariffs 


The Civil Aeronautics Board has issued a proposed revision 
to subparagraph O-6 of section 224.1 of its economic regula- 
tions relating to rejection of tariff publications. 

The board said the revised regulation “sets forth the 
grounds upon which a tariff publication may be rejected and 
empowers the director of the economic bureau to reject any 
tariff, supplement, or revised page which is subject to rejection 
Under the revision.”’ It added that it was believed the amend- 
Ment would ‘do much” to expedite the handling of rejections. 
The board has asked for comments from interested parties on 
the proposed regulation, to be filed with its secretary not later 
than April 21. The amended regulation follows: 


06. Rejection of Tariff Publications. 

(a) A tariff, supplement, or revised page which is received for filing 

late to give the board statutory notice is subject to rejection. Tariff 
publications will be received for filing only through normal mail chan- 
nels or by delivery in person directly to the office of the board charged 
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with the responsibility of maintaining an official file of tariffs, and will 
be received only during the established working hours of the board. No 
consideration will be given to telegraphic advices in computing the 
notice required, or to the time during which a tariff publication may 
be held by an express company or by the Post Office Department. 

(b) A tariff, supplement, or revised page which exceeds the au- 
thority granted by a permission, order or regulation of the board shall 
be subject to rejection. 


(c) A tariff, supplement, or revised page which fails to comply with 
section 224.1 of the economic regulations to such an extent as to render 
it unusable shall be subject to rejection. 


(d) A tariff, supplement, or revised page which otherwise fails to 


comply with section 403 of the act or regulations adopted thereunder, 
shall be subject to rejection. 


(e) The director of the economic bureau shall have the authority to 
reject any tariff, supplement, or revised page which is subject to re- 
jection under subparagraphs (a), (b) or (c) of this paragraph. Notice 
of such rejection shall be in writing by the director. When a tariff 
publication is rejected subsequent to its effective date or where time 


does not permit notice by mail prior to the effective date, telegraphic 
notice shall also be given. 


(f) Tariff publications received by the board but rejected for filing 
will not be returned. 


C. A. B. Plans Inquiry into P. C. A. 
Dependence on “Need” Mail Pay 


The Civil Aeronautics Board announced on April 8 that it 
had issued an order instituting an investigation “in the public 
interest” for the purpose of determining (1) to what extent, if 
any, Pennsylvania-Central Airlines’ “increasing financial de- 
pendence upon the United States government” was due to un- 
economic characteristics of its domestic route pattern and (2) 
in what ways the dependence of P. C. A.’s certificated opera- 
tions on the financial assistance of the U. S. government through 
“need” mail payments might be decreased. 

Pending completion of this investigation, docketed as No. 
2883, and the filing with the board of a “special report” by 
P. C. A. covering various phases of its operations, the board, 
by another order, granted a temporary mail pay increase for 
P. C. A. “to serve as a basis of payment until such time as a 
fair and reasonable final rate is fixed and determined, in the 
public interest.” ‘ 

In its order in the new investigation proceeding, No. 2883, 
the board observed that P. C. A. had filed with it a petition ask- 
ing for the fixing of a mail rate for its entire system of 18.12 
cents a revenue plane course mile for the period June 1, 1942, 
through December 31, 1946, and 30 cents a revenue plane course 
mile thereafter. The board added that P. C. A., on February 6, 
filed a motion asking it to establish, on a temporary basis, a 
system rate of mail compensation of 30 cents a revenue plane 
mile to be effective from and after January 14, 1947. This mo- 
tion, the board said, was accompanied by an affidavit of the 
treasurer of P. C. A., indicating that that carrier would be with- 
out sufficient cash or working capital to carry on its operations 
unless such temporary rates were promptly established. This 
motion and the earlier petition of P. C. A., its “form 2780 and 
form 41” reports, and other information and data available to 
the board, the C. A. B. said, “reflect an increasing dependence 
by P. C. A. in the conduct of its authorized air transportation 
services upon financial assistance by the United States in the 
form of need mail payments.” 

The board asked P. C. A. to include in its special report to 
the C. A. B. “recommendations and analyses designed to rem- 
edy any financial and operating deficiencies and to decrease the 
dependence of P. C. A. upon financial assistance from the United 
States government in the form of need mail payments.” 

In its order in the mail pay proceeding, No. 484, the board 
said that the temporary mail pay rate provided therein did not 
permanently supplant “the basic mail rate of 60 cents per ton- 
mile now in effect.” 

It granted to P. C. A. the amount of $385,000 as mail pay 
for the period January 17, 1947, through February 28, and a 
rate of 60 cents a ton-mile on and after March 1, 1947, subject 
to adjustment according to a mileage and “minimum capacity” 
formula set forth in the order. Mail compensation derived from 
application of the rates now prescribed, it said, should be in- 
clusive of, and not in addition to, the mail compensation here- 


tofore received by P. C. A. for mail transported on and after 
January 14, 1947. 


Findings of Board 


Findings made by the board in its order in No. 484 included 
the following: 


Upon the bases of comparison set forth in appendix 1... the 
inherent characteristics of P. C. A.’s routes seem to indicate that P. C. A. 
is basically comparable with other domestic air carriers in the class 
now being paid a mail rate of 60 cents per ton-mile. 

P. C. A... . appears to have substantially expanded its equipment 
capacity to meet an early post-war demand, and has recently suffered a 
heavy decline in traffic. 
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P. C. A.’s relatively great number of 4-engine large capacity air- 
craft would appear to have introduced difficulties in scheduling its 
operations so as to maintain reasonable load factors for such aircraft. 

P. C. A.’s need for mail compensation for its operation conducted 
in reasonable volume is substantially less than the temporary mail 
rates requested by the petitioner. 


Certain conditions now prevailing in the air transportation industry 
are of such complexity and recent origin as not to permit an immediate 
and exact valuation of the extent to which costs related to the volume 
of P. C. A.’s operations may reasonably be justified under the statutory 
standard of honest, economical and efficient management as applied 
during a period of such abnormal character. 

The volume of mail carried by P. C. A. has declined to such an 
extent that the petitioner’s total mail compensation at its existing rate 
has been seriously reduced in relation to the reasonable overall volume 
of services operated. 

P. C. A.’s financial position is apparently critical and the failure 
to increase immediately the rate of mail compensation may hamper the 
ability of the carrier to perform the services which appear to be re- 
quired by the public convenience and necessity. 


A final rate could not properly be established in time to provide 
P. C. A. with the immediate relief required. 


The Civil Aeronautic Board’s order in fixing new airmail 
pay rates for Pennsylvania-Central Airlines will result in air- 
mail revenues in 1947 for the airline of about $2,750,000, as 
compared with $388,000 received in 1946 under the former rate, 
it is estimated by R. G. Lochiel, vice president and treasurer 
of the company. 


The order, it is estimated, will result in an additional 
$550,000 in the first quarter of 1947. There would be no off- 
setting extra expense involved against the increased revenues 
as stated, said Mr. Lochiel. 


“Sabena” Airline Granted Permit for 
Brussels-New York Air Service 


By an opinion in No. 2769, La Societe Anonyme Belge 
D’Exploitation de la Navigation Aerienne (Sabena), Foreign 
Air Carrier Permit, the Civil Aeronautics Board has granted a 
foreign air carrier permit, approved by the President, authoriz- 
ing the carrier to conduct foreign air transportation of persons, 
property and mail between Brussels, Belgium, and New York, 
N. Y., via Shannon, Eire, and Gander, Newfoundland. 

The board said the Belgian Government had designated 
“Sabena” to operate the Belgium-New York service in accord- 
ance with a reciprocal international air agreement between 
the U. S. and Belgium which became effective April 5, 1946. 
It found that the service proposed by the carrier would be 
in the public interest. 

“Sabena,” the board said, planned to use in its trans- 
atlantic service DC-4 and DC-6 aircraft, and that initially it 
expected to provide two frequencies a week between Brussels 
and New York, subject to change in accordance with traffic 
demands. 


NEW ZEALAND-U. S. AIR SERVICE 


The Civil Aeronautics Board, in No. 2777, British Common- 
wealth Pacific Airlines Limited, has issued a foreign air carrier 
permit to British Commonwealth, approved by the President, 
authorizing the transportation of persons, property and mail 
between New Zealand and Vancouver, B. C., via the interme- 
diate points of Fiji Islands, Canton Island, Honolulu, and San 
Francisco. 

The board said the service would be coordinated with ex- 
isting services of the air carrier between Australia and Van- 
couver, via New Caledonia, Fiji Islands, Canton Island, Hono- 
lulu and San Francisco, operating three round trips a fort- 
night between Australia and the U. S., and one round trip a 
week between New Zealand and the U. S. It added that at the 
present time, Pan American Airways, Inc., operated one round 
trip a week between the U. S. and New Zealand. 


AIR SERVICE APPLICATIONS 


Twentieth Century Air Lines, Inc., of Charlotte, N. C., has 
filed an application with the Civil Aeronautics Board, designated 
as No. 2877, for a certificate authorizing the transportation of 
air cargo between Charlotte, N. C., and New Orleans, La., be- 
tween New Orleans and Chicago, Ill., between New Orleans 
and Detroit, Mich., between Charlotte and Chicago, and between 
Charlotte and Detroit, via designated intermediate points. 

Other new applications filed with the board for air rights 
and services are: 


Nos. 2875 and 2876, Bessie Memberg, dba Jetsonic Airlanes, New 
York, N. Y., for authority to operate as a freight forwarder over 
domestic and foreign airline routes. 

No. 2878, Trans-Caribbean Air Cargo Lines, Inc., New York, N. Y., 
for a certificate authorizing air transportation of cargo only between 
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New York and Buenos Aires, and between New York and San Juan, 
P. R., and other points. 


PAN AMERICAN BERMUDA SERVICE 


The Civil Aeronautics Board has issued an amended cer. 
tificate in No. 2076, Pan American Airways, Inc., North Atlantic 
Amendment Case, providing that Pan American may serve Ber- 
muda on its transatlantic flights via the Azores “if and when 
required by weather conditions,” in lieu of authority heretofore 
granted in its existing certificate for a full traffic stop at that 
point. The board said the existing certificate ‘unintentionally 
and inadvertently” included Bermuda as a full tratnic stop. 


Cc. A. B. CHAIRMAN ON AIR TRAFFIC 


“Air travel brings into existence new traffic that never was 
there before,’ said James M. Landis, chairman of the Civil 
Aeronautics Board, in remarks at Los Angeles at the dedication 
banquet of the DC-6. 

“Of course, it does divert some traffic from other carriers, 
but it does this for the common good. As an example of how it 
brings in new traffic, I was looking the other day at some of the 
figures on traffic between Chicago and New York. 

“Today more traffic is being carried in the air between 
Chicago and New York than was carried in 1933 by all the rail 
carriers combined. I still suppose there are some trains run- 
ning and some traffic being carried by rail. That is an example 
of the way in which air transportation, as such, brings into ex- 
istence new sources of traffic and generates new alliances be- 
tween peoples within our country.” 


DELTA AIR LINES CARGO SERVICE 


Delta Air Lines is now operating regularly scheduled all 
air-cargo flights daily between Atlanta, Cincinnati and Chicago, 
according to Paul W. Pate, Delta air cargo and mail traffic 
manager. Any type of cargo can be transported on these C-47 
planes, which have a capacity of approximately 6,000 pounds, 
said Mr. Pate. 


WESTERN AIR’S TWIN CITY SERVICE 


Western Air Lines began service to Minneapolis-St. Paul 
on April 1. Western has entered into an agreement with Mid- 
Continent Airlines to handle all of Western’s airport functions 
and facilities in the Twin Cities, said Marvin W. Landes, vice- 
president customer relations. This will be the first time that 
Western has participated in a joint ground operation. 


BRANIFF AIRWAYS SERVICE 


Braniff International Airways carried 375 per cent more 
pounds of air freight during February than during February 
of 1946, according to Mel Anderson, Braniff’s manager of air 
mail and cargo. That “day-in-day-out” use of air freight for 
business is increasing in popularity is evidenced by the regu- 
larity of certain types of shipments and the consistency of 
average weights, Mr. Anderson pointed out. 


T. A. C. A. RECEIVES SAFETY PLAQUE 


T. A. C. A., S. A., the Salvadorian operating company of 
T. A. C. A. Airways System, recently was awarded a bronze 
plaque for seven consecutive years of international passenger, 
mail and cargo service without an injury or fatality to a pas- 
senger or crew members. T. A. C. A., operators of more than 
20,000 unduplicated route miles, is the largest Latin American 
operated international airline, said President Jack Thornburg. 
Announcement of the presentation was made by the Interna- 
tional Air Safety Council. 





R. E. A. AIR EXPRESS BOOKLET 

A 12-page booklet entitled “Speed,” containing information 
about the movement of shipments via air express service, has 
recently been published by the air express division of Railway 
Express Agency. The booklet, copies of which will be mailed 
without cost to those who desire them, contains 32 pictures 
. depicting a typical air express shipment, plus information on 

how to ship to and from off-airline points by air express. 


UNITED AIR LINES SERVICE 


New airline speed records over the San Francisco-Omaha 
and Omaha-New York sections of United Air Lines’ coast-to- 
coast route were set March 31 by one of the company’s new 
DC-6 mainliners, according to officials of the air line. The 
flight of 1,632 miles from San Francisco to Omaha was covered 
in 4 hours, 35 minutes, the lap from Omaha to New York in 3 
hours, 10 minutes. U. A. L. officials also announced the ship- 
ment, on April 1, of more than 10,000 pounds of Navy com- 
munications equipment from Chicago to Washington in less than 
four hours. This was the first flight of one of the U. A. L 
cargoliners to the nation’s capital. 
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Increased Rail Capital Outlay 
Indicated for 1947 


Commission’s Bureau of Transport Economics and 
Statistics indicates 78.9 per cent rise in estimated capi- 
' tal expenditures, 1947 over 1946, in its monthly com- 
ment. Studies contribution of freight and passenger 
traffic to rail revenues, yields of rail stocks compared 
with industrials and utilities, and reviews ownership of 
switching and terminal companies, among other things 
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The Bureau of Transport Economics and Statistics of the 
Commission, in its monthly comment on transportation statis- 
tics, dated April 9, issued as information not considered or 
adopted by the Commission, carries a record of gross capital 
expenditures of Class I railroads for 1946, compared with esti- 
mated expenditures for 1947. Actual 1946 expenditures for all 
roads was shown as $549,898,456, and adjusted for 10 railroads 
that did not report estimates for 1947, $527,884,501. Against 
the latter figure, the comparable estimate for 1947 was $94,- 
946,860, an increase of 78.9 per cent. For the Eastern District, 
the increase, 1947 over 1946, was shown as 69 per cent; South- 
em District, 78.6 per cent; and Western District, 87.6 per cent. 
In another comparison, the bureau showed estimated gross 
capital expenditures for the first half of 1947, compared with 
the same period in 1946, as exceeding the earlier period by 
%.2 per cent for road, and 179.1 per cent for equipment. 

In a tabulation of the contribution of railway freight, pas- 
snger and other revenues to total operating expenses, the 
bureau said that, after rising to 27.7 per cent in 1944, the 
January-February percentage relationship of passenger revenue 
to total operating expenses for all Class I roads fell off to 14.6 
per cent in 1947, a figure identical with 1941. It said that, in 
the Eastern District, Pocahontas Region, and Western District 
the passenger percentages were slightly higher in 1947 than 
in 1941, but that in the Southern Region the percentage dropped 
from 17.7 in 1941 to 15.7 in 1947. It said that, on a percentage 
basis, “other revenues made a somewhat smaller contribution 
to operating expenses in the 1947 period than in 1941 or 1944 
in all of the territories. 

The accompanying table indicated, it said, that freight 
revenue, passenger revenue, and other revenue for Class I 
roads as a whole were, respectively, 76.6, 99.8 and 84.7 per cent 
higher in the 1947 period (first two months) than in the same 
1941 period, but added that total operating expenses increased 
9.8 per cent. Total operating revenues in the 1947 period were 
10.5 per cent below those of 1944, it said, and operating ex- 
penses were up 5.2 per cent. 

A table in the comment showed a comparison of the 1946 
passenger business, excluding commutation, of the four largest 
passenger carrying roads in the east, the Pennsylvania, New 
York Central, New Haven, and B. & O. in terms of various 
indices, as compared with the average of the three years, 1939- 
41, taken as 100. The bureau said those four roads produced 
approximately 79 per cent of both the passenger miles and 
revenues of all the eastern roads, not including the Pocahontas 
Region. The table follows: 
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Passenger Traffic Indices Excluding Commutation 
1939-41—100 

Coach and parlor and 

sleeping car combined 
N.Y., 

Item B.&O. P.R.R. N.Y.C. N.H.&H. 

Passengers carried .............. 255.6 233.9 210.6 202.6 
DROP IINOR. .-., oe ce e 281.0 279.2 240.9 216.0 
Miles per passenger..............110.0 119.7 114.4 106.6 
Passenger revenue ............... 311.3 275.2 243.5 224.1 
Revenue per passenger............ 121.6 117.5 114.7 110.4 
Revenue per passenger-mile......110.8 98.2 100.5 103.7 


Freight Car Distribution 


Another table showed the average number of freight cars 
of all types on the lines of Class I steam railways, including 
switching and terminal companies and the average number of 
Cars owned by those carriers in the calendar year 1946, together 
with total loaded and empty car-miles run by all freight cars 
on line, _The table also showed, by districts, the per cent of 
total freight cars owned, and of total cars on line. These per- 
centages, said the bureau, indicated that the roads in the Eastern 
and Western districts in 1946 had a slightly greater proportion 
S the average number of cars on line than of cars owned. The 


Southern and Pocahontas regions showed a reverse situation, 
it said, adding: , 


Although the Eastern District had 44.76 per cent of the cars on 
€, the car-miles produced in that district were only 35.05 per cent 
the total for all districts. The roads in the Western District had 
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36.98 per cent of the total cars on line, and 44.72 per cent of the car- 
miles. However, the average haul per revenue ton of freight per road 
in 1946 was 172 miles in the east and 312 miles in the west. 


Comparing the number of cars on line and cars owned a 
one million car-miles, the bureau said Eastern District carriers 
had 82.4 cars on line and 72.8 cars owned a million car-miles, 
loaded and empty, as compared with 53.4 and 44.7 cars, respec- 
tively, for the roads in the west, or an excess of cars on line 
over cars owned of 9.6 in the east and 8.7 in the west. In the 
Southern Region, it said, the excess of cars on line over cars 
owned a million car-miles was only 2.9 while the Pocahontas 
a showed an excess of 22.3 in owned cars over cars on 
ine. 

The following table shows a district comparison, by 
months, of the “per cent home cars of total cars on line’ for 
1946. The bureau observed that, in each territory, the highest 
percentages appeared in April and the lowest in October. The 
table follows: 


Per cent home cars of total cars on line, year 1946 
Eastern Pocahontas Southern Western 


Month district region region district 
PN ho 5 a'S, os agspn s Ses 5-« Sie opel 37.0 72.5 31.7 37.7 
WERE cin. cue 05 35's be o's Cam 36.6 72.5 31.2 37.8 
ER 5 nSiare op 4M a oro ete ela ened. 35.2 71.2 29.6 37.6 
pS Se Pere ee eRe 45.6 82.0 36.6 40.7 
Ms tires 85. wetewn saaeese ss 43.1 73.9 34.8 40.3 
pS eer rere et he 36.6 65.6 30.9 37.0 
SERIES ENE aE PRET RER EG GR Toy RCrS 33.5 66.1 31.0 35.7 
MN a2 oe Sak ee SA Rea 32.3 67.8 31.4 33.9 
I ee eT ee 32.7 65.7 31.1 33.7 
I B65 5 nc at nog ortueennie 30.6 63.2 28.9 32.6 
pe Re re ee ere 74.8 32.4 34.4 
ES Fores oe 32.8 73.5 30.2 34.4 
Average. for Yea? .....5 52655635 35.7 71.1 31.7 36.3 


Rail Stock Yields 


In a comment on common stock yields, railroads compared 
with industrials and utilities, the bureau had this to say: 


The common stocks yield chart shown on the following page (not 
reproduced) serves to bring up-to-date the same type of chart published 
in the monthly comment on transportation statistics for April 10, 1946. 
In the comment on this earlier chart it was pointed out that prices are 
relatively low if the yield of a stock is relatively high, since the rate of 
yield is secured by dividing the price into the dividends. 

Since the beginning of 1946 the yields on all three types of stocks 
have risen sharply, i.e., the prices of all three have declined as com- 
pared with their dividends. The relatively greater increases in railroad 
yields may have been due in part to the uncertainties of earnings in 
view, of large wage increases and the pending petition for increased 
rates which was not finally disposed of until shortly before the close 
of the year. However, in the first quarter of 1947, when there was a 
slight rise in the yields of industrial stocks, the yields on rail issues 
declined. 

It is, of course, well known that actual or anticipated improve- 
ments in the earnings of securities tend to increase their prices prior 
to or even without dividend increases. This will, in turn, tend to lower 
the yield. If the net income of the railroads should increase in the next 
three quarters of 1947 more than is now anticipated the yields (Janu- 
ary 1 through March 12) shown in the chart. may continue the decline 
which occurred in .the first period, i.e, railroad stocks may rise in 
price as compared with their dividends. 

Railroad stock yields in the war period and the period of transition 
to peace are characterized by a narrower fluctuation than is shown by 
industrials and utilities. This was not the case in either the twenties 
or in the thirties. From 1942 to the second quarter of 1946, the yields 
on industrials and utilities declined (i.e., prices relative to dividends 
rose) much more than the yields on railroad stocks. Whether yields of 
industrials will continue to rise as compared with railroad in 1947, it is, 
of course, purely a matter of opinion. The January 1-March 12 trends 
are still superficial in size and possibly in duration as well. 


Pullman Company 


The bureau said returns of the Pullman Co. for the 12 
months ended with December, 1947, showed a decrease of 7.77 
per cent in total revenues and an increase of 0.60 per cent in 
operating expenses as compared with 1945. It said that al- 
though total tax accruals declined 46.52 per cent, operating 
income after taxes dropped from $9,045,265 in 1945 to $4,779,- 
852 in 1946, or 47.15 per cent.’ It said the number of revenue 
passengers carried in 1946 was 17.58 per cent below 1945, and 
total passenger miles had declined 24.21 per cent. The average 
journey a passenger was 69 miles shorter in 1946 than in 1945, 
but the average revenue a passenger-mile was 8.75 per cent 
higher, it said, adding that “presumably the above averages 
were affected by the sharp drop in the volume of long haul 
troop movements, particularly in the last half of 1946.” 


Switching and Terminal Companies 


The bureau said of the 239 switching and terminal com- 
panies that reported to the Commission 1945, only 38 were 
Class I companies, 103 were Class II, 72 were Class III, and 

: 26 were lessor or proprietary companies. It continued: 


Steam railways (almost entirely class I line-haul roads) owned or 
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controlled 150 switching and terminal companies, which in turn owned 
69.2 per cent of all track mileage owned by such companies. These 150 
companies operated 73.2 per cent of the total track mileage operated by 
all switching and terminal companies. Industrial concerns, principally 
steel corporations, owned or controlled 60 switching and terminal com- 
panies which accounted for 22.5 per cent of the mileage owned and 19.8 
per cent of the mileage operated. Municipalities and the Federal Gov- 
ernment owned 10 companies and 19 were independently owned. To- 
gether these two groups accounted for 8.3 per cent of the owned mileage 
and 7.0 per cent of the mileage operated by all switching and terminal 
companies. 

Switching service only was performed by 97 companies, 57 per- 
formed terminal service only, 66 provided both switching and terminal 
services, 7 were bridge and ferry companies, and 12 combined line-haul 
service in addition to switching and terminal services. 

The 1945 railway operating revenues of all switching and terminal 
companies combined totaled $148.6 million, and the net income amounted 
to $8.7 million. Investments in railway property slightly exceeded $1 
billion. 


Rail Capital Expenditures 
High in 1946 


Capital expenditures for equipment and other improve- 
ments to railway property made by Class I railroads in 1946 
totaled $561,957,000, according to the Association of American 
Railroads. With the exception of 1945, when such expenditures 
totaled $562,980,000, capital expenditures in 1946 were greater 
than in any year since 1930, it said, adding: 


Total expenditures authorized for 1946 were considerable in excess 
of this figure, but inability to secure adequate supplies of materials 
somewhat limited the actual expenditures made. For example, the total 
amount of capital expenditures authorized for locomotives, freight cars, 
passenger cars and other equipment, including carry-over from 1945, 
was $770,911,000. Of that amount $319,017,000 actually was expended in 
1946, compared with $314,779,000 in 1945. Carry-over of unexpended 
authorizations for equipment remaining on January 1, 1947, totaled 
$451,894,000, the greatest amount of carry-over for any corresponding 
period in the past twenty-three years, or since the compilation of these 
records began in 1923. Of this amount, $166,746,000 was for freight cars 
and $168,948,000 was for passenger-train cars. Both figures are new high 
records. For locomotives, the carry-over was $106,536,000. 

For freight-train cars, capital expenditures actually made in 1946 
amounted to $159,282,000 compared with $138,114,000 in 1945. 

For passenger-train cars, the amount of capital expenditures in 
1946 was greater than in any year since 1927, totaling $47,169,000 com- 
pared with $30,843,000 in 1945. 

For locomotives, capital expenditures totaled $97,310,000, compared 
with $127,934,000 in 1945. 

Expenditures for other equipment in 1946 amounted to $15,256,000 
compared with $17,888,000 in 1945. 

For roadway and structures, Class I railroads made capital expendi- 
tures of $242,940,000 in 1946, compared with $248,201,000 in the preceding 
year. 

Capital expenditures made annually by Class I railroads in the past 
seventeen years follow: 1946, $561,957,000; 1945, $562,980,000; 1944, 
$560,112,000; 1943, $454,282,000; 1942, $534,897,000; 1941. $543,021,000; 
1940, $429,147,000; 1939, $262,029,000; 1938, $226,937,000; 1937, $509,793,- 
000; 1936, $298,991,000; 1935, $188,302,000; 1934, $212,712,000; 1933, $103,- 
947,000; 1932, $167,194,000; 1931, $361,912,000; 1930, $872,608,000. 


A. A. R. Reports on Rail Expenditures 
for Supplies, Etc., in 1946 : 


Class I railroads of the United States in 1946 expended 
$1,570,555,000 for fuels and materials and supplies used in con- 
nection with their operations, according to the Association of 
American Railroads. Similar expenditures made in 1945 totaled 
$1,572,404,000, it said, adding: 


For fuel alone, the railroads expended $553,153,000 in 1946 com- 
pared with $555,155,000 in 1945, and for forest products they spent 
a in the past year compared with $136,962,000 in the preced- 
ng year. 

Expenditures for iron and steel products of all kinds amounted to 
$520,546,000 in 1946 compared with $520,876,000 in 1945, and for miscel- 
laneous materials their expenditures amounted to $347,872,000 in the 
past year compared with $359,411,000 in 1945. 


For bituminous coal only, their purchases totaled $386,464,000, a 
decrease of $9,707,000 compared with the preceding year, while anthra- 
cite purchases totaled $4,745,000, an increase of $840,000 compared with 
1945. Purchases of fuel oil in 1946 amounted to $149,033,000, compared 
with $142,656,000 in the preceding year. For gasoline, there was an 
expenditure of $5,815,000 in the past year, while for all other fuels, 
including coke, wood and fuel for illumination, expenditures amounted 
to $7,096,000. 

For cross-ties, including switch and bridge ties, the railroads ex- 
pended $96,306,000 in 1946, an increase of $12,228,000 above such ex- 
penditures in 1945. Purchases of lumber and all other forest products, 
amounted to $52,678,000, or a decrease of $206,000 below the preceding 
year. 


For locomotive and car castings, beams, couplers, frames and car 
in the preceding year. Purchases of steel rail, including new and sec- 
roofs, the railroads spent $67,482,000 in 1946 compared with $55,709,000 
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ond-hand except scrap, amounted to $65,302,000 in 1946 compared with 
$77,038,000 in the preceding year; and for track fastenings, track bolts, 
spikes and other such materials used in connection with the laying of 
rails, the railroads expended $61,686,000, a decrease of $734,000 below 
the preceding year. 

For wheels, axles and tires, the railroads expended $42,374,000 com- 
pared with $44,794,000 in the preceding year; and for bar iron and 
steel, spring steel, tool steel, unfabricated rolled shapes, wire netting 
and chain, boiler, firebox, tank and sheet iron and steel of all kinds 
their expenditures amounted to $32,298,000, compared with $30,960,000 
in the preceding year. Purchases of interlocking and signal material in 
1946 amounted to $28,987,000 and for standard and special mechanical 
appliances for locomotives, $18,822,000. 

Among the miscellaneous purchases, Class I railroad spent $39,- 
897,000 for glass, drugs, chemicals, including chemicals for timber 
treatment, and painters’ supplies; $29,334,000 for lubricating oils and 
grease, illuminating oils, boiler compound and waste; $26,706,000 for 
stationery and printing; $59,500,000 for commissary supplies for dining 
cars, camps and restaurants; $28,359,000 for electrical materials; $16,- 
327,000 for ballast; $34,459,000 for non-ferrous metals and products; 
$11,431,000 for passenger car trimmings; and $23,313,000 for locomotive, 
train and station supplies. 


CARLOADING RECORD THIS YEAR 

For the first thirteen weeks of this year, according to 
A. A. R. car service division statistics, 10,518,015 cars of freight 
loaded—the highest loading for any comparable period since 
1930 when the loading for the same period totaled 11,269,184 
cars. 
For the comparable periods of 1946 and 1945 the carload- 
ings totaled 9,732,979 and 10,078,230, respectively. 

In the thirteen-week period this year each freight car was 
loaded a fraction in excess of six times while in the corre- 
sponding period of 1930 each car was loaded about five times. 

Roughly it is pointed out, the railroads have about half a 
million fewer freight cars now than they had in the comparable 
period of 1930. 


Cumulative Freight Loading 





1947 1946 1945 

Four Weeks of January........ 3,168,397 2,883,863 3,003,655 
Four Weeks of February....... 3,179,198 2,866,876 3,052,487 
Weer Of Maren 1... 0 6... 0c dike 850,031 782,397 785,736 
Week of March 8............... 805,789 786,189 767,055 
Week of March 15........... ... 841,147 799,906 816,556 
Week of March 22...........:.. 844,041 ,606 816,741 
Week of March 20. ...........e0% 829,412 809,142 836,000 

ED scien k odes oceans aoe 10,518,015 9,732,979 10,078,230 


Steel Industry Agrees to 210,000 
Tons a Month for Freight Cars 


Director Johnson, of the Office of Defense Transportation, 
has announced the completion of studies made by the industry 
advisory committees and the steel industry advisory committee 
of the Civilian Production Administration. 

The industry advisory committees represent railroads, con- 
tract car builders, specialties and component manufacturers 
and were called together by the O. D. T. on March 14 and 17 
for the purpose of arranging a program for the production of 
a minimum monthly quota of ten thousand new freight cars 
(see Traffic World, March 22, p. 887). 

The steel industry advisory committee of C. P. A. also 
met in Washington, March 25 to assist in the program. 
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Representatives of the steel industry, Director Johnson j 


added, realized the serious transportation situation facing the | 


nation and would make every effort to supply the necessary 
material for the production of a minimum of ten thousand 
freight cars per month. 

“To meet the proposed schedule the steel industry. would 
increase the allotment of steel over the seven thousand car 


schedule that is at present in full production, increasing the | 


amount of steel for the ten thousand new car program by 
about 43 per cent,” he said. “By stepping up production during 


the month of May the program will reach ten thousand car 
production by June.” 
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Director Johnson stated he was sure that, due to the co- . 


operative spirit shown by the various interests, there was no 


reason why a vast improvement should not be made in the 
production of new freight cars. 

It is understood that the steel industry committee agreed 
to a total allocation of 210,000 tons of steel a month, divided 
151,000 tons for new cars and 59,000 tons for contract car shops 
for fabricating car parts. O. D. T., it was said, had asked a 
total of 230,000 tons a month, the lower figure representing a 
compromise of 15.1 tons a new car, instead of the 17.1 tons 
a car estimated as required by the car builders. 

The O. D. T. will aid car builders to find tonnage when 
their customary sources have been exhausted. This, it is said, 
will be done by setting up a record of tonnages allocated by 
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each steel mill to consumers for the freight car program, thus 
making possible the finding of available capacity for particular 
steel products. 

It is understood that steel estimates were not carried be- 
yond August (two months being allowed between steel pro- 
duction and freight car completion), because car builders’ books 
showed a sharp decline after October from the 10,000-a-month 
production level, pending placement of additional orders. 


FREIGHT CAR REPORT 


Railroads of the U. S. reported a daily average surplus of 
2716 freight cars, and a daily average shortage of 33,099 
freight cars, for the week ended March 29, according to the 
car service division of the Association of American Railroads. 

The surplus was made up as follows: Auto box, 45; flat, 51; 
gondola, 18; hopper, 94, and miscellaneous, 2,508. 

The shortage was reported as follows: Plain box, 22,023; 
auto box, 44; flat, 340; gondola, 4,585; hopper, 5,511; and mis- 
cellaneous, 596. 


MARCH FREIGHT CAR DELIVERIES UP 36 PER CENT 

Freight car deliveries by the railway car building in March 
showed a 36 per cent increase over the February low which had 
resulted from-a continued steel shortage, S. M. Felton, presi- 
dent of the American Railway Car Institute, has announced. 
During March the car builders produced 2,439 cars and rail- 
road shops produced 444, for a total of 2,883 cars delivered 
during the month. 

“New cars ordered in March totaled 12,049,” said Mr. Fel- 
ton. “During the first quarter of the year orders have averaged 
nearly 12,000 monthly, as compared with a monthly average of 
5,764 last year. The backlog of freight car orders now stands 
at 94,947, more than double the figure a year ago. Of cars now 
on order, 55,778 are box cars and 26,627 hoppers.” 

He said there is strong evidence that March marked the 
turning point in freight car production and that deliveries can 
now rise rapidly in direct proportion to the additional steel 
to be made available for car building by the steel industry. 





LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics 
and Statistics, has issued its summary of quarterly reports of 
persons furnishing cars to or on behalf of carriers by railroad 
or express companies, covering the third quarter of 1946, state- 
ment Q-900. 

The data were compiled from 251 reports of éar companies. 
They showed a total of 259,425 cars owned at the close of the 
period, consisting of the following: Refrigerator, 115,155; petro- 
leum tank cars, 119,498; other tank cars, 11,099; stock cars, 
4377; gondola and hopper cars, 6,678; and other cars, 2,618. 

Of the cars owned by the reporting companies, a total of 
16,292 were leased to railroad and express companies, and 
65,123 were leased to “all others.” Cars leased by the report- 
Ing companies from railroad and express companies totaled 
2,751, and from “all others,” 16,277. 

Revenue received from hire of cars, based on mileage, 
rental or other car service basis, was shown as follows: Refrig- 
erator cars, $24,761,317; petroleum tank cars, $8,799,695; other 
tank cars, $638,424; stock cars, $348,773; gondola and hpoper 
cars, $429,156; other cars, $201,065; total, $35,178,430. 


PRIVATE CAR STATISTICS 


i _ _The Commission has issued statement No. 475, prepared by 
| its Bureau of Transport Economics and Statistics, of selected 
statistics from annual reports of private car owners (persons 
urnishing cars or protective service to or on behalf of railroad 

or express companies) for the year ended December 31, 1945. It 

}shows a total of 262,982 cars owned at the close of the year, 
} 230,461 by 29 owners, each owning 1,000 cars or more, 21,811 by 
"73 owners, each owning 100 but less than 1,000 cars, and 10,710 

} by 153 owners, each owning 10 but less than 100 cars. 
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RAIL PASSENGER STATISTICS 


Passenger revenues, other than commutation, of Class I 
steam railways, exclusive of switching and terminal companies, 
totaled $710,415,926 in coaches and $485,758,202 in parlor and 
sleeping cars for the 12 months ended with December, 1946, as 
against $1,013,654,217 in coaches and $644,256,824 in parlor and 
sleeping cars for the like 1945 period, representing percentage 
decreases of 29.9 and 24.6, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics of 
ae traffic statistics, other than commutation, statement 


For December, 1946, passenger revenues amounted to $56,- 


957,603 in coaches and $30,103,162 in parlor and sleeping cars as 
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compared with $96,876,536 in coaches and $59,135,934 in parlor 
and sleeping cars for December, 1945. 

Revenue passengers carried for the 12 months ended with 
December, 1946, totaled 408,261,776 in coaches and 43,802,073 
in parlor and sleeping cars as against 511,788,606 in coaches and 
59,436,426 in parlor and sleeping cars for the comparable 1945 
period. For December, 1946, revenue passengers carried totaled 
31,049,789 in coaches and 2,745,845 in parlor and sleeping cars 
as compared with 45,223,728 in coaches and 4,890,700 in parlor 
and sleeping cars for December, 1945. 


PIPE LINE STATISTICS 


Large oil pipe line companies—carriers having annual oper- 
ating revenues of more than $500,000—reported transportation 
revenues totaling $273,478,613 for the calendar year 1946 as 
against $279,982,686 for 1945, or a decrease of 2.3 per cent, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of transportation revenue 
and traffic of the companies, based on quarterly reports, state- 
ment Q-600. Oil originated on line and received from connec- 
tions totaled 2,105,197,315 barrels for 1946 as compared with 
2,174,677,083 barrels for 1945. 


Decision in Spector Case Called 
Big Victory for Motor Lines 


Affirmation of jurisdiction of the Commission over motor 
carrier employes whose duties affected safety of operations, by 
the U. S. Supreme Court’s decision in No. 22, Max Levinson, 
Petitioner, vs. Spector Motor Service (see Traffic World, April 
5, p. 1102), was described by John V. Lawrence, managing di- 
rector of the American Trucking Associations, Inc., as ‘a major 
victory for the nation’s motor carriers’ and as one that effec- 
tively barred asserted and potential claims for large overtime 
payments by employes subject to the safety jurisdiction of the 
Commission. 

“The trucking industry can feel certain that it has been 
saved substantial sums of money,” Mr. Lawrence said. 

He noted that the position of the motor carrier industry in 
the Spector case had been argued before the Supreme Court by 
Roland Rice, A. T. A. general counsel. 

The opinion of the Supreme Court in this case, Mr. Law- 
rence said, would serve to prevent future lower court support 
of the Wage-Hour Administrator’s interpretation of the fair 
labor standards act (the so-called minimum wage-maximum 
hours law) with respect to jurisdiction over certain motor car- 
rier employes, “since his interpretations are contrary to the 
principles established by the Supreme Court.” 

“It is too early to say flatly that the decision assures com- 
plete employer security against overtime suits of the kind in- 
volved in the Spector case,” Mr. Lawrence added, “but the de- 
gree of security has been increased immeasurably. The legal 
atmosphere has ben clouded heretofore by the attitude of the 
Wage-Hour Administrator in claiming jurisdiction over em- 
ployes who spent less than 51 per cent of their time in work 
affecting safety. . . . It is interesting to note that the minority 
of the court agreed with the majority that the Commission’s . 
safety jurisdiction is complete even though the employe in 
question performs ‘safety duties’ but a few minutes daily. .. . 
The court has reserved to itself the ultimate clarification of the 
question as to employes not clearly within the safety classifica- 
tions already established by the Commission. The use of ‘good 
faith’ by employers in the classification of these men will go 
far toward removing doubt when conflict arises.” 

It was shown in the Supreme Court’s opinion in the Spector 
case that, under the fair labor standards act of 1938, overtime 
rates of pay had to be paid employes subject to that act for 
work in excess of 44 hours a week in the first year after en- 
actment of that law, for work in excess of 42 hours a week in 
the second year of effectiveness of the law, and for work in 
excess of 40 hours a week after the second year. The court 
said that the Commission, in its rules covering qualifications, 
maximum hours of service, and safety of operation and equip- 
ment, had imposed on a “driver” a maximum total of 60 hours 
of service “on duty” of any kind, in a “week” of 168 hours, as 
well as a maximum of 10 hours, in the aggregate, of driving 
or operating of a motor vehicle in any period of 24 consecutive 
hours. The court said that the fact that certain employes de- 
voted a part, rather than all, of their time to driving had 
brought forth from the Commission an appropriate modifica- 
tion of its safety regulations to fit that fact, and that the modi- 
fication took the form of eliminating the Commission’s limita- 
tion on the total maximum hours that the employe could re- 
main on duty in a week of 168 consecutive hours but limiting 
his hours of actual driving to an aggregate of not more than 
50 in any such week. The court said that an interpretation by 
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in any given week devoted 50 per cent or more to activities not 
affecting safty of operation he was entitled to the benefits of 
the overtime provisions of the fair labor standards act conflicted 
with the Commission’s safety program. 


C.S.M.F.B. Board Approves 
Interline Transfer Charge 


Directors of the Central States Motor Freight Bureau, at 
their April 8 meeting in Chicago, discussed at length the report 
of the interline committee and approved a proposal for immedi- 
ate emergency action affecting Chicago and points within a 
radius of approximately 50 miles. 
the Wage-Hour Administrator to the effect that if an employe 

The board proposal is as follows: 


That all class tariffs of C. S. M. F. B. be amended by amending 
the present rule providing that joint rates now published include all 
charges for drayage or other transfer services at intermediate transfer 
points to read as follows: 

1. The joint rates published in this tariff on shipments weighing 
5,000 pounds or more INCLUDE all charges for drayage or other trans- 
fer services at intermediate transfer points on shipments handled 


through and not stopped for special services at such intermediate 
points. 


2. The joint rates published in this tariff 6n shipments weighing 
less than 5,000 pounds DO NOT include all charges for drayage or other 
transfer charges at intermediate transfer points on shipments handled 
through and not stopped for special services at such points. 

3. That on shipments weighing less than 5,000 pounds a transfer 
charge of 25 cents a 100 pounds, subject to a minimum transfer charge 
of $1,000 shall be assessed on all shipments moving over the lines or 
routes of more than one carrier. Such transfer charge to be in addition 
to the applicable published joint through rate and charges. 


The above proposal will be published for the account of all 
carriers serving points within the Chicago territory (those 
points named in the suburban tariff No. 2B), Chester Moore, 
chairman, announced. The new charges are expected to take 
effect before June 1. 

The proposal to meet the many complaints from motor 
carriers and shippers concerning the handling of interline ship- 
ments in the Chicago area, by applying a transfer charge of 
25 cents a 100 pounds and a minimum charge of $1.00, was 
first suggested at a meeting of more than 100 motor carrier 
representatives called by the C. S. M. F. B. interline committee 
March 18 in Chicago (see Traffic World, March 22, p. 900). At 
that meeting the consensus was that additional revenue is the 
best means of getting the interline shipments moving. 


At the April 8 meeting a number of carriers reported that 
they had made recent studies of the cost of handling interline 
shipments, and had discovered that such shipments cost ap- 
proximately 30 cents a 100 pounds more to handle than do 
straight 1. t. 1. shipments. The difference for truckload ship- 
ments is not so great. 


“Terminal expense now comprises about 25 per cent of the 
total common carrier expense today,’ Mr. Moore said. ‘“Ter- 
minal expense has increased so much that carriers can no 


longer afford to absorb the loss, especially in Chicago where 
charges are higher.” 


Will Docket Other Proposals 


While the above action will meet the critical situation in 
Chicago, the matter of increased interline charge in the rest 
of the territory will be docketed for public hearing before the 
bureau’s standing rate committee at the May meeting. 


The interline committee reported to the directors that it 
had made a further study of the questions relating to truckload 
traffic interchanged between carriers, and recommended that 
all joint rates shall be restricted so as not to have application 
over the lines or routes of more than two carriers, and that 
on traffic moving over the lines or routes of more than two 
carriers, combination rates should apply with the joint rates 
being assessed to the junction point of transfer to the third 
carrier. 

The committee said it is imperative to adopt immediately 
uniform restrictions concerning the application of published 
rates for joint application, and recommended that all joint rates 
for application when shipmnts move over the lines or routes 
of more than one carrier should be as follows: 


Less-than-truckload traffic; Joint rates on 1.t.l. shipments weighing 
less than 5,000 pounds restricted to third class; on l.t.l. shipments 
weighing 5,000 pounds or more, restricted to Class 60. 

Truckload traffic: On such shipments moving at truckload rates, 
restricted to fourth class. 


Mr. More said he was notifying W. Y. Blanning, director 
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of the Commission’s Bureau of Motor Carriers, of the action 
taken by the bureau at its April 8 meeting. In February Mr. 
Blanning came to Chicago to meet with shipper and carrier 
representatives on the acute interline situation. 


Class Rate Increase Effective April 16 


The C. S. M. F. B. proposal to publish on five days’ notices ® 
class rates not in excess of 125 per cent of the rates in effect 
March 17, 1942, will take effect about April 16, Mr. Moore an. 
nounced. The Commission had granted the bureau special per. 
mission to publish the new rates (see Traffic World, March 22, 
p. 899). 


c. S. M. F. B. RATE COMMITTEE PERSONNEL 


T. G. Hannon, formerly a member of the standing rate 
committee of the Central States Motor Freight Bureau, Chi. 
cago, has been appointed chief of the C. S. M. F. B. tariff 
bureau, replacing G. J. Buckley, recently resigned. W. C 
Weber, chief clerk of the standing rate committee, has been 
promoted to fill Mr. Hannon’s post as third member of the 
standing rate committee. E. J. Janesch will be chief clerk of 
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Cc. M. F. A. MEETING ON SAFETY RULES = 4 


Members of the Central Motor Freight Association have ject of | 
been invited to attend a meeting at 1:30 p. m., April 16, in thefyou a d 
Morrison Hotel, Chicago, to discuss the pending revision off | Wit 
safety regulations by the Commission. In calling the meeting, § paign, : 
Chester G. Moore, chairman and general manager of C. M.@handlin 
F. A., said that present safety regulations for motor carriers@if the ¢€ 
have been in effect for approximately 10 years and that the™{thing w 
industry now has a chance to offer suggestions for their im- 
provement. 

The American Trucking Associations will hold a regional 
meeting in Chicago, April 28 and 29, to consider proposed St. 
changes and suggestions for safety regulations. 


Editor 

MICHIGAN FREIGHT CLAIM ASSOCIATION _ Th 

The Michigan Freight Claim Association will hold a meet- Hoa " 

ing April 15 in the Hotel Fort Shelby, Detroit. On the agenda Shippir 
will be the association’s proposal to establish a bureau for in- 4 
vestigating theft and mysterious disappearance of shipments; this the 
contract terms and conditions in bill of lading, a report from in my 
the educational committee on developing questionnaires for promin 
training drivers and checkers, a request of the Michigan Corpo- dustry. 


ration and Securities Commission for names of individuals to 
serve as a board of governors for the association, and the 
Perfect Shipping program. 











a W 
MISSISSIPPI VALLEY MOTOR W. & I. BUREAU 


During the month of January and February, the weighing Editor 
and inspection bureau of the Mississippi Valley Motor Freight 
Bureau, St. Louis, made corrective changes in descriptions, 
weights, and packing of shipments which resulted in an actual numbe 
increased revenue accruing to carriers of $614.34, according#§ "8 to 
to Charles J. Koch, manager of the weighing and inspectionfj ents, 
bureau. The savings resulted from 60 corrections issued to which 
adjust descriptions or weights. Tonnage increase amounted to 


Perfec 


14,313 pounds on 15 shipments, an increase of approximately ping c 
25 per cent. an 
The bureau now has 45 member carriers, said Mr. Koch.@¢ m 


He urged other carriers to support the work of the weighing}j 4 1s 1 
and inspection bureau, and said that results would be even} 
more startling if the bureau receives the full backing of the 
trucking industry. Many motor carriers in St. Louis are still 
operating without scales, and consequently are losing a good 
proportion of their revenues, said Mr. Koch. 


SURPLUS MOTOR VEHICLES iPas 


5 
Disposals of government surplus motor vehicles, accelerated i I 
to relieve shortages, reached a total of 401,806 units and re-Myou r 
duced War Assets Administration’s inventory to only 58,307 § passe 


vehicles on March 1, 1947, said W. A. A., adding: the 
™ quest 

Moreover, recent changes in W. A, A.’s vehicle sales program that > 
effective April 1, 1947, are expected to further speed disposal of bothy i ; 


remaining stocks and all vehicles declared surplus by owning agencies § 
in the future. a 

The 401,806 trucks, jeeps, passenger cars, trailers and motorcylesf§railrc 
sold by March 1 showed an acquisition value of $924,159,734.75. They # Were 
brought a return to the government of $384,998,362.14. The recoveryiof 60 
rate—41.66 per cent—is considered highly satisfactory because only 24§ plies 
small percentage of the vehicles sold were in unused condition and I 
many types had comparatively little peacetime use. Trucks constituted 


72.23 per cent of all motor vehicies disposed of im thé tast thre€ yeals, ay 
1944 through 1946. ol 1, 
seeki 
3.5 ¢ 
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‘Commendation on 
‘Perfect Shipping Number 


Editor the Traffic World: 

I have just read, virtually from cover to cover, the March 
99 issue of the Traffic World, featuring our association’s elev- 
enth Perfect Shipping Month campaign. You have certainly 
done a grand job, covering not only the campaign but the sub- 
ject of claim prevention in general. I want to acknowledge to 
you a deep sense of obligation for it. 

With the fine send-off which you have given to the cam- 
paign, and the excellent treatment of the subject of freight 
handling and claim prevention, I will be greatly disappointed 
if the eleventh annual campaign’s results do not surpass any- 
thing we have heretofore experienced. 

Carl Giessow, President, 
National Association of 
Shippers Advisory Boards 
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Editor the Traffic World: 

I have just finished looking through the March 29 issue of 
your very interesting magazine and note particularly that you 
have, as usual, devoted your last March issue to the Perfect 
Shipping Month campaign. 

None of us can measure the good that you do in advancing 
this thought and program so thoroughly and completely. It is, 
in my judgment, one of the outstanding contributions which a 
prominent trade magazirie can pay to the transportation in- 
dustry. I hope you may receive full reward for your efforts. 

Warren C. Kendall, Chairman, 
Car Service Division, 
Association of American Railroads 

Washington, D. C., March 31, 1947. 
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reighing\g Editor the Traffic World: 
Freight Allow me again to congratulate you on another wonderful 
riptions, Perfect Shipping issue of the Traffic World. The March 29 


number is outstanding, not only in the editorial matter pertain- 
ing to perfect shipping, but in the great number of advertise- 
ments, those which support the campaign and others, all of 
which are interesting in and of themselves. 

_ While I am not directly connected with the Perfect Ship- 
ping campaign this year, I am still greatly interested in re- 
ducing loss and damage to goods in transportation. I recognize 
the material benefit gained for the cause by such fine support 
as is represented in this annual contribution on your part. 

Chicago, April 7, 1947. 
J. E. Bryan, General Traffic Manager, 
Wisconsin Paper and Pulp Manufacturers’ 
Traffic Association. 
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Passenger Fares and Costs 


In the editorial in the Traffic World March 15 page 789, 
you raise a question with respect to the wisdom of increasing 
passenger fares for rail travel in the face of competition from 
jthe private automobile and commercial airline. While the 

question of merchandising may be open to discussion, I believe 
that you will agree that the practical economics of the situa- 
tion are beyond controversy. 
| . Operating costs have increased tremendously. For example, 
railroad labor costs today are 50 per cent higher than they 
Were in 1940 and the railroads are paying on the average 
ol ze per cent more than in 1940 for fuel, materials and sup- 

S. 

It is interesting to compare equipment costs following 
World War I, when a basic fare of 3.6 cents per mile was au- 
thorized, and similar costs after World War II, when we are 
seeking a basic fare of 2.5 cents per mile for coach travel and 

D9 cents per mile for Pullman travel. Immediately after 


por: 


elerated| 
and re- 
y 58,307 


program 
1 of both 
agencies 


otorcyles 
75. They 
recovery 
e only 4 
ition and 
ynstituted 
ee years, 


= 







World War I an all-steel coach cost $21,000; today a modern 
coach with air conditioning costs about $90,000. A steam loco- 
motive which cost $44,000 in 1920 now costs $282,000; the pres- 
ent day costs of passenger service diesel locomotives is between 
$400,000 and $600,000. 

In considering the tremendously increased costs of operat- 
ing, and in reaching the conclusion to petition for higher fares, 
the eastern roads were not unmindful of the competitive con- 
ditions which they are confronted. 

When four or five people are traveling together it is 
impossible to develop an economically sound rail fare structure 
which would be competitive on a cost basis with the private 
automobile, particularly when the cost of transportation via 
automobile is confined to the out-of-pocket expense. Further- 
more, transportation via private automobile offers a certain 
flexibility in travel with which the railroads cannot well com- 
pete. However, there are certian advantages in rail travel 
which are sought by many travelers and we do not believe 
that the modest increase sought is sufficient to divert much 
of this traffic under present economic conditions. 

The carriers in Trunk Line-Central Passenger Association 
territory are continuing reduced round-trip fares. Attention 
is directed to the fact that, for one-way distances over 500 
miles, a round-trip coach ticket may, under the proposed fares, 
be purchased at a cost of 1.9 cents per mile. When compared 
with the one-way fare this represents a reduction of 24 per 
cent. For one-way distances of 700 miles and over round-trip 
tickets for Pullman travel will -be available at 3.1 cents per 
mile, which represents a reduction of 11.4 per cent compared 
with the proposed 3.5 cents per mile one-way fares. 

Apparently the airlines have also found it necessary to 
take steps to obtain additional revenue from increased fares. 
In this connection attention is directed to a 10 per cent in- 
crease in air fares effective April 1. 

If at some future date and under a changed economy a 
reduction in passenger fares from the proposed level is nec- 
essary and economically sound, the eastern carriers will un- 
doubtedly take appropriate action to meet that situation. 

A. B. Chown, Chairman, 
Trunk Line-Central Passenger Association. 

New York, April 4, 1947. 


Prohibitive Coastwise Differentials 


Editor the Traffic World: 


Everyone wants resumption and continuance of coastwise 
and intercostal service on prewar basis, but no one seems to do 
very much about eliminating the prohibitive differential, put in 
by the railroads just prior to the war, by reducing 3200 items 
(every item on which a freight forwarder could show a profit) 
from first class and higher to third class. This less than carload 
movement constituted better than one-third of the available 
tonnage in the New York to Gulf ports trade. 

The railroads put a spike in this movement by exceptions 
in their tariffs to the Consolidated classification, supposedly to 
“meet truck competition,” although there was not more than 
one small truck line operating from New York to the Gulf 
ports carrying very few tons of traffic. You can see what this 
did, not only to the coastwise lines, but also to the domestic 
freight forwarders, who are under supervision of the Interstate 
Commerce Commission and who are unable to re-enter the 
gigantic business of consolidating thousands of shipments for 
movements via our merchant marine in coastwise service. 

As everyone knows, water rates have to be at least 20 per 
cent under rail rates in order to allow for slower service, 
marine risk and other features. The millions of dollars have 
been lost in the past five years, not only to the coastwise Lines 
(which have been out during the war period) but to the railroads 
themselves, because these rates were not put back where they 
belonged as soon as the coastwise lines went to war and turned 
over their vessels to the government. 

No, it was too good an advantage to release that easily, so 








—— 
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these depressed rates were kept in effect. When it was dis- 
covered that more revenue was needed, the railroads merely 
asked for a blanket increase on everything. Had they raised 
these 3200 items back to first and second class, they could have 
eliminated that portion of their request for an increase, as 
could the coastwise lines, and the increase could have applied 
on the items not covered by the blanket reduction to third class. 

As the matter stands, with the railroad-streamlined Rule 
10, a rate of approximately $2.21, figuring pick up and door 
delivery, etc., can be obtaind by rail lines, New York to New 
Orleans. By using the flat rate offered by the Seatrain Lines of 
$1.05 and including haulage over to Edgewater, switching up 
from Belle Chasse and delivery in New Orleans, the total cost 
will run $1.94 a hundred pounds. The A. & G. Company (freight 
forwarders) quotes the following cut rates on rail service, New 
York to New Orleans: 


RS Ag ie Pine Gap Bh oR dpe pees pws 1 2 3 4 Quantity rates: 
IES Mr ye eee eee 338 288 237 186 5000 lbs. $2.05 
Par ea 08 6950100 0:0 3 ond Hee we 320 276 231 186 14000 lbs. 1.83 


From the foregoing it will be seen that a forwarder can 
get a lower rate via A. & G. than he can get over Seatrain Lines. 
Here is your answer to the low tonnage moving coastwise 
in Atlantic-Gulf Service. 
New Orleans, La., April 9, 1947. 
John M. Flynn, Sr., 
Traffic Consultant. ° 


Truck Tax Contribution 
to General Government Costs 


Editor the Traffic World: 

I would like to comment on the article in the Traffic World, 
issue of February 22, 1947, entitled “Inequality of Transport 
Taxation Subject of A. A. R. Report.” 

We had heard that our railroad friends had come to realize 
that the trucking industry had demonstrated its right to the 
place it had built for itself in the national economy for the pub- 
lic welfare, and consequently the railroads would stop taking 
“pot shots” at the trucking industry, using inuendo and part 
truths to create false impressions. 

Can it be they are at it again? Although I have not seen 
the 33 page pamphlet of A. A. R., I certainly would obtain an 
erroneous conclusion, to say the least, if I believed what it says, 
as quoted by you, about taxes paid by trucks to support other 
or more general governmental costs, besides those relating to 
highway uses. 

As an example, the available 1945 reports of the State of 
Florida show all taxes levied on railroads as $2,567,040.75 on an 
assessed valuation of $114,118,278.00. 


In the same period the state collected $3,450,712.33 for 
truck and trailer registrations of for-hire and private carriers. 
All of this, after paying the collecting department’s administra- 
tive costs, went to the county school funds. In addition, there 
is an allotment of % cent per gallon of the gasoline tax to the 
general revenue fund, and % cent per gallon to the school fund, 
besides mileage taxes, property taxes, etc. 

I think your readers would be interested in these facts. 

L. A. Raulerson, President, 
Great Southern Trucking Company 
Jacksonville, Fla., March 23, 1947 


Jobs in Traffic 
for College Graduates 


Editor the Traffic World: 

I was very much interested in reading in the February 8 
issue of the Traffic World Mr. Markowitz’ letter in connection 
with his experience with college men in the field of traffic man- 
agement. Being a college man myself, I would like to take 
issue with Mr. Markowitz’ remarks in the same order as he 
had set forth: 

1. It has been my experience that in no case have any of 
our college professors indicated that, upon graduation, we are 
assured of anything but a normal clerical job, be it in traffic 
management or in any other profession. 

2. A college man expects his salary and hours to be no dif- 
ferent from those of anyone else. 

3. He has no preconceived attitude toward the owners of 
the business. 

4. I would say the chances are a hundred to one that he 
will not be tangling with any other employees within ten days 
after he starts, and that he will not demand a showdown with 
top management; nor will there be any reason to receive a lec- 


’ is necessary to gain this so-called “experience,” and thus qualify 
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ture on team-work and organization since that would be one of 
the subjects that would have been taught him at the university. 

5. The chances are a hundred to one against his develop. 
ing a persecution complex. 

6. University training has as its purpose the development 
of thought. However, such thought is supposed to be based on 
sound logic and research. Since this approach is emphasized at 
the better universities, it seems ridiculous that a normal uni. 
=" graduate would take the position outlined by Mr. Mark. 
owitz. 

7. This point is also exaggerated and statistics have shown 
that, in a lifetime, the value of a college graduate to his em. 
ployer normally exceeds the value of a non-college graduate, 
od is granted that there are always exceptions to the general 
rule. 

In conclusion, it appears that Mr. Markowitz’ position to. 
ward college graduates emanates from experience with rela- 
tively few individuals who are definitly exceptions to the rule, 

I share with Mr. Markowitz his thoughts as to the motor 
carrier field being the last stronghold of individualism. How- 
ever, I do feel that education in the field of motor carrier trans- 
portation would do it no harm. As a matter of fact, it might 
cause some improvements along those lines. One finds misfits 
in all walks of life. However, it is my honest opinion that the 
minority of misfits will be graduates of universities. 

As far as recalling the days when one began his own 
journey up life’s business ladder—I believe that has no bearing 
on the respective value of a college education, since business 
conditions, along with rates, are ever-changing. 

R. W. Bennington, Manager, Rate Division, 



















General Traffic Department, i te 

United States Rubber Company. point o 

New York, April 7, 1947. | 
Editor the Traffic World: Ne 


Your “Open Forum” of January 11 issue contained a letter 
from William D. Wilder. It stated many truisms. 


A few universities do give courses in transportation, but 
they are the exception rather than the rule. However, those 
that do have placed them usually on an elective basis. One 
need not take them in order to obtain a degree. No doubt Mr. 
Wilder would gladly trade his semester-hours in transportation 
for a like number of credits in accounting. With a major in 
accounting he would at least be assured of a job and, in some 
States, on completion of a year’s work (or more or less), could 
take his C. P. A. examination and get his license to practice. 
Furthermore, if he then desired, he could go into business for 
himself. 

In your issue of January 25 there appeared a letter from 
J. E. Bryan. There are several statements in it which I believe 
convey the wrong impression. Mr. Bryan states, that “‘a degree 
in medicine must be followed by years of practical experience 
as an interne in a hospital.” As a matter of fact, all one need 
do to practice medicine is to take a two year pre-medical course 
in college (or four years if a degree is desired), plus four years 
of work in medical school. The last year is spent as an interne 
in a hospital. Total elapsed time is six years. Then the student 
takes his state examinations. If successful he hangs out his 
shingle and practices medicine. If the student wishes to special- 
ize, he spends a year or two more as a resident physician in a 
hospital. A degree in Chemical Engineering takes the same 
number of years. 

The commencement speaker at my law school graduation 
told us that, if we wished to become judges, we should join a 
political club and become active in local affairs. He, being 4 
judge himself and one of the better ones, was not being naive in 
his remarks. 


The point I am trying to make is that one need not engage 
in all the useless activities Mr. Bryan would lead us to believe 

































for a position of traffic manager. A college education is a short 
cut because it trains one to think and to know “where to find 
it,” when one without it “can’t find it,” or doesn’t know “where 
to look for it.” 
Most universities give degrees based on thinking or cul- 
tural courses and award an A. B. degree on completion; or they 
give bread and butter, plus cultural course, which aim at teach- 
ing the student how to make a living. You pay your money and 
take your choice. Once you select your weapons, there is no 
withdrawal from combat. b 
However, I agree with Mr. Wilder that professionalization ( 


of transportation cannot be accomplished by the use of a rubber 
stamp, nor by listening to noted speakers. Most railroad oper- impos 
ating departments hire college trained engineers. Most railroadg ‘te | 
traffic departments do the opposite. Until we get more college amen, 
trained men in transportation work, many Mr. Wilders will to i 
suffer. One must go through it in order to understand the value in im 
of university training. More and more of our business execu: n ter 
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tives are college trained. Why not the traffic managers? Cer- 
tainly an appreciation of English and American contemporary 
literature never harmed anyone. 

There are thousands of registered practioners. How many 
of them drew a complaint or tried a case? The mere fact that 
one is licensed to practice before the Commission is no indica- 
tion of one’s ability. Until 1938, almost anyone could obtain 
a license to practice if he could supply certain references from 
among those who were licensed. It was that easy. Today one 
must be examined, unless one is an attorney. 

Why can’t we who earn our daily bread in transportation 
recognize the fact that the day of the practical man who served 
jong years’ of experience is a thing of the past? A person with 
a university degree can certainly learn to trace cars, handle 
loss and damage claims, check routes and rates, file supple- 
ments, etc., as quickly, and I think more quickly, than one with 
no training but who has a few years of experience. 

A friend of mine told me that a firm was looking for a traf- 
fc manager and was willing to pay over $10,000 a year. The 
man to be selected he said, must possess a degree from a repu- 
table university and have over 15 years’ experience in a certain 
type of business enterprise. Only one man out of twenty appli- 
cants possessed the qualifications and he would not work for 
the salary offered. To me this represents a trend. Until traffic 
men realize that it is education that is important, and not pro- 
fessionalization, such opportunities will fall by the wayside. 

There is no short cut. Education and education alone is the 
answer if traffic men hope to gain recognition. : 

These views represent one who has fifteen years’ experience 
in traffic work, plus a college degree and a law degree. There is 
no easy way to attain the heights. It only comes about when one 
has the know how, both from an educational and practitional 
point of view. 

H. T. Griswold, Traffic Manager, 


Lamborn & Company, Inc. 
New York, April 7, 1947. 





REGULATIONS OF COMMON CARRIERS 

(District Court, W. D. Louisiana, Alexandria Division.) In 
action by railroad against shipper to recover freight charges 
pursuant to tariff, defense of estoppel with respect to time 
limit of credit under tariff is not available to shipper, as modi- 
fications of tariff by carrier or shipper which might, or might 
not, bring on estoppel are not permitted under the Interstate 
Commerce Act. Interstate Commerce Act, Sec. 1 et seq., 49 
U.S. C. A. See. 1 et seq. 

Evidence established that railroad’s action under Inter- 
state Commerce Act to recover freight charges, was not barred 
by two-year limitation period. Interstate Commerce Act Sec. 
16, 49 U. S. C. A. Sec. 16. 

The two-year limitation period in Interstate Commerce Act 
on actions for recovery of freight charges under a rough ma- 
terial tariff covering shipment of timber to defendant’s plant 
and reshipment after processing, which tariff required shipper 
to pay full local rate if it did not reship processed timber within 
a specified time, ran from expiration of time limit for reship- 
ment or from delivery to ultimate destination, rather than from 
delivery to shipper’s plant. Interstate Commerce Act. Sec. 16, 
49U. S. C. A. Sec. 16. ; 

Prescription at civil law and federal limitation period both 
commence to run from time at which right which is to be 
barred begins to exist. (Louisiana & Arkansas Ry. Co. vs. 
Arkansas Oak Floor Co., 69 Fed. Supp. 372.) 





(Supreme Court of Appeals of West Virginia.) The Motor 
Larrier Act does not authorize Public Service Commission to 
Impose conditions on ownership and transfer of stock of corpo- 
Tate certificate holder. Laws 1937, c. 50, art. 2, sec. 5(c), as 
amended. 

_ The Motor Carrier Act permits Public Service Commission 
to impose conditions involving actual operation of carrier with- 
in territory embraced in certificate, but does not permit Com- 
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mission to impose on corporate carrier as condition precedent 
to granting of application, the right to provide for restrictions 
on corporate structure, such as restrictions on sale and transfer 
of stock. Laws 1937, c. 50, art. 5, Sec. 4(b). 


The Public Service Commission could not, as condition 
precedent to approval of proposed transfer from individual 
motor carrier holding certificate of convenience and necessity, 
to corporate transferee, impose conditions upon ownership and 
transfer of stock of corporate transferee, but could condition 
transfer upon such conditions in certificate itself as would 
serve the public interest and would not submit other carriers 
competing in the territory covered by the certificate to unfair 
and hazardous competition. Laws 1937, c. 50, art. 2, Sec. 5(c, d) 
as amended, Sec. 4(b). (Nicely vs. Public Service Commission, 
41 S. E. Rep. 2d. 297.) 





(District Court, W. D. New York.) The purpose of the 
Commodities Clause of the Interstate Commerce Act, making 
it unlawful for any railroad company to transport from any 
state to any other state any article or commodity manufactured, 
mined, or produced by it or under its authority or in which it 
may have any interest direct or indirect, was to divorce the 
business of transporting commodities in interstate commerce 
from their manufacture and thereby avoid the tendency to dis- 
crimination forbidden by the Act. Interstate Commerce Act, 
Sec. 1(8), 49 U. S. C. A. Sec. 1(8). 


The size of railroad and the extent of its business are not 
determinative of whether it is a railroad within the Commodi- 
ties Clause of the Interstate Commerce Act. Interstate Com- 
merce Act, Sec. 1(8), 49 U. S. C. A. Sec. 1(8). 


The Commodities Clause of the Interstate Commerce Act 
applied to railroad although it did not cross the state line. In- 
terstate Commerce Act, Sec. 1(8), 49 U. S. C. A. Sec. 1(8). 

Property is in interstate commerce from the time of its 
delivery to the carrier for shipment into another state until it 
is delivered to the consignee. 


“Transportation”, as used in the different provisions of the 
Interstate Commerce Act, refers to transportation in interstate 
commerce. Interstate Commerce Act, Sec. 1(1,8), 49 U. S.C. A. 
Sec. 1(1,8); Elkins Act, Sec..1(3), 49 U. S. C. A. Sec. 41(3); 
Carmack Amendment, 49 U. S. C. A. Sec. 20(11). 


The Shippers Allowance Clause of the Interstate Commerce 
Act, providing for allowances to shipper for services furnished 
in connection with transportation by shipper through its plant 
facilities, -hhas no application to a common carrier. Interstate 
Commerce Act, Sec. 15(13), 49 U. S. C. A. See. 15(13). 


In action to enjoin violation of Commodities Clause of In- 
terstate Commerce Act, evidence failed to show that railroad 
was a facility of the steel company or that there was a merger 
into one entity of railroad company, steel company, and holding 
company as owner of the property on theory that steel company 
dominated and controlled the other two companies. Interstate 


Commerce Act, Secs. 1(8), 15(13), 49 U. S. C. A. Sec. 1(8), 
15(13). 


Neither the ownership by holding company of all the shares 
of stock in both railroad company and steel company, nor the 
power of control incident thereto, was sufficient, standing alone, 
to show violation of Commodities Clause of Interstate Com- 
ata Interstate Commerce Act, Sec. 1(8), 49 U. S.C. A. 

ec. " 


Whether domination has been exercised contrary to Com- 
modities Clause of Interstate Commerce Act is a question of 
fact to be determined on all the evidence presented. Interstate 
Commerce Act, 1(8), 49 U. S. C. A. See. 1(8). 


In action to enjoin alleged violation of Commodities Clause 
of the Interstate Commerce Act, evidence showed that reorgani- 
zation perfected in 1939 was entered into in good faith and that 
the period between such reorganization and the commencement 
of the action should be considered separate and apart from 
transactions and activities preceding that date. Interstate Com- 
merce Act, Sec. 1(8), 49 U. S. C. A. Sec. 1(8). 


In action to enjoin alleged violation of Commodities Clause 
of Interstate Commerce Act, the burden rested on the govern- 
ment to show that power to control had in fact been exercised 
by holding company over railroad so as to bring transportation 
by it within condemnation of Commodities Clause. Interstate 
Commerce Act, Sec. 1(8), 49 U. S. C. A. Sec. 1(8). 


In action against holding company and railroad company 
and steel company to enjoin alleged violation of Commodities 
Clause of Interstate Commerce Act, evidence failed to show 
alleged violation. Interstate Commerce Act, Sec. 1(8), 49 
U. S. C. A. Sec. 1(8). 

The purpose of an injunction is to prevent the occurrence 
of threatened acts in violation of law. (United States vs. South 
Buffalo Ry. Co., 69 Federal Supp. 456.) 











DELAY IN TRANSPORTATION OR DELIVERY 


(Municipal Court of Appeals for the District of Columbia.) 
A mother as natural guardian of son during minority had no 
title to his property and had no authority to institute legal 
p pane on his behalf concerning his property after he became 
of age. 

Where saxophone owned by infant son and insured in 
favor of mother was lost in transit and mother collected in- 
surance proceeds, mother, after infant became of age, could 


not maintain action to use of insurer against express company 
for loss of saxophone. 


The declared value on express receipt does not fix value of . 


article shipped or constitute a basis for determination of value. 
Where saxophone temporarily lost in transit was found 
before action was brought against carrier for its loss and 
tender of it was rejected by owner because of purchase of 
another saxophone, the owner was required to accept the saxo- 
phone tendered and was entitled to recover only such damages 
as were caused by delay in delivery of shipment, which was 
the useful or rental value of the saxophone during period of 
delay, in view of fact that it was intended for use of owner. 
Unreasonable delay in transporting and delivering does 
not amount to a conversion by the carrier making it liable for 
the value of the goods, and owner must accept the goods and 
is entitled to recover damages for the loss caused by the delay. 
(Railway Express Agency vs. Huntress, 51 A. Rep. 2d 379.) 





(District Court, E. D. Pennsylvania.) In libel for damage 
to shipment of rabbit skins, evidence showed that skins were 
improperly stowed and that ventilation was negligently re- 
stricted, which caused damage to skins by ‘“‘ship’s sweat’’, which 
is a condensation of excessive moisture in the hold of a ship 
where the air is not frequently changed. 


In libel for damage to shipment of brandy, evidence showed 
that damage due to breakage of brandy cargo was due to in- 
sufficiency of the packing. 

In libel for shortage in a shipment of brandy, evidence 
showed that there was a shortage. 

In libel against ship, evidence showed that ship sailed from 
Seville, Spain, to Philadelphia with sufficient coal for the voy- 
age, and that the necessity of going to the Azores for addi- 
tional coal was due to unexpected and unusually severe weather 
encountered. 


The carrier is liable for ship’s sweat damage where neg- 
ligent and improper stowage increases the hazard, irrespective 
of whether ship’s sweat is a peril of the sea within the Car- 
riage of Goods by Sea Act. Carriage of Goods by Sea Act, Sec. 
1 et seq., 46 U. S. C. A. Sec. 1300 et seq. 


Where rabbit skins were improperly stowed and _ventila- 
tion was negligently restricted, the carrier was required to bear 
the loss from damage to the rabbit skins by ship’s sweat. 


Where damage to shipment of brandy other than shortage 
was due to insufficiency of the package within the Carriage of 
Goods by Sea Act, the carrier was not liable therefor. Carriage 
of a by Sea Act, Sec. 4(2) (n), 46 U. S. C. A. Sec. 1304 (a) 
(n). 

Where shortage in delivery of cases of brandy was unex- 


. 
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cused, the carrier must bear the loss for it. 


(The Rita Sister, 
69 Fed. Supp. 480.) 





(Circuit Court of Appeals, Ninth Circuit.) The freight to 
be deemed earned “ship or goods lost or not lost” clause in bil] 
of lading is not limited in application to freight which carrier 
has declared due on the receipt of the goods, and applies to 
freight other than so declared due. 

In the trial de novo of an admiralty appeal, the Circuit 
Court of Appeals will pay due regard to the finding of the trial 
court. 

Provisions of bill of lading, one of which allegedly nullified 
the other, are to be construed so that each retains its purpose, 

Provision in bill of lading that carrier shall not be required 
to deliver packages at port of discharge or port of destination at 
any particular time, or to meet any particular market, or in 
time for any particular use, relates to measurement of damages 
and does not nullify provision permitting abandonment of voy- 
age for conditions, existing or anticipated, causing master to 
decide that it is unsafe or impracticable to proceed or that car- 
riage is likely to be delayed. 

Torpedoing of freighter by Japanese submarine only five 
miles from Los Angeles on December 24, 1941, resulting in sub- 
mersion of lumber cargo and its soaking with fuel oil, and re- 
quiring that freighter be drydocked for repairs, which, because 
of their nature and war conditions are not in fact completed 
until May 9, 1942, justifies abandonment of voyage on February 
5, 1942, under provisions of bill of lading issued on December 
13, 1941, permitting abandonment for conditions, existing or 
anticipated, causing master to decide that it will be unsafe or 
“impracticable to proceed” or that carrier will be likely to be 
delayed. 

Under the bill of lading which provided that freight should 
be deemed earned “ship or goods lost or not lost”, seller-carrier 
does not lose its right to earned freight for carriage of lumber 
because voyage is abandoned after ship is torpedoed by a Jap- 
anese submarine. (Pope & Talbot vs. Blanchard Lumber Co., 
159 Fed. Rep. 2d. 134.) 





(Circuit Court of Appeals, Ninth Circuit.) Under bill of 
lading providing “full freight to destination * * * are due and 
payable to the Carrier at its option upon receipt of the Goods 
by the latter; and the same * * * shall be deemed fully earned 
and due and payable to the Carrier at any stage, before or after 
loading of the service hereunder’, the words “the same”’ applies 
to the words “full freight to destination” and not to the words 


“due and payable to the carrier at its option upon receipt of the 
goods.” 


Freight clause of bill of lading is to be construed as a 
whole. 


Where acceptance of contract to purchase lumber from 
seller-carrier incorporated by reference a bill of lading which 
embodied a freight earned clause, the right of the carrier to 
earned freight is to be determined by the agreement of the 
parties incorporating the acceptance and bill of lading and the 
bill of lading cannot be deemed a complete and separate con- 
tract of affreightment from which the right to earned freight 
can be determined. 


Where seller-carrier’s printed document, in whose framing 
buyer-shipper had no part, is under construction, if ambiguous 
inferences of its terms are rationally conceivable, that one fav- 
orable to the buyer-shipper is controlling. 


Where contract to purchase lumber from seller-carrier pro- 
vided that terms of carriage were “ocean freight net cash on 
arrival of steamer” and contract incorporates by reference 4 
bill of lading which provides that freight should be deemed fully 
earned and due and payable to the carrier at any stage, before 
or after loading, the terms “net cash on arrival” are construed 
as constituting the carrier’s choice of the stage after loading 
when the freight is deemed fully earned, and hence where voy- 
age is abandoned after ship is torpedoed, the seller-carrier 1s 
not entitled to retain freight moneys from proceeds of an 
agreed sale of the cargo. (Pope & Talbot vs. Guernsey-West- 
brook Co., 159 Fed. Rep. 2d. 139.) 


1947 CONSTRUCTION PROGRAM ON C. & N. W. 


The construction of a $1,500,000 diesel locomotive servicing 
and repair shop, purchase of 21 additional diesel-electric 1oco- 
motives and 1,400 box cars and the laying of more than 200 
miles of new 112-pound rail for high speed traffic are part of 
the $106,600,000 maintenance and improvement budget of the 
Chicago & North Western System for 1947, according to R. L. 
Williams, railway system president. Orders for new freight 
equipment include 21 diesel switching locomotives, 15 diesel- 
electric freight locomotives, 1,400 box cars and 140 hopper cars. 
In addition, 500 steel hopper cars will be rebuilt at the North 
Western’s Winona, Minn., shops. 
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April 12, 1947 


Tariff Interpretation—Application of 


Service Order 104 


New York.—Question: We do not 
agree that the question raised by “Penn- 
sylvania,’” on page 1120 of the October 
2%, 1945 issue of the Traffic World, un- 
der the above caption, can be disposed 
of quite so easily as your answer would 
indicate. It is our belief that the ship- 
per’s claim to assessment of charges on 
the basis of the carload minimum 
weight applicable to a box car, where 
two refrigerator cars were substituted 
under Service Order 104, has sufficient 
merit to warrant refusal to pay balance 
due bill or suit for overcharge. Our 
company similarly ordered a box car 
and was furnished two refrigerator cars 
in lieu thereof under Service Order 104. 
The cars were loaded and shipped on 
February 17, 1945. 


The merchandise shipped is described 


as “Flavoring Compounds, NOIBN, 
liquid,” and is subject to the rate pub- 
lished in Transcontinental Freight Bu- 
reau Tariff 1-Y, Item 3775 of 102, sub- 
ject to a minimum weight of 60,000 
pounds. This merchandise freezes at 
about 25°F, but because of the irregular 
shape of the bottles in which it is packed 
can freeze without.damage and on thaw- 
ing resume its natural state without 
noticeable change. Naturally, we pre- 
fer that the lading be delivered un- 
frozen, but, had the choice been given 
us, we would have allowed the cars in- 
volved to proceed without heater serv- 
ice. It was not pointed out to us, how- 
ever, at the time the shipment was made 
that the carriers were not authorized to 
perform heater service. This was not 
known until one year after shipment, 
when the due bill for $557.69 was pre- 
sented based on charges applicable on 
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two refrigerator cars loaded with 31,125 
pounds each. 

We would like to point out first that 
the act of ordering and furnishing re- 
frigerator cars under Serviee Order 104 
was an act precedent to the issuance of 
the bill of lading. In issuing the bill 
of lading stating on its face both that 
cars were furnished in accordance with 
Service Order 104, and that protective 
service was requested in accordance 
with Protective Tariff Rule 514, the rail- 
road made a contract of carriage the 
terms of which were inconsistent with 
each other. Much as in the established 
rule relative to a conflict between a 
routing and a rate specified by the ship- 
per on his bill of lading, the carrier 
would seem to be under an obligation 
to point out this inconsistency to the 
shipper and to secure a revised contract 
of carriage eliminating one or the other 
of the inconsistent elements. In the in- 
stant case no choice was given the ship- 
per, however. Instead, one of these in- 
consistent elements was _ arbitrarily 
ignored and the other element carried 
out with a resultant monetary benefit 
to the carrier (providing he is entitled 
to collect the due bill). 

The carrier involved in our case has 
taken the view that since “there is no 
authority to permit heater service in a 
box car—there is no alternative but to 
consider each of the instant cars as a 
separate shipment and assess charges 
accordingly.”’ We do not concede that a 
carrier can perform an _ unauthorized 
service, then seek to benefit from the 
performance of that service. Do you not 
agree that there is at least a point of 
argument here? 

Basing our reasoning on the premise 


Mayflower makes your job easier when it comes to personnel 


transfers because Mayflower takes the whole job off your hands. 


Just have your secretary call your nearest Mayflower agent. 
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Mayflower’s organization of selected 
warehouse agents provides on-the- 
spot representation at the most 
points in the United States and 
Canada. Your local Mayflower 
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that the refrigerator cars used by au- 
thority of Service Order 104 were sub- 
ject to the rules applicable to box cars, 
the carrier illegally furnished protective 
service since, there was no tariff. author- 
ity for furnishing such service in box 
cars. If the furnishing of protective 
service was illegal, how can the carrier 
subsequently claim a rate undercharge 
derived solely from performance of that 
illegal act? Remember that the furnish- 
ing of refrigerator cars under Service 
Order 104 was prior in time to the re- 
quest for heater service and prior to a 
contract of carriage. 

We would like to have your further 
views on this subject since we think 
that it is more complex than indicated 
in your answer to the original question 
published in the October 26 issue. There 
is also in addition to the approach taken 
above a question in mind as to whether 
there is actually anything in Service 
Order 104 which prohibits the use of 
heaters in the cars used. Certainly there 
is nothing specifically stated in the order 
to the effect that heaters cannot be fur- 
nished when cars are used under Service 
Order 104. It then becomes a question 
as to whether these cars are to be 
treated from their theoretical stand- 
point or from their physical standpoint 
of actually being refrigerator cars and 
capable of being heated and of carrying 
heaters. All other opinions seem to be 
against this point of view, but we do not 
seem to find anything concrete on which 
it is based. 


Answer: The problem here presented 
seems to be as follows: 


The shipper ordered a box car and the 
carrier, under Service Order 104, fur- 
nished two refrigerator cars in lieu 
thereof. After the shipper received these 
cars he requested heater service, which 
was given. Had the shipment moved in 
a box-car no protective service could 
be performed due to the lack of tariff 
authority. 

In this case, using the refrigerator 
cars in lieu of the box car ordered, it 
appears that the shipper requested that 
protective service be performed—not 
knowing that under Service Order 104 
shipments moving in refrigerator cars, 
in lieu of a box car, are not entitled to 
any service other than what would be 
furnished if the shipment was in a box 
car. 

Service Order 104 was made a part 
of the rate tariff applicable to the ship- 
ment. Tariffs are open for public in- 
spection and shippers are charged with 
knowledge of their contents. It is not 
the duty of the carrier to point out to 
the shipper the tariff provisions appli- 
cable in connection with the movement 
of freight. 

A carrier could not make a valid con- 
tract in obvious violation of the Com- 
mission’s order and its tariff provisions. 

It is true that when there is a con- 
flict between the rate and the route 
furnished by a consignor and that pub- 
lished in the tariff, it is the duty of the 
carrier to advise the shipper that the 
rate will not apply via the route shown. 
In this case the carrier is acting under 
the terms of an order of the Commis- 
sion in supplying two refrigerator cars 
in lieu of a box car, and no provision 
is made for protective service. It is, 
therefore, our opinion that these two 
circumstances are not analogous. 

It appears to us that the shipper, after 
ordering a box car and using two re 
frigerator cars in lieu thereof under 


Service Order 104, erred in requesting 
protective service. 

It is contended that the carrier erred 
in rendering protective service which 
was not authorized under Service Order 
104, under which order the carrier fur- 
nished the refrigerator car. It appears 
that the shipper erred in requesting 
heater service after ordering a box car. 
It is our opinion that, inasmuch as the 
shipper is charged with knowledge of 
the contents of the tariff which does not 
permit protective service, by requesting 
heater service after having received the 
refrigrator cars, Service Order 104 be- 
comes inactive and there is nothing left 
to do but assess the tariff charges ap- 
plicable to the shipment in the manner 
in which it moved. 


If your contention is correct that as 
the shipment actually moved in re- 
frigerator cars the shipper is entitled 
to protective service it would seem that 
you would virtually nullify the part of 
the order protecting the minimum of a 
box car, thus requiring the observance 
of refrigerator car minimums for the 
cars used which would, in all probabil- 
ity, run the freight. charges up tremen- 
dously. Likewise, if demurrage was in- 
volved charge would range up to $44.00 
for refrigerator cars as against the same 
cars moving under Service Order 104, 
which would be subject to tariff charges, 
which provide $5.50 as a maximum. 


Damage—Seasonable Goods 


Michigan.—Question: We made a ship- 
ment of our product to our customer 
in November, so that they would receive 
it in time for their Christmas trade. The 
shipment was not delivered until after 
Christmas. The customer accepted it, 
but could not sell it, as it arrived too 
late and orders had been cancelled. They 
now asked us to allow them to return 
this merchandise and credit them for it. 
As we made this shipment in November, 
the railroads with reasonable despatch 
should have been able to deliver it with- 
in 15 days. As it is, they had the ship- 
ment 45 days. 

Can the shipper or consignee file 
claim for loss due to delay? The value 
of the goods has not changed, but the 
consignee will have to hold the goods 
until there is a market for them. If we 
consent to have them returned, we will 
have to resell at an additonial expense. 


Answer: A consignee cannot refuse 
to accept goods because of delay in de- 
livery, (Chicago, R. I. & P. Ry. Co. vs. 
Albert Pfeifer & Bro., 119 S. W. 642; 
Southern Ry. Co. vs. Bunch, 102 S. E. 
462; United Pants Mfg. Co. vs. American 
Ry. Express Co., 2 La. App. 7), his 
remedy being to receive the goods and 
sue for the damages caused by the de- 
lay. A consignee of goods which are of 
little or trifling value and unsalable, 
however, may refuse to accept them 
when tendered after a negligent delay 
in transportation thereof, and may re- 
cover damages and the statutory penalty 
for failure to adjust and pay the claim 
within the statutory time after filing 
thereof. American Ry Express Co. vs. 
Pitts, 91 So. 571. 

A common carrier is not an insurer 
against delay in the transportation of 
goods and, in the absence of special con- 
tract binding the carrier to deliver with- 
in a specified time, mere delay in trans- 
portation does not create any liability 
to respond in damages. Nevertheless, 
if damage results from failure, without 
good excuse, to deliver goods at their 
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destination within a reasonable time, the 
carrier is liable for such damages. When 
a common carrer undertakes to convey 
goods the law implies a contract that 
they should be delivered at destination 
witihin a reasonable time, in the absence 
of any special contract as to the time 
of delivery. What constitutes reasonable 
diligence must depend upon the circum- 
stances of each case. 

Unless the carrier can show that the 
delay in the instant case was caused by 
one of the recognized exceptions to the 
carrier’s liability, it is liable for the 
resulting damages. 

For unreasonable delay in the trans- 
portation of nearly all classes of goods 
the shipper is entitled to recover the 
difference between the market value of 
the goods at the time and place at which 
delivery should have been made and 
their market value when delivery was 
actually made. In the nature of things, 
such damage, it is said, is deemed to 
have been within the contemplation of 
the parties, at the time the contracts 
was made, as a probable consequence of 
an unreasonable delay. 


In Steinberg vs. Erie R. R., 172 
N. Y. S. 92, affirming judgment in 170 
N. Y. S. 893, the courts held that un- 
usual loss to a shipper of seasonable 
goods, having a limited time for sale, 
such as straw hats, caused by the car- 
rier’s delay, does not create an excep- 
tion to the ordinary or market rule of 
damage, the carrier being liable for the 
difference in the market value between 
the time of arrival and the time when 
the goods should have arrived. See, also 
Bauer vs. Barrett, 172 N. Y. S. 353. 

The. consignee may retain the goods, 
but is not obligated to, unless the goods 
can be sold. 

If the goods have a resale value, the 
carrier should reimburse the seller for 
the expenses of resale, if the goods are 
returned to the seller. 


Liability of Carrier—Transportation of 
Live Stock 


Pennsylvania.—Question: In all my 
traffic experience I have had varied 
classes of loss and damage claims to 
file and pursue, but this is the first one, 
covering the subject below. 

One of my clients filed a claim against 
a carrier to cover the loss of some 400 
or 400 stocker or feeder pigs. 

The shipment in question was made 
from Missouri and consigned to a party 
in Pennsylvania. When the shipment 
reached destination there were quite a 
number of dead pigs which the con- 
signee claimed was due to negligence on 
the part of the railroad. The carrier 
has declined responsibility, advising 
they have conducted a very careful in- 
vestigation of the transportation of this 
shipment and find the pigs were newly 
vaccinated prior to loading and were 
prohibited from being unloaded at any 
public stockyard. Therefore, the feeding 
and watering of the stock was per- 
formed in the cars at National Stock 
Yards in Ohio and Pennsylvania, and 
while it is true that cars were slightly 
delayed, not in excess of 24 hours, this 
delay would be due to ordinary train 
operations. However, they do not feel 
that the death of the pigs was the result 
of the delay. Nevertheless, they have 
gone on record as being willing to take 
care of part of the loss, or 50% of the 
amount of the claim involved. 

I presume the only alternative we 
have is to enter suit, as I do not know 


en ee REA TARE RL DORE TE OR kek SRE TNR es WN RR ane 8 





April 1 


of any 1 
tions th 
for this 
Will 
jon? 
Answ 
carrier 
portatio 
ties wh 


sulting 
propert; 
or fault 

In ac 
proper ; 


proper]; 
suitable 
ably ne 
in good 
This 





RLD 








April 12, 1947 






of any responsibility from previous cita- 


























































































































1197 




















> the of live stock and other perishable freight. to the Classification based upon a belief in 
When (tions that would make the carrier liable As a general rule a carrier not other- the economic expediency of such course. 
onvey for this claim. wise negligent is not liable for a delay However, it does not follow from the 
that Will you please give me your opin- which is necessary to avoid a violation above that an exception rating is a com- 
ation qion? of the law. modity rate. The Commission has held 
sence Answer: It is nag re gg that a It — ag _ Poe of the to the contrary. 
: carrier receiving live- stock for trans- carrier for the death of the pigs must 3 
anil portation does so under the usual liabili- be based on delay to the shipment, if nut tae —_N me 
rcum. § ties which attach to the carriers of there was unreasonable delay, which is df Rule 51 of Sclaesifieation tad 
goods, applicable in case of other goods, a question of fact. General Order ODT 18-A 
t the | that it is not accountable for loss re- Acceptance of the carriers offer of : 
ed by sulting from the inherent nature of the settlement seems to be indicated. Oklahoma.—Question: Please see your 
© the |property, and not due to any negligence sS answer to Indiana on page 912 of the 
r the for fault on its part. ‘ : : March 22 Traffic World, having refer- 
In addition to the duty to furnish Tariff Interpretation—Classification Ex- ence to stopping in transit for partial 
trans. | proper and reasonable facilities for such ae —* Not Specific Com- unloading and non-application of Rule 
goods § purpose, it is the duty of the carrier to modity Rate 51 of the Classification. 
r the gsee that live stock in transportation is illinois—Question: Please refer to We believe that, in consideration of 
lue of § properly fed, watered, and rested at your answer to “Illinois,” on page 1038 this question, you overlooked the provi- 
which f suitable intervals, so far as is reason- of your issue of March 29, under the sions of the Special Notice shown on 
> and Bably necessary for keeping such stock above caption. page 4 of Trans-Continental Tariff 4-M, 
y was in good condition. In your answer you state that the which notice provides—‘“Exceptions, re- 
hings, This obligation to feed, water and Commission in several cases has stated strictions, limitations of other provisions 
ed to Mrest live stock exists even in the ab- that a commodity rate is, in effect, an contained in this tariff, as amended, 
ion of Msence of an express request by the con- exception to the Classification, but you stating that transit will not be per- 
tracts §signor, as such a request will be implied. do not specifically give reference to any mitted, are hereby suspended for the 
nce of §Italso exists in the absence of any statu- decisions where the Commission so held. period and to the extent stop-off to com- 
tory provision. Even in the case of un- We would like reference to such deci- plete loading or for partial unloading is 
172 avoidable delay, it is the duty of the sions, if you can consistenly give them authorized in Rule 51 of the Western 
n 170 gcarrier to make reasonable efforts to to us. We know that the Commission Classification, * * * * supplements there- 
at un- TY the stock to some point where has held in numerous cases that a clas- _ to or successive issues thereof.” 
ynable g asonable facilities for feeding exist, sification exception rating is not a spec- Answer: We did overlook the provi- 
- sale. md where feed and water are obtain- fic commodity rate, but, as stated above, sion which you quote. 
e car. gible, and to permit the stock to be un- we would like reference to decisions Under this provision of Trans-Con- 
excep- loaded for that purpose. where the Commission has also held to tinental Westbound Tariff No. 4-W, 
ule of @ The general rule that, in the absence the contrary. — : : Agent L. E. Kipp’s I. C. C. No. 1521, 
or the of special contract, a carrier is bound to Answer: In is retport in Railroad the provision of Item 4440, quoted in 
tween transport and deliver goods with rea- Commission of Nevada vs. Southern our answers, is ineffective for the period 
when (sonable diligence, care, and dispatch and Pacific Co., 21 I. C. C. 329, the Commis- and to the extent stop-off for partial 
e, also  sliable only for negligent or unexplained sion, on page 332, said: unloading is authorized in Rule 51 of 
53. unreasonable delay applies to shipments Commodity rates are in essence exceptions the Western Classification. 
goods, 
goods 
le, the 
ler for | 
i onl THEY TALK YOUR LANGUAGE | 
a The experienced men of Pope & Talbot Lines R i ( 4 V): 
widespread service organization are fully oute ar qoe ta 
11 my equipped by experience and understanding 
mst | 2 give helpful. friendly attention to your PORTACOMA PIERS 
st one, shipping needs. 
against 
~~ = Covered and open storage 
— POPE & TALBOT LINES § P 6 
. party Complete mechanical equipment 
ipment : 
quite a Grain Elevator and Cold Storage 
e con- 
ance on | 
carrier D ‘ /-S y 
dvising ese CVrY/ICE 
maT PORT OF TACOMA 
ws [HICRGO a sane 
now o>; = P. O. Box 1612 Cable “Portacoma” 
J were TACOMA WASHINGTON 
at = 
feeding § 
“| 2 HIGH) SPEED My Frams ||| rele 
ia, and b. peen | Industrial sites available for lease or 
ag GRE. EN DIAMOND - DA yl £/ rr sale at very reasonable rates. Served by 
X N = * * * 
a hg y 150 bi ia Diamar iN N four trans-continental rail lines. Electric 
“ — IN || power and water services at low costs. 
to take i l L i O15! Cf X 
, of the neal 
tive we = igs 





yt know 





1198 





E. J. Hoehn has been appointed traf- 
fic manager at East Alton, Ill., for the 
Western Cartridge Co., division of Olin 
Industries, Inc. Mr. Hoehn succeeds F. 
P, Zimmerman, retired. 


Russell W. Klar has been appointed 
assistant manager of the traffic depart- 
ment for the General Tire & Rubber Co., 
Akron, O. Robert J. Mullin becomes 
chief clerk of the traffic department. 
Robert Read has been appointed general 
foreman of stock preparation and pas- 
senger tire, industrial, and light truck 
tire building. 

* * * 

Leon Matthews, formerly traffic man- 
ager for the Poultry Producers of Cen- 
tral California, has opened his own busi- 
ness in San Francisco as consulting traf- 
fic manager and I. C. C. practitioner. 


Nye F. Morehouse, general solicitor of 
the Chicago & North Western Railway, 
has been elected vice-president and gen- 
eral counsel of the railroad, to fill the 
vacancy occasioned by the recent elec- 
tion of William T. Faricy as president 
of the Association of American Rail- 
roads. Lowell Hastings succeeds Mr. 
Morehouse as general Solicitor. 


E. H. Gardner has been appointed as- 
sistant to the freight traffic manager, at 
Baltimore, for the Baltimore & Ohio 
Railroad. Traffic World, in its March 29 
issue, erroneously reported that Mr. 
Gardner had been appointed freight 
traffic manager. 

a * * 

L. V. Cooper, assistant general freight 
agent, at Kansas City, for the New York, 
Ontario & Western Railway, has been 
promoted to western traffic manager at 
Chicago. L. K. Rhoads has been pro- 
moted to general agent at Kansas City. 


B. T. Booze, formerly associated with 
the Trans-Continental Freight Bureau 
and honorary member of the Traffic 
Club of Chicago, died April 3. Funeral 
services were held at the A. L. Bentley 
& Son Funeral Home. Interment will be 
at Cedartown, Ga. 

5 * * 

Daniel A. Lindley has been elected 
vice-president of the Canton Railroad, 
Baltimore, Md. 

* ok * 

W. C. Bowra has been appointed gen- 
eral superintendent of motive power and 
car equipment, at Battle Creek, Mich., 
for the Grand Trunk Western Railroad. 
Mr. Bowra succeeds W. H. Clegg who is 
retiring after 35 years of service. 

* * * 


F. L. Doherty has been appointed 
traffic representative, at Jacksonville, 
Fla., for the Charleston & Western Caro- 
lina Railway. 

* * 

W. G. McLaren has been appointed 
commercial agent, at Portland, Ore., for 
the Chicago, Indianapolis & Louisville 
Railway. 

* * % 

B. F. Mason has been appointed as- 
sistant superintendent of communica- 
tions, at Minneapolis, for the Minne- 
apolis, St. Paul & Sault Ste. Marie Rail- 


road. The position of superintendent 
telegraph, Stevens Point division, is abol- 
ished. 

* * * 

Robert H. McNally has been appointed 
city freight agent, Clearing district of 
Chicago, for the Chicago, Rock Island & 
Pacific Railway. ‘ fe 

John C. Ostrom has been appointed 
assistant passenger traffic manager, at 
Richmond, Va., for the Chesapeake & 
Ohio Railroad. Hiram T. Askew has 
been appointed general passenger agent 
at Richmond. ee 

The Union Pacific Railroad announces 
the following appointments: G. A. Brown 
to perishable freight agent, St. Louis; 
L. M. Layne to general agent, Oakland, 
Calif.; J. W. Haskell to general agent, 
Fresno, Calif. iS 

C. F. Messenkopf has been appointed 
general traffic manager, at New York 
City, for the Railway Express Agency. 
Mr. Messenkopf succeeds R. S. Wheeler, 
who becomes special assistant to the 
vice-president in charge of traffic. Other 
appointments are: C. B. Williams to 
traffic manager; O. G. Swenson to as- 
sistant to vice-president; J. R. Rohrer to 
assistant traffic manager. 


Robert J. Wilson, vice-president—legal 
for the Capital Airlines, has been named 
vice-president—properties and personnel 
administration. Members of Mr. Wilson’s 
staff will be: S. T. McAlister, director 
of properties; J. W. Burke, director of 
personnel; and W. T. Grasty, assistant 
to the vice-president — properties and 
personnel administration. Charles E. 
Mannschott, Jr., has been appointed 
manager of rates and tariffs at Washing- 
ton. Caryl M. Britt, formerly district 
manager at Milwaukee, has been named 
district sales manager at Washington. 


Harold E. Arndt has been appointed 
general freight agent—sales, at Chicago, 
for the Universal Carloading & Dis- 
tributing Co. Charles E. Buschick has 
been appointed general superintendent 
in charge of coordinating the Chicago 
cartage and warehouse operations. 


Wood W. Vaughan has been appointed 
southwestern traffic representative, at 
Dallas, for the Port of Beaumont. 

* 


Walter J. Eden has been appointed 
general manager of the Chicago terminal 
for the Gateway City Transfer Co. 


James C. Windham has been elected 
treasurer of the F. L. Jacobs Co., De- 
troit, succeeding Clare S. Jacobs. Mr. 
Jacobs remains as vice-president and 
general manager. 

* * * 

John A. Sloan, formerly district man- 
ager, at Des Moines, for the Mack-Inter- 
national Motor Truck Corporation, has 
been appointed district manager at Chi- 
cago. A. L. Monck succeeds Mr. Sloan 
at Des Moines. 

; * * * 

Robert P. McCord, assistant to the 

president, at Milwaukee, for the Union 
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Refrigerator Transit Co., died April 6, 
Mr. McCord was a member of the Traf. 
fic Club of Chicago. Funeral services 
were held from the Milwaukee Masonic 
Temple. Interment was in Milwaukee 
Cemetery. 

* * * 

Edward O. Snow has been promoted 
to Lincoln-Mercury district manager, at 
St. Louis, for the Ford Motor Co. Robert 
W. Fausel has been appointed Ford as- 
sistant district manager at St. Louis. 





André Mouton, general western agent 
of the board of commissioners, Port of 
New Orleans, on April 15, will speak on 
Pan American relations before the Ex- 
ports Managers Club of Denver. On 
April 17 he will address the world trade 
committee of the Omaha Chamber of 
Commerce, Omaha, Nebr. 


The Atlanta chapter of the Delta Nu 
Alpha Transportation Fraternity, at its 
recent monthly meeting, was addressed 
by W. R. McDonald, chairman of the 
Georgia Public Service Commission, who 
spoke on the “Southern Class Rate 
Case.” 

a * * 

James Pavel, formerly traffic manager 
for the Joliet Arsenal, has been appointed 
traffic manager of the J. I. Case Co, 
Bettendorf, Iowa. 

* * * 

A. J. Schaab has been appointed acting 
general freight agent, at Chicago, for 
the Atchison, Topeka & Santa Fe Rail- 
way. A. R. Kilian succeeds Mr. Schaab 
as chief clerk to the traffic vice-presi- 
dent, Chicago. E. S. Gaides succeeds 
Mr. Kilian as assistant chief clerk. 


M. A. Stanton, manager, Buffalo motor 
truck branch of the International Har- 
vester Co., has retired after 25 years of 
service. W. G. Schendel, formerly as- 
sistant manager at Buffalo, succeeds Mr. 
Stanton. G. D. Partridge, formerly as- 
sistant manager, Cleveland motor truck 
branch, has been promoted to manager, 
Baltimore motor truck branch, replac- 
ing B. M. Kaiser, recently appointed 
southwest district manager. J. W. 
Young, formerly assistant manager, Phil- 
adelphia motor truck branch, has been 
transferred to Cleveland in the same 
capacity. 










































































The Traffic Club of Philadelphia will 
hold an informal dinner and variety 
show April 14 in the Benjamin Franklin 
Hotel. Samuel H. Gilbert, general traf- 
fic manager, Baldwin Locomotive: Works, 
has been elected a club director to fill 
the vacancy occasioned by the election 
of. E. L. Wink to the office of treasurer. 
There will be a birthday boosters’ lunch- 
eon April 28. 



























































More than 1300 members and guests 
attended the annual dinner of the Chi- 
cago Transportation Club, at the Palmer 
House, April 3. The speaker was Wayne 
Guthrie, city editor, the Indianapolis 
News, on “Ringside at Bikini.” His in- 
spirational address covered not merely 
his observations in the course of the two 
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atomic bomb tests at Bikini, but ranged 
over the significance of the events to this 
country and civilization. Harry J. Phil- 
lips, Chicago, North Shore & Milwaukee 
Railway, new chairman of the board of 
the club and its retiring president, pre- 
sided for the first part of the meeting 
and then turned the gavel over to Harry 
W. Anderson, Youngstown Sheet & Tube 
Company, new president. There was a 
program of music and entertainment. 





The Women’s Traffic Club of San 
Francisco, at its March 29 meeting in 
the St. Francis Hotel, elected as its 
president Teresa Schmitt, American 
President Lines. Miss Schmitt succeeds 
Edna M. Paul, Hercules Powder Co. 
Other officers installed are: Vice-presi- 
dent, Viola Cole, Price Building Special- 


ties; secretary, Sophie Rogell, Bekins 
Van & Storage Co.; treasurer, Terry 
Hasek, Pacific Tankers, Inc. Members of 
the board of directors are: Reba Rick- 
man, Union Pacific Railroad; Florence 
Cellarius, Zellerbach Paper Co.; Louise 
Latreille, Railway Express Agency. 





The Traffic Club of Denver held a 
meeting April 10 in the Daniels & Fisher 
Tea Room. Dr. James Shinn, general 
field director of the Korean-American 
Council, spoke on the political situation 
in Korea. The May 8 meeting will be 
held at the Park Hill Country Club. 





The Traffic Club of Houston held a 
Perfect Shipping meeting April 1. V. W. 
Appleby, traffic manager, at Corpus 
Christi, for the Southern Alkali Corpora- 
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ees of less-than-carload shipments have been 
speeded as much as 24 to 72 hours at stations in Missouri, 


Kansas, Nebraska, Illinois, Arkansas, Louisiana and Texas that 
are served by Missouri Pacific’s co-ordinated train-truck schedules. 


Under this efficient plan of merchandise transport, ship- 
ments loaded at many principal points move in freight cars to 
designated break-bulk points. Here they are transferred to trucks 
which deliver them to their destinations. The same trucks pick 
up outbound shipments, taking them to the break-bulk point 
where a transfer to freight cars is made for movement by rail. 


New co-ordinated train-truck schedules recently inaugu- 
rated in Arkansas raised to 10,600 the total route miles operated 
daily by trucks employed in Missouri Pacific co-ordinated mer- 


chandise transport service. 


For complete information about this speedy, efficient service 
ask any Missouri Pacific traffic representative. He will be glad 
to help with your merchandise transport problems. 
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tion, and chairman, Southwest Manage. §f eral traf 
ment Committee, Perfect Shipping Cam. § troleum 
paign, conducted the meeting. At the 
April 15 meeting E. G. Plowman, vice-§ The P% 
president—traffic, United States Stee] § annual s 
Corporation, will address the club. Aj ve Hott 
spring golf outing will be held April 29§ sport cel 
at the Golfcrest Country Club. 

The T 

The Traffic Club of St. Louis held an§ recent a 
Army Day meeting April 7 in the Hote] § dent Ha 
Jefferson. Guest speakers were six§ port Ltd 
soldiers representing each of the six § ert Mort 
divisions stationed in Korea. Other of 

— presiden 

The Birmingham Traffic & Transpor- § Corpora 
tation Club held a baseball party April § mett E. 
11 at the opening game between Bir. § System; 
mingham and Atlanta. McMahc 

merce. . 
Lt. Col. I. C. Olsen, of the Transporta- ff be held 


The spr 
May 1 i 


J.T. 
presiden 


tion Corps, U. S. War Department, was 
elected president 
of the Washing- 
ton Traffic Club 
at its March 19 
meeting in the 
Mayflower Hotel. 
A native of Chip- 
pewa Falls, Wis., 
Lt. Col. Olsen, in 
1911, joined what 
is now known as 
the Commercial 
Traffic Service. 
During the past 
five years he has 
served in a com- 
missioned ca- 
pacity, and at 
the present time 
is chief of the General Traffic Branch. 
Other officers elected are: First vice- ; 
president, C. Guy White, general agent, J. 
Pere Marquette Railway; second vice 





Lt. Col. I. C. Olsen 



















president, William E. Hayghe, Central Flesh 1 
Traffic Service, Bureau of Federal Sup-jg 28S a¢ 
ply; secretary-treasurer, Charles E. Mil- called | 
ford, administrative officer, Finance Of- ) h 
fice, U. S. Army, War Department. Aft Ma 
Resident members of the board of di-—§ After \ 
rectors are: Francis G. McCann, general ™ator « 
agent, New York Central System; Eu-— ®™ Sta 
gene Gardner, Chicago, South Shore & _ 
South Bend Railroad; E. F. MacMillan, 
chief, Government Traffic Section, Amer- sg 
ican Trucking Associations; L. A. Heath- a" 
erman, general agent, Nashville, Chat-j er; J 
tanooga & St. Louis Railway; James R. = 
Griffin, general agent, Missouri-Kansas-jg "re 1 
Texas Railroad. Non-resident members The 
of the board of directors are: Lloyd A-§ meetin; 
Hornberger, traveling freight agent, § wacni; 
Reading Company; George L. Stern, a-@ raq < 
sistant freight agent, Baltimore Steam § yentio, 
Packet Co. i supervi 
The Traffic Club of Fort Worth held a pailro: 
railroad passenger service meeting April amag 


7 in the Blackstone Hotel. Frank Jensen, | 

passenger and traffic manager, Texas &§ The 
Pacific Railway, spoke. On April 149 Sciatic 
there will be a joint party with the dinner 
Woman’s Traffic Club of Fort Worth tojj Room, 
be held at the First Methodist Church. | 













The Los Angeles Transportation Club Th 
held a luncheon meeting April 7 in thei ‘ne cl 
Biltmore Hotel. Two films, “The Tele 
phone Hour” and “The Telephone Screen 
Review,” were presented. Fred W. Ber- 
gen, district manager, International For- 
warding Co., was chairman. 


















The Tulsa Club of Tulsa held the first 
of a series of lectures on traffic an 
transportation, April 9, at the Michaelis 
Cafeteria. L. W. Witte, assistant gen 
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eral traffic manager, Mid-Continent Pe- 
troleum Co., spoke on “Bills of Lading.” 








The Pacific Traffic Association held its 
annual sports night April 8 in the Belle- 
yue Hotel, San Francisco. A number of 
sport celebrities were introduced. 













The Traffic Club of Syracuse, at its 
recent annual dinner, installed as presi- 
dent Harold A. LeChien, Smith Trans- 
port Ltd. Mr. LeChien succeeds J. Rob- 
ert Morton, San Equipment Corporation. 
Other officers installed were: First vice- 
president, Donald McPherson, Carrier 
Corporation; second vice-president, Em- 
mett E. Lindauer, New York Central 
System; secretary-treasurer, James V. 
McMahon, Syracuse Chamber of Com- 
merce. A Perfect Shipping meeting will 
be held April 23 in the Onondaga Hotel. 
The spring dinner dance will be held 
May 1 in the Hotel Syracuse. 
























J. T. Meadows, the recently elected 
president of the Richmond (Va.) Traffic 
Club, is a native 
of Virginia. After 
completing his 
early education in 
the public schools 
of Pittsylvania 
County, he was 
employed by the 
Atwater Coal Co., 
Bluefield, W. Va. 
He enlisted in the 
U. S. Army in 
1911, serving for 
three years in 
Ohio, California, 
and Hawaii. While 
in Hawaii he at- 





































agent, J. T. Meadows tended evening 
| vice- classes at the La 
Yentral Flesh private school, majoring in busi- 
1 Sup- jm Bess administration. Mr. Meadows was 
=. Mil- Called back to the Army in 1918, and 




































upon his release completed a course at 
tment. the Massey Business College, Richmond. 
of di-( After working as bookkeeper and esti- 
yeneralj ator on road construction in four south- 
n: Eu-j &m states, Mr. Meadows worked for a 
sore & “Umber of large tobacco companies. In 
Millan, 1927 he was appointed assistant secre- 
Amer-@ “ty and office manager of Philip Morris 
Heath-f &Co., which position he held until Oc- 
Chat-\ (ober, 1930, when he accepted his present 
mes R,\™ Position as branch manager of the Balti- 
‘ansas-(@ More Transfer Co. 
ws The York Traffic Club held a dinner 
pbk meeting April 10. Grover Blackstone, 
Rn aa Washington -agent, Pennsylvania Rail- 
Steam Toad, spoke on “Loss and Damage Pre- 
vention.” L. K. Malloy, loss and damage 
supervisor at Baltimore, Pennsylvania 
held af Railroad, spoke on “Concealed Loss and 
g April §j Damage.” 
Jensen, | 
exas &] The Waterloo-Cedar Falls Traffic As- 
pril 149 Siation will hold a Perfect Shipping 
ith the(j dinner meeting April 17 at Black’s Tea 
orth tog 00m, Waterloo, Iowa. J. L. Puig, 
urch. fj feight claim agent, Dlinois Central Sys- 
tem, will speak on claim prevention and 
yn Clubf there will be a perfect shipping movie. 
’ in the e club holds regular noon luncheons 





e Tele-(g° the third Thursday of each month. 











WV. Ber- 
1al For- 





The Junior Traffic Club of Kansas Cit 
held a meeting April 9 in the Pickwic’ 
Hotel. Col. Robert W. Reed, assistant 
Managing editor, Kansas City Star, de- 
Scribed his recent five-week tour of 
fic and™/apan, China and Korea. An informal 
fichaelism™SPting dance will be held April 26 at 
nt gen- the Boulevard Manor. Keith Dickerson, 








the first 
















shipping superintendent of the Percy 
Kent Bag Co., has been elected to the 
board of directors. 





The Traffic Club of the Lehigh Valley 
will hold its annual:meeting April 21 in 
the Hotel Easton, Easton, Pa. 





The Canton Traffic Club held a spring 
dance April 8 at the Shady Hollow 
Country Club, Massillon, Ohio. 





The San Francisco Junior Traffic Club 
held a meeting March 26. Robert E. 
Ellis of California Motor Express spoke 
on “Motor Carrier Freight Claims.” 





The Corpus Christi Traffic Association 
held a Perfect Shipping meeting April 
9 in the Nueces Hotel. J. W. Leggett, 


secretary, Southwest Shippers Advisory 
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Board, D. S. Cage, freight claim agent, 
Missouri Pacific Lines, and E. M. Nichol- 
son, supervisor of claim prevention, were 
the guest speakers. 





The Lima Traffic Club will hold a 
meeting April 16 in the Kirwan Hotel. 
C. W. Dilfill, vice-president, Detroit, To- 
ledo & Ironton Railroad, will speak 
on “Unnecessary Transportation Costs.” 
The Chicago & North Western Railway 
film, “Rolling the Freight,” will be pre- 
sented. 





The Transportation Club of Saint Paul 
held a meeting April 8 in the Hotel 
Lowry. Major General I. D. White, 
World War II commanding general of 
the Second Armored Division, spoke on 







Still Watching 
the Clock— 


Yes sir! 


We've been doing it for many, many 


years . . . sixty-six to be exact... 


and we'll continue doing it as long as time is a factor in 


freight transportation. We fully recognize the necessity of 


transferring your cars between trunk lines in the least pos- 


sible time . . . to reduce, to minimize all possible delays. 


That's why we are clock watchers . . . that's why we shall 


always be cognizant of the all-important factor of TIME. 
The fourteen trunk line railroads for which P. & P. U. Ry. is 
the connecting link are moving your cars faster than ever 


before, and the men on the P. & P. U. Ry. are putting forth 


every effort to keep the cars rolling. That not only gets your 


shipment to its destination in a hurry, but makes the car 


available to some other shipper sooner. 


For further information, write 


E. F. Stock, General Traffic Manager 


PEORIA AND PEKIN UNION RAILWAY COMPANY 


Union Station—Room 36—Peoria 2, Illinois 
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“Our Peace Time Army.” Combat films 
were shown. 





The Rock River Valley Traffic Club 
will hold a meeting April 16 in the Hotel 
Faust, Rockford, Ill. There will be a 
quiz program and a film showing the 
1946 World Series. 





The Jamestown Transportation Club 
will hold its annual spring dinner April 
17 in the Hotel Jamestown. 





The Evansville Transportation Club 
will hold its annual ladies’ night dance 
April 19 in the Hotel McCurdy. 





W. R. Cox, freight traffic manager, 
Pennsylvania Railroad, was elected 
president of the 
Traffic Club of 
Chicago at the 
annual election 
and banquet 
March 27, in the 
Palmer House. 
Other new offi- 
cers are: First 
vice - president, 
Lee J. Quasey, 
commerce coun- 
sel, National Live 
Stock Producers 
Association; sec- 
ond vice-presi- 
dent, R. M. Hit- 
chew, freight traf- 
fic manager, At- 
chison, Topeka & Santa Fe Railway; third 
vice-president, L. R. Cowles, traffic man- 
ager, Standard Oil Co. of Indiana; sec- 
retary (re-elected), Otis A. Green, west- 
ern traffic manager, United States Lines; 
and treasurer (re-elected), R. J. Wallace, 
traffic manager, Jacques Manufacturing | 
Co.; two-year directors: R. V. Craig, gen- 
eral traffic manager, Allied Mills; J. H. 
Christy, western traffic manager, Dela- 
ware, Lackawanna & Western Railroad; 
R. F. Kuhlman, president, Iroquois Fuel 
Co.; I. M. Peters, traffic manager, Corn 
Products Refining Co. Mr. Cox, a native 
of Shippenburg, Penn., was educated in 
the Pittsburgh and Tarentum, Penn., 
schools. He entered the service of the 
Pennsylvania Railroad as a clerk in 
Allegheny in 1903. After holding vari- 
ous positions, he was advanced to chief 
clerk to the traffic manager at Chicago 
in 1920. He subsequently served the rail- 
road in various capacities at Columbus, 
O., Youngstown, O., Pittsburgh, and 
Cleveland, returning to Chicago as 
freight traffic manager in 1931. 





W. R. Cox 





The Women’s Traffic and Transporta- 
tion Club of Baltimore held a dinner 
meeting April 9 in the Park Plaza Hotel. 
Craig Taylor, assistant city editor of the 
Baltimore Sun, was guest speaker. On 
April 23 the annual quiz will be held at 
the Para Plaza. The club will sponsor a 
bus tour to Cumberland, Md., April 26. 





The Motor City Traffic Club of Detroit 
will hold a meeting April 14 in the Hotel 
Detroit-Leland. Charles S. Peltz, vice- 
president, Central Detroit Warehouse 
will speak on “Warehousing.” The Mari- 
time Commission film, “America Sails 
the Seas,” will be shown. A card party 
will be held April 21 in the Detroit- 
Leland. 





The Traffic Club of Erie, Pa., at its 
recent meeting, elected as its president 
J. F. Weibel, general agent, New York 
Central Railroad. Other officers elected 





are: Vice-president, E. J. Eisert, traffic 
manager, Erie Foundry Co.; treasurer, 
Walter F. Miesel, traffic manager, Bu- 
cyrus-Erie Co.; secretary, C. P. Beyer, 
traffic manager of the Manufacturers 
Association. Other members of the board 
are: Walter J. Adams, traffic manager, 
Erie Forge Co.; J. J. Burgoyne, city 
passenger and ticket agent, New York 
Central and Pennsylvania railroads; P. 
J. DeSanti, traffic manager, Jarecki Man- 
ufacturing Co.; G. W. Dougherty, super- 
visor of traffic, General Electric Co.; 
O. L. Frederick, freight agent, Pennsyl- 
vania Railroad; F. W. Goss, freight 
agent, Nickel Plate Railroad; Parke W. 
Herrick, traffic manager, Hammermill 
Paper Co.; Louis J. Mayer, manager, 
Universal Carloading & Distributing Co.; 
Harry W. Sherwood, traffic manager, 
Erie City Iron Works. 





The Transportation Club of the Roch- 
ester (N.Y.) Chamber of Commerce will 
hold a Perfect Shipping meeting April 
23 in the Chamber of Commerce with the 
Atlantic States Advisory Board as co- 
sponsor. Frank G. Love, manager, prop- 
erty protection and safety, New York 
Central, will speak. 





Mac Neil Smith, district traffic man- 
ager, Aluminum Co. of America, was 

recently elected 
: president of the 
Portland (Wash.) 
Industrial Traffic 
Club. Mr. Smith, 
42, has been asso- 
ciated with Alcoa 
for 22 years, hav- 
ing previously 
worked at East 
St. Louis, Ill., and 
Mobile, Ala. Dur- 
ing his residence 
in St. Louis he 
was prominent in 
athletic circles, 
playing profes- 
sional soccer. In 
1936 he was ten- 
nis champion there. Today Mr. Smith 
represents the Multnomah Athletic Club 
of Portland in tennis, badminton and 
squash racket events. 





MacNeil Smith 





The Traffic Club of Kansas City will 
hold a Perfect Shipping meeting April 
14. The spring dinner dance will be held 
April 19 in the Hotel President. 





The Oklahoma City Transportation 
Club will hold a ladies’ night meeting 
April 17 in the Biltmore Hotel. Miss 
Hampton, professor of history, Central 
State College, will speak on “Citizenship 
in a World Without Distance.” 





The Traffic Club of Minneapolis held 
a Perfect Shipping meeting April 10 in 
the Hotel Nicollet. George H. Shafer, 
general traffic manager, Weyerhaeuser 
Sales Co., spoke. The annual bowling 
league-banquet will be held April 18 in 
the American Legion Club Rooms. 





The South Bend Transportation Club 
will hold a fathers’ and sons meeting 
ape 14 at the Morris Park Country 

ub. p 





The Traffic Club of the Lehigh Valley 
will hold its annual meeting April 21 in 
the Hotel Easton, Easton, Pa. 





The Traffic Study Club of Akron will 
hold a meeting April 15 at the American 
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Legion Home in Cuyahoga Falls, 0, 
George H. Weiss, manager, The Port of 
New York Authority, will speak. i es 
nfe 
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The Central Ohio Traffic Club held its 
annual dinner April 10 in the Hotel 
Harding, Marion, O. 














More than 150 transportation and 
other business men attended the joint 
Perfect Shipping Month dinner meeting 
of the Ft. Wayne, Ind., Transportation 
Club and the Ft. Wayne Chamber of 
Commerce, at the chamber dining room, 
the evening of April 8. The affair was 
arranged by a committee of which Ralph 
A. Blue, traffic manager, Tokheim Oj] 
Tank & Pump Co., was chairman. Mr. 
Blue acted as toastmaster, and H. N. 
Clauss, vice-president, Short Line Ex. 
press Co., chairman of the chamber’s 
transportation committee, presided. Rob- 
ert J. Bayer, editor, the Traffic World, 
spoke on “Let’s Get Excited About 
Freight Claims.” There was an exhibit 
of improperly packed freight drawn 
from local freight houses. 





































































































The Women’s Traffic Club of Metro- 
politan St. Louis will hold its annual 
charity card party, April 28, in the Ho- 
tel DeSoto. Cecilia M. Noll will serve 


as general chairman. life over 


e roac 
pecause 
presiden 
quently 
are force 





The Women’s Traffic Club of Detroit 
will hold its annual luncheon and card 
party April 19 in the Ernst Kern Audi- 
torium. A dinner meeting will be held 
May 8, at which new officers will be 





bine 4 
elected. said Mr. 

The Women’s Traffic Club of Phila- a a 
delphia will hold a birthday dinner meet- Bnuct de: 


ing May 13 in the Benjamin Franklin 
Hotel. 








M. P. McLean Jr., president of McLean 
Trucking Co., was recently elected presi- 
dent of the Win- 
ston-Salem Traffic 
Club. Born in 
Maxton, N. C., in 
1913, Mr. McLean 
was educated in 
the Maxton pub- 
lic schools. Upon 
graduation from 
high school he 
moved to Red 
Springs, N.C., 
where, at the age 
of 17, he pur- 
‘chased a dump 
truck which he 
rented to the state 
for road construc- 
tion. In 1933 he 
traded the dump truck for a 1%-ton 
Dodge and began hauling produce from 
southern points to eastern markets, thus 
initiating his long-distance hauling busl- 
ness. He continued to purchase equip- 
ment, and today the McLean Trucking 
Co. operates between Boston, Mass., and 
Atlanta, Ga., doing a gross annual bus!- 
ness of approximately $4,000,000. The 
company has approximately 400 em- 
ployes, and all executives are under 
36 years of age. 










M. P. McLean, Jr. 

























We may never reach Perfect Ship- 
ping but we can at least try to perfect 
our shipping practices and, incidentally, 
save millions of dollars in materials, 
labor, transportation and hard cash, 
The combined efforts of shippers and 
carriers and receivers. must be on @ 
year-around basis and not a mere “flash 
in the pan” for the month of April. 
J. E. Bryan. 




















































































































SLD BE april 12, 1947 1203 


* . N. H. U. C. FIGHTS TOLL ROAD PLANS the lawmakers of various states, he added, calling upon the 
Arthur C. Butler, director of the National Highway Users nation to “take the shackles off its wonderful motor transport 
Conference, has urged highway user groups throughout the business. We have the finest highways in the world. Now let 
id its ¥country to take “vigorous and immediate action” to resist “the us be wise enough to fully utilize them,” said he. 
Tote] current Rees in ——— =~ Fee He Fevned that _— Pea Sea SMe Wey Pore as a 
roposals were now pending before 13 state legislatures an e 
Pmgress of the United States and added that, “strange as it Th prragy poten Sarees A irony ig, 
may seem, these proposals are making real headway in some e Akers Motor Lines, Inc., Gastonia, N. C., has placed 
states, largely because some highway user groups have not an order for 100 stainless steel trailers with Fruehauf Trailer 
peen alerted to the full implications of the toll road principle.” Co., Detroit, Roy A. Fruehauf, executive vice-president, has 
Toll highway bills had been enacted into law in Arkansas announced. W. W. Akers, Jr., president of the motor line, said 
and West Virginia, Mr. Butler reported. He said the Arkansas that this large addition is being made to the company’s present 
measure authorized construction and operation of a toll highway _‘ fleet. of 156 freight vans, for the purpose of keeping pace with 
in Desha county, while in West Virginia a new state law cre- the increased demand for over-the-highway movement of ray- 


and 
joint 
eting 
‘ation 
er of 
room, 
























"Was Bted a Turnpike Commission to issue bonds and fix tolls on 0S, textiles and general commodities along the eastern sea- 
Ralph Sieressways.” He discussed pending toll road legislation in board. Delivery of the trailers will begin April 15. 

_ Mr California, Connecticut, Georgia, Maine, Maryland, Massachu- Ea ARI IES SAN TRSE 

HT. Ny fpsetts, New Hampshire, New York, Ohio, Oklahoma, and Wash- FORD’S CRANKSHAFT TECHNIQUE 

> Ex ecm several states,” he said, “the proposed toll roads would Stronger, cheaper crankshafts for Ford products have been 


nber’s achieved by a revision of crankshaft molding technique in the 


parallel an existing highway which could be improved to han- 

































. Rob- : : Ford Motor Co.’s Rouge plant production foundry, according 
Vorla, de efliciently the same volume of traffic at a fraction of the to the company. Ford is the only producer of cast engine 
About qcost- Tolls would be superimposed on existing motor fuel and crankshafts for its products, having developed an exclusive 
xhibit otor vehicle taxes, which in some of the states considering process some years ago ‘ 
5 Goll roads are being diverted to non-highway purposes. Cer- : 
Tawn Bainly there is no justification for additional imposts where i eas PS OT 
existing highway user taxes are being diverted.” AMERICAN BANTAM TRUCK TRAILERS 
Vietro- Bsik kite otienenes American Bantam Car Co., Butler, Pa., has announced 
annual JFRUEHAUF DEPLORES RESTRICTIVE HIGHWAY LAWS XxPansion of ean ie a new ae = 0 emg FA er 
1e Ho- ’ , . axle series o ailers, according to Ketchum, Mac 
serve Bapable of transporting the needs of modern home and business Grove, Inc., Pittsburgh agents who are handling Bantam’s 
life over the highways safely, rapidly, and without damage to pm Me roe Re ide romotion campaign on advanced design super- 
. the road surface, the capacity of the road cannot be utilized dita — 
Detroit Bhecause of restrictive laws in many states, Harvey C. Fruehauf, 
d card president of Fruehauf Trailer Co., recently asserted. “We fre- ALPHABET NAME FOR GENERAL TIRE 
| Audi- quently have the strange and costly condition where operators Taking a cue from the U. S. Navy’s use of alphabetic names 
e 2" pre forced to unload and transfer to other vehicles at the state for its warships, the General Tire & Rubber Co. has given the 
M1 li : = — ee the requirements of backward states,” — Pood i. to = —e off-the-road tire. The letter com- 
said Mr. auf. ination signifies the logging, construction an ini 
F Vehicle engineers cannot design equipment which will best _ this tire is Suilt to esate, Sees oe to L. A. Maecenas a 
— serve the public in the light of their knowledge, but instead president in charge of sales, who reports that the LCM has 
aniklin ust design vehicles which will meet the requirements set by 30 per cent more rubber than has ever been used in any other 
VicLean 
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n from Hansen's modern facilities enable you to direct the distribu- 
‘ool he tion flow of your merchandise . . . without attention wasted 
to Red on time-consuming details. 
N. Ci Hansen's 500,000 square feet of storage space, located for / 
the age speedy and efficient distribution by rail, truck, water, or 
je pur- air . . . give you the advantages of maintaining spot stocks 
2 dump in your own branch warehouses, without capital tie up and 
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1933 he even greater efficiency, ship in 
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General truck tire. Production is now under way in seven 
sizes, ranging from 7.50 x 20 through 21.00 x 24. 


HINDE & DAUCH PLANT IN ONTARIO 


The Hinde & Dauch Paper Co., Sandusky, O., has announced ¢- 


purchase of a new 22-acre. site at Chatham, Ontario, for con- 
struction of a $1,000,000 box factory, to be owned and operated 
by the Hinde & Dauch Paper Co. of Canada, subsidiary of the 
United States firm. When completed the Chatham plant will 
be the sixth to be operated by H. & D. in Canada. Paper mills 
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in ST. LOUIS 
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For complete information, write 


BOARD OF HARBOR COMMISSIONERS 


M. G. Rouse . . . Secretary 
City Hall, Los Angeles 12, Calif. 


Huber &- 


Daily Package and Refrigerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Connecting lines serving all peints in Kentucky, Tennessee, North Carolina, South Carolina and Georgia 





33rd St. and 
S$. Wabash Ave. 
Chicago 


General Office 
6th & Kentucky Sts. 
Louisville, Ky. 
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and box factories are now being operated by H. & D. in { 
U. S. cities: The Chatham plant will be used for manufacture 
of corrugated and solid fibre boxes, interior packing materials 
and box specialties. 


INTERNATIONAL HARVESTER OMAHA BRANCH 


A separate motor truck branch at Omaha, Neb., headedi 
by J. D. Richardson, has been recently established by the In. 
ternational Harvester Co. W. K. Perkins, manager of sales of 
the company’s motor truck division, said that expanding busgj- 
ness and industrial activity in Omaha has greatly stimulated 
demand for International trucks, and that Omaha has become 
increasingly importatnt as an automotive wholesale distribution 
center. 































CLARK DURABLE PALLETS 

















Clark Tructractor has announced a new durable pallet, a ontren 
made of plywood, as a companion unit for fork lift trucks, ue = 
Constructed with %-inch plywood decks and posts of plywood Mc i2 4, 
blocks or metal, the pallet is slightly more than half the weight§ lentow1 
of comparable hardwood pallets. Advantages claimed are its Ter @P 
unbroken, splinterless surface; ease of strapping; ease and _ ee. 
safety of handling; and suitability for safe, firm tiering. 29674—C 

rk ONE ockcnoe EE April 14— 
ERIE “ECONOMY SAFE-LOAD” CARS " t. Bd. 

Five hundred new 50-ton steel box cars to be delivered to eg 
the Erie Railroad in June will include a loading device inventedMaprit 14— 
by H. D. Barber, Erie’s vice-president of operations. These Bd. 61 

‘+ “Economy Safe-Load” cars incorporate strips of steel along the a 


side walls to which cleats, flush with the walls, have been 
welded. With this addition, steel strapping or wire threaded 
through the lugs will hold shipments tightly and prevent shift- 
ing or moving while in transit, Erie officials stated. 


April 14— 
aminer 
MC 9685 


AUTOMATIC FILMS ON MATERIALS HANDLING 

The Institute of Visual Training has announced a nev, 
factual sound film on materials handling, “Pay Loads Pay Off.” 
This 25-minute, 16 millimeter, talking motion picture, produced 


under a grant from Automatic Transportation Co. of Chicago, a bo 
shows how management can reduce unit costs by mechanizing§ yo 407s 
materials handling and, at the same time, improve labor rela-§ Lines 
tions by minimizing backbreaking strain resulting from old§ Ter al 
































fashioned manual handling. Automatic has also issued an 8 
minute “Skylift Newsreel,” which will likewise be loaned to 
industrial plants at no rental cost. 











TOWMOTOR LIFT TRUCK STUDY 

Towmotor Corporation has issued a new, illustrated lift 
truck job study of-the part played by Towmotor fork lift trucks 
in the materials handling job at the recently modernized plant 
of Ball Brothers Co., Muncie, Ind. Copies of the illustrated 
study are available free from Towmotor Corporation, 1226 
152nd St., Cleveland 10, Ohio. 


NEW YORK CENTRAL COLOR FILM AVAILABLE 


Then 
A new postwar version of the color film, “New York Call you 
ing!” has been released by the New York Central System ané ith 
may be borrowed from more than 30 film libraries throughou 
the country. This is a complete re-make of the earlier picture fone 
and includes the arrival of the liner Queen Elizabeth on hem "od. 
maiden voyage and many New York attractions offered to thé quirie 
post-war tourist. A list of film libraries handling this and othej 
New York Central educational films may be obtained by writing CH 


to the Motion Picture Bureau, New York Central System, 466 
Lexington Avenue, New York 17, N. Y. 





TEXAS CENTRAL ELECTIONS 


The Texas Central Railroad, at its annual meeting in Waco 
April 7, elected George M. Walter, Waco manager, Owens 
Illinois Glass Co., a member of the board of directors. Tht 
stockholders of this subsidiary road of the Missouri-Kansas 
Texas Lines also elected to the board Henry C. Beck, Jr., 0 
the H. C. Beck Construction Co.,-Dallas. R. J. Morfa, chairmaly 
of the board, Donald V. Fraser, president, and all other boar 
members were re-elected. 


WESTERN AIR LINES TRAVEL FILM 
Western Air Lines passengers flying from Los Angeles t 
San Francisco, April 9, attended the airborne premiere 0 
Western’s new color travel film, “Yellowstone and the Gram 
Tetons.” The picture is the first edition in a series of five, 1% 
cluded under the heading, “Skyway to the Nation’s Playgroune 
“Passengers on the premiere flight not only got special entel 
tainment at no extra cost, but they also became acquainte 
with vacation lures offered by Western,” said Richard Dic 
company vice-president in charge of traffic and advertising. 
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NOTE—lItems in the docket marked with an asterisk (*) have been added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


april 14—Allentown, Pa.—Fed. Bldg.—Ex- 
aminer Jackson 

MC 81412, Sub.° 14—Valley Transfer and 
Storage, Allentown, Pa., common carrier 
application. 

mC 108056—Gehret Brothers, Reading, Pa., 
contract carrier ap leation. 

MC 48754, Sub. 4—D. J. Frantz, Coplay. 
Pa., contract carrier oe. 

MC 1344, Sub. 2—Union Transfer Co. of Al- 
lentown, Pa., Allentown, Pa., common car- 
rier application. 
pri] 14—Buffalo, N. Y.—Hotel Buffalo—Ex- 
aminer Konigsber 

29674—City of Buff: 0 vs. N. Y. C. 

W. Va.—Fed. Bldg.— 


April 14—Charleston, 
Jt. Bd. 245: 

MC 106465, Sub. 3—Smith’s Transfer, Staun- 

ton, Va., common carrier application. 


i+. 1?” “eee W. Va.—Fed Bldg.—ZSJt. 


MC 96390—H. M. Dollison, Charleston, W. 
Va., common carrier application. 

April 14—Chicago, il1.—Sherman Hotel—Ex- 
aminer Rosenbaum: 

MC 9685, Sub. 11—Emery Transportation 
Co., Chicago, Ill., contract carrier appli- 
cation. 

April 14—Cleveland, O.—Hotel Cleveland— 
Examiner Kilrov: 
MC 48268, Sub. 30—Fischbach Trucking Co., 
Akron, O., contract carrier application. 
April 14—Columbia, S. C.—Wade Hampton 
Hotel—Examiner Simms: 

MC 107816, = 2—Kelly Motor Lines, Inc., 
Sumter, S. 

MC 107816, Sube. 3, 4, and 9—Kelly Motor 
Lines, Inc., Sumter, S. C., common car- 
rier application. 


LOOKING FOR 
A NEW 


Then we'd suggest 
you get in touch 


April 14—Des Moines, la.—U. S. Ct. Rms.—Jt. 
Bd. 92: 


MC 52770, Sub. 3—Dairy Despatch Co., Du. 
buque, Ia. 
April 14—Hartford, Conn.—U. S. Ct.—Exam- 


iner Riegner: 
MC 44592, Sub. 1—Middle Atlantic Trans- 
ortation Co., Inc., New Britain, Conn., 
Ma extension. 
74083—Sutherland Shipping, Inc., 
ay nN. Ze 
April 14—Laredo, Tex.—U. S. Ct.—Jt. Bd. 
MC 108464—Lineas Unidas del Norte, Te 
cuba, D. F., Mexico, common carrier ap- 
plication. 
MC 108290—Lozano Transfer Co., 
Tex., common carrier applicati on. 
MC 108085—Victory Transfer Co., 
Tex., common carrier application. 
MC 108086—Gateway Transfer, Laredo, Tex., 
common carrier application. 
MC 108310—Santos Transfer Co., Laredo, 
Tex., common carrier application. 
MC 108311—San Martin Trucking Co., La- 
redo, Tex., common carrier application. 
MC 108441—Auto Transportes del Norte, 
Mexico City, D. F. Mexico, common car- 
rier application. 


a Wis.—Fed. Bldg.—2Jt. 


MC 40978, Sub. 4—Chair City Motor Express 
Co., Sheboygan, Wis., common carrier ap- 
plication. 


ce hy areca tes Wis.—Fed. Bldg.—Jt. 
MC 108023—R. A. vole Ashippun, Wis., 
contract carrier appr cation. 
April 14—Milwaukee is.—Fed. Bldg.—Ex- 
aminer Simmons: 
MC 18350, Sub. 13—Shea-Matson Trucking 


New 


Laredo, 
Laredo, 


with “North Western's” Industrial Department concerning the excep- 
tional opportunities that exist in the rich territory served by this rail- 
road, The address is 400 West Madison Street, Chicago 6. Your in- 


quiries will be treated confidentially. 


CHICAGO and NORTH WESTERN SYSTEM 


PULLING FAST FREIGHT 
On the MINNEAPOLIS & ST. LOUIS RAILWAY 
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Co., Milwaukee, Wis., common carrier ap- 
plication, 

April 14—New York, N. Y.—641 Washington 
St.—Examiner Rainn A ae 

MC 18678, Sub. 2—White Star Transfer Co., 
Kingston, N. Y., common carrier appli- 
cation. 

MC 108126, Sub. 1—McGranaghan Taxi, Han- 
cock, N. Y., common carrier application. 

April 14—New York, N. Y.—641 Washington 
St.—Jt. Bd. 191: 

MC 79774, Sub. 6—Austin’s Express, Pough- 
keepsie, N. Y., common carrier appli- 
cation. 

April 14—New York, N. Y.—641 Washington 
St.—Examiner Cave: 

MC 107734, Sub. 2—J. K. Farley, 
Malley. N. Y., common carrier applica- 

on. 

MC 108354—C. J. Waag, Woodside, L. L., 
New York, contract carrier application. 


April 14—Philadelphia, Pa.—U. S. Ct.—Jt. 
d. 119: 


Bd. : 

* MC 3647, Sub. 90—Public Service Interstate 
Transportation Co., Newark ,N. J., com- 
mon carrier application. 

April 14—Pittsburgh, Pa.—Chamber of Com- 
merce Rms.—Examiner Wilkins: 
29545—-Mesta Machine Co. vs. L. V. 
—_, 


Central 


et al. 
a Va.—Hotel Richmond— 


; - 108: 
MC 3799, Sub. 7—Elliott Motor Lines, Win- 
chester, Va., common carrier application. 
April 14—Richmond, Va.—Hotel Richmond— 


Jt. Bd. 68: 

MC 108118—Keely Freight Line, Church 
View, Va., common carrier a plication. 
April 14—San Francisco, Calif.— O. Bidg. 

—Examiner Linn: 
MC 8768, Sub. 5—Security Storage & Van 
Co. Inc., New ag ge La. 
April 14—Washington C.—Examiner Gra 
W-376, Sub. ton Ccaantie Steamsh > 
Corp. * secemalah, Baltimore. 
—" bes aneaantals iil.—Sherman Hotel—Jt. 


d 
MC-C 883—Chica ago Rawhide Manufacturing 
Co. vs. Long Transportation Co., Inc. 
April 15—Chicago, II!l.—Sherman Hotel—Ex- 
aminer Rosenbaum: 
1. & S. M-2728—Poultry, from Leroy, Minn., 
to Chicago, Ill. 
at paper ne: lil.—Sherman Hotel—Jt. 


MC 108181—Riddle Cartage, Gary, Ind., con- 
tract carrier application. 





FOR SAILING INFORMATION CONSULT OUR OFFICES 


CHICAGO. 
NEW YORK. . 


Vola we 


MISSISSIPPI SHIPPING COMPANY, Inc. 


140 So. Clark St. WEW ORLEANS...Hibernia Bidg. 
.17 Battery Pl. ST. LOUIS..320 North Fourth St. 
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Consult your classified telephone 


‘Number One’ for directory for the name and ad- 


dress of the nearest Allied agent. 











ONE OF SEVERAL 


NEW 
Long-Distance > HARBOR 


Moving... or 


ee made 








ALLIED van Lines, we | 


America’s most experienced long-distance movers of Household 
Goods, Office Furniture and Equipment. 






to SHIPPERS 


re a eG MOST 


April 15—Columbia, S. C.—Wade Hampton April A a yo es D. C.—Examiners Wit- April 16—Cleveland, O.—Fed. Bldg.—Jt. B 
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Hotel—Examiner Simms: ters and 244: "7 
MC 107816, Subs. 7 and 10—Kelly Motor 29670—Increased per diem charge on freight MC 3121, Sub. 6—Steel Trucking, Ine, 
Lines, Inc., Sumter, S. C., common car- cars. Dearborn, Mich., contract carrier appli 
MG 108074-—Argoe Trucking Co., Orange- aah aes cg D.C. —Examiner April. se éuacaanie Fla.—Mayflower Hot 
es : — ote! 
-, common a application. 1. & S. 5466 (2nd supplemental)—Charges —Examiner Simms: 
Aprit iE —Mulwaukee, Wis.—Fed Blag -—Ex- for loadin ond unloading pan a freight. MC 107843—Abood Trucking Co., Jackson, 
MG. 107645—Mid ‘land Coach Li Burl! 1. &@s. ar ~# for loading and un- ville, Fla. 
ee Es emer, ree 
u = n arges 
April "is Milwaukee, Wis.—Fed. Bldg. Jt. loading 6  suppiem carload freight. ‘a April 16—Laredo, Tex.—U. S. Ct.—Jt. Bd. 77: 
MC 107645, Sub. 1—Midland Coach Lines —_ 1 aaehingtio, D. C.—Jt. Bd. 120: a ete ae ee Ol 
Burlington Wis., common carrier appli- 107968, Sub. 1— Baltimore Solomons ico, common carrier ap fection. 7 
ation rs i Me relent Line, Aberdeen, Md., common April 46—Madison, Wis PR tate Comm,.—y 
Apri 15—Milwaukee, Wis.—Fed. Bldg.—Ex- carrier application. Bd. 96: : : "2 
aminer Simmons: April 15—Washington, D. C.—Examiner Ches- MC 14232, Sub. 5—Kliebenstein Transf 
MC 64310, Sub. 46—Hensel Transfer & eldine: Line, Platteville, Wis., common carrier ap 
Warehouse Co., Sheboygan, Wis., com- spe = Png etaaion re nr honk a plication. i. s Co 
mon carrier application. pulp from Brooklyn, N. Y., to Waterville, April 16—Newark, J.—State mm.— 
"— Wis.—Fed. Bldg.—Jt. Me. ms bas ‘ moe tas is . 
. 3 April 1 i ee ub. 2—Irv Mountain Line, New 
MG io2870, Sub, 1—W. Marsch, Sheboygan, "Chamber ae Cumnes Eganinss Sock. xoxk. 5 oo ee. a ee 
* pri ewar —I e Comm.—Ex- 
Aon ae, acer nag! Fin RE eg Washington MG "93304, Sub. 4—B. E. Grove, Northum- Me 94796, Waters: iat fie “ 
em a. u —McCann’s press, New. 
I. = os M- Fe aes apparel, from and April 16—Ashland, Ky.—Fed. Bldg.—Examiner ark, N. J., common carrier application. 
A rit oe Bg ad N. Y.—641 Washington Bos “= ge «| Sub, 3—-Gelman's Express, Nes 
P St.—xaminer Cave: MC 32947, Sub. 10—Pinson Transfer Co., York, N. Y., common carrier application, 
Mc 108342—Great South Bay Trucking C Inc., Pikeville, Ky., common carrier ap- * MC 68813, Sub. 4—Selman’s Express, Nei 
Snholen. rt Now to. ged . =. plication. York, N. Y., common carrier application, 
rier appileation. ¢ MC 108141—A. M. Burchett, Prestonburg, April 16—New York, N. Y.—641 Washington 
MC 108343—Mirror Transportation Co., Inc., Ky., common carrier applicati on. St.—Examiner Cave: 
North Bergen, N. J., contract carrier | April 16—Ashland, Ky.—Fed. Bldg.—Jt. Bd. MC 10809—“MacCall Trucking Co., Mahwalt 
application. 10: N. J.. common carrier application. 
MC 108349—W. Osborn, New York, N. Y., MC 108327—Becker Motor Freight, Hunt- IC 108236—J. T. Goodliffe, Inc., Mamaro 
Ba sae carrier application. ington, W. Va., common carrier applica- neck, N. Y., contract carrier application, 
April 15—Norfolk, Va.—U. S. P. O. & Ct. Rm. April 16—St. Paul, Minn.—State Comm.—Jt, 
Mc 40008 Sub) ea Butler Motor Li April Te —Atlanta, ee ee Me inte. Sub. 12—Murphy Motor Freight 
u utler Motor Line, u —Murphy Motor Freig 
Carrsville, Va., common carrier applica- MC 22229, Sub. 5—Terminal Transport Co., Lines, Inc., St. Paul, Minn., common car- 
tion. Inc., Indianapolis, Ind., common carrier rier application. 
April 15—St. Louis, Mo.—Mark Twain Hotel application. April 16—St. Paul, Minn.—State Comm.—Ex- 
Pincxaminer, Walsh Louis Southwestern R a se en ae mo 108328, Sub. i—Hiawatha Valley C 
uis Southwestern Ry. , Sub. 1—Hiawatha Valle 0., 
Co. reorganization. MC 6715, Sub, 1—G. Westerberg, Lowell, . Red Wing, Minn., common carrier “oo 
Aprit 1g Trenton, N. J.—U. S. Ct.—Examiner pe —s  -- applicatt on. as cation. * ae 
aters: 08348— . enne we nd., April 17—Alban N. Y.—Fed. .—Ex 
* MC 107882, Sub. 1—Armored Motor Service common carrier application. Pr aminer Cave; “ 
Corp. Trenton, N. J., contract carrier ap- eee a pre at il -—Sherman Hotel—Jt. a 3 ve Sub, ss. yo ay 
plication. , common carrier application 
* MC 108345—J. R. Mullica, Trenton, N. J., MC 12385—Farm-to-Market Carriers, Chi- MC 107708, Sub. 2—J. Fuller, Fort Edward; 
common carrier application. cago, Ill., broker application. N. Y., common carrier application. 
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One of the Modern Facilities of 
the Port of Long Beach is the 
only bulk-loading conveyor to 
ships on the Pacific Coast. 
Handling all bulk commodities, Jy ;;. 
its efficiency is demonstrated 
by loading 250 tons of coal per 
day. 
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